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HAN DLING+Processing +HAN DLING + Assembling +HAN DLING 
+ Packing + HAN DLING+Storage+ HANDLING 





HANDLING—the Common Denominator of PRODUCTION 
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[Sexi ,. but dumb 


The hands of a typist! Beautiful, ex- 
pressive, skilled hands... but such 
hands are stricken dumb, are no 
good to you when they’ reaway from 
the keys of a typewriter. 

And, too often, a typist-capable 
of 70 words a minute is lucky to 
average 25... forced to waste from 
17 to 78 per cent of her time be- 
cause of you. 

How come? Simply by providing 
such skilled workers with obsolete 
forms. Time-wasting forms that 
must be fabricated by hand during 


office hours—aligned, carbon 
stuffed, set in position before typ- 
ing can begin. 

Check over the job the forms in 
your office are doing today. And you 
will be interested in what Uarco 
has to show you. For Uarco creates 
better forms... prefabricating car- 
bons and papers that save time and 
money wherever forms are used. 


Spend a half hour with a Uarco 


representative. He'll help you select: 


the right forms... forms that allow 
your typists to keep typing. 


UNITED AUTOGRAPHIC REGISTER COMPANY 
Chicago, Cleveland, Oakland e Offices in All Principal Cities 


SINGLE SET 
FORMS HANDWRITTEN 


Uarco Multi-Fold Continuous Strip Forms. They 
bring easy handling and loading to typewriters, 
bookkeeping or billing machines. Perfect align- 
ment—carbon-positioned—consecutively num- 
bered. This particular form provides legible, 
clean copies. Easy fo set up, it feeds the machine 


while the typist types. For further information, 
write today. 


CONTINUOUS-STRIP FORMS For 
TYPEWRITTEN + BUSINESS MACHINE RECORDS 


BETTER BUSINESS FORMS 
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The Land of Plenty Needs Plenty of This 


EVERYONE KNOWS-—but few stop to realize—that no 
product of farm, mill, mine, or forest is of any value 
until transported from its point of origin to its point 
of ultimate use. Motor transport has found its important 
niche in our over-all transportation economy by being 


adaptable to so many steps along this route from 
producer to consumer. 


If America is to succeed in achieving 
the goal of 150-billion dollars a year 
in goods and services—in order to 
Provide the hoped-for high level of 
employment—we will need the highest 


development of all our forms of transportation. As a 

truck manufacturer, White has before it as its greatest 

postwar challenge—the opportunity to provide an 

expanded production economy with efficient tools of 

distribution. It wants to play its part in this alongside 

the full resources of all other forms of transport. 
And, thereby, we believe, the public 
interest will be best served. 


THE WHITE MOTOR COMPANY 
Cleveland, Ohio, U.S. A. 


THE WHITE MOTOR COMPANY OF CANADA, LIMITED 
Factory at Montreal 


THE GREATEST NAME IN TRUCKS 
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Over a million tires made by Mansfield have joined the Armed 
Forces — another association of great meaning for the future. 


MANSFIELD, CENTURY, 
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MEANS EVERYTHING «xx 





HAT is said or claimed about the quality of 
W. tire adds nothing to the actual service 
the tire will perform. For performance is not 
produced by proclamation. It is something that 
must be built into the product, itself. 


Finally, the goodwill of users toward a truck 
tire must be won by value delivered...on the 
basis of proved performance. 


Thus the good reputation of truck tires made 
by Mansfield has grown through thirty-three 
years of association with America’s leading 
wholesalers in satisfactorily serving the tire 
needs of thousands of truck-fleet owners. 


* * * * * 


Mansfield’s jobbers are more than distributors of merchandise. They, also, 
are arbiters of quality...value... price. By independent choice and through 
deserved confidence of jobbers, dealers and users, tires made by Mansfield 


have earned their enviable reputation for service and dependability. 





THE MANSFIELD TIRE & RUBBER CO. « MANSFIELD, OHIO 
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‘We were singing away- 
when suddenly it dawned on me!" 


HAT a whale of a job motor transport will have to do 
when this war is over. 


“Sure, I know trucks are already doing a big job — in the 
Army and for the war effort — but after the war they will 
have to do still more. Not only will they have their own loads 
to carry, but they will help air, rail and water transportation 
systems carry their loads, too. All that adds up to plenty of 
opportunity for guys like me. It means a chance to get ahead. 


“I’ve learned plenty about motor transport in the Army, 
but I think the most important thing I got is how necessary 
it is to fit the truck to the job.” 


MOTOR TRANSPORT will be called upon to serve the nation 
in literally hundreds of different ways after the war. The 
necessity for moving maximum loads in minimum time 
and at lowest possible cost will open up thousands of new 
opportunities. 


Regardless of what your hauling operatien is — whether 
it is one of local delivery, inter-city freight hauling, logging, 
handling petroleum products or delivering farm produce to 
market — manufacturers will be ready with a wide selection 


of vehicles to fit your job. And Timken will be ready with 
improved Axles, backed by 39 years of Axle Engineering expe- 
rience, to meet the requirements of every vehicle manufacturer. 


THE TIMKEN-DETROIT AXLE CO., DETROIT 32, MICH. 
WISCONSIN AXLE DIVISION, OSHKOSH, WISCONSIN 


Air Corps Wrecker Scout Car Half Track 





Tank Recovery 


TIMKEN 
AXLES 


FOR COMMERCIAL AND MILITARY VEHICLES 
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1¥Ya-Ton, 4 x 4 2%-Ton,6x6 4 to 5-Ton, 4x 4 6-Ton, 6x 6 
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Railroads will help bring ze22/ Victory 


Thanks for the ' 
P compliment, Lp President / 
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assemble our armie 
years. This time the job is to be done i 
The contemplation of this task would overtax our faith 
if we had not found auring the course of this war that 
the impossible has become our daily job. 
I am asking you to extend my congratulations to 
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When you see the new Ward LaFrance 
commercial models, you'll be looking at 
something new in transportation... the 
toughest, sturdiest job on the highway. 
It’s the “civilian” version of the great 
M1A1 Heavy Wrecker we have been 
turning out in volume for the Army, de- 
veloped to be the last word in rugged 
truck performance .. . The new Ward 
LaFrance heavy-duty trucks are “built 
big” not only in rated capacity, but all 
the way through. 





BIG all the way through 


... If your fleet suffers from the usual 
profit-eating toll of axle failures, broken 
springs, burned clutches, the new Ward 
LaFrance is the common-sense answer to 
more dependable, lower-cost hauling. 
This stamina comes from a basic engi- 
neering principle of providing strength, 
more than sufficient for your require- 
ments. Ward LaFrance has evolved a 
sales plan of unusual interest, which you 
should investigate. Write to our Sales 
Department today for details. 


WARDLATRAN 


TRUCK DIVISION 


GREAT AMERICAN INDUSTRIES, INC., ELMIRA, NEW YORK 





TRAFFIC WOR] 


june 16, 





ESE FEATURES 


SAVES MANPOWER—the powerful hy- 
draulic lift enables one man to load or un- 
load trucks One man now does the work of 
three 

CUTS LOADING and UNLOADING 
TIME—absence of chains permits “LIFT- 
GATE” to be loaded from all sides Stops 
automatically at body floor and ground level 
REDUCES PERSONNEL ACCIDENTS 
—Cylinder and valve, in one unit, directly 
connected to “LIFTGATE'’’—no pins or 
cables to break. Control levers located for 
safest operation 

LESSENS MERCHANDISE DAMAGE— 
Automatic valve prevents over-loading Ad- 
justable stop on control valve regulates max- 
imum lowering speed to prevent accidental 
dropping of load. “LIFTGATE” cannot 
lower while truck is in motion 

EASILY INSTALLED—on trucks now in 
service or on new trucks without extensive 
alteration to the truck body or mechanism 
“PERFORMANCE PROVED”—in hun. 
dreds of installations all over the world. 


\ ARMY 


STREATOR j..‘E 


« * 


? wvr\ 


READ WHAT USERS SAY 


“Ie is a necessary addition to our 
equipment “ Ce a 


**Ordering two more next week 
RRO 


‘*Now operating 14 "' o>? Rk -R 
‘‘We would be glad to recommend 
the Anthony ‘LIFTGATE’ to any- 
one BxXxXI&M CO 


“This LIFTGATE’ is working out 
in a very satisfactory manner, and 
in fact far exceeds our expectations 
Before, our driver could not unload 
the truck unaided—now he han- 
dies unloading without assistance "’ 

cc ® & Co 


‘It has performed flawlessly 
HF L 


‘‘Our damage claims have been 
practically nil’ M F R 


**We would recommend theinsta'la 
tion of such equipment onall trucks 
where loads of 150 Ibs or over are 
handled ** Bs ¢ 


*‘We have just put our third one 
into service ° M H CO 


**We thought we only had a limited 
use for one. now we've found so 
many uses we couldn't do without 
a a oO 


(Statements on file) 


ANTHONY COMPANY, inc. 


MANUFACTURERS OF HYDRAULIC HOISTS & BODIES & 


TRUCK EQUIPMENT 
ILLINOIS 


x* 


WRITE—ATTENTION: DEPT. 6-A 





“Jhrar (& are going places 
CCC HIGHWAY '’S dependable service 


Attracts the attention of exacting shippers. 


THE CLEVELAND, COLUMBUS & CINCINNATI HIGHWAY, Inc. 


215 Euclid Avenue DIVISION OF U. 8 TRUCK LINES Cleveland 14, Ohio 


. 
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TRAILMOBILE SERVICE 


is bread baskets’ 
in the ditch! 


.. . exclaims Connie, at our Cleveland Branch. 
It’s Buck Transfer calling—plenty urgent! The 
“bread basket’’ being one of their special-built 
trailers that haul six tons of bread and cake at 
a crack. An unavoidable accident had put the 
tractor and trailer out of commission. 


We’re in a Jam they tell Joe Young, Can You put it in running shape— 
our Branch Manager. The trailer’s fast? It sure looked impossible but we 


“washed out’’. . . and we've got a strip it down... . and go to work— 
tight schedule to meet— 


In days that trailer is back ‘‘at work”’ 
looking brand spanking new . . . com- 
pletely rebuilt with all its special fea- 
tures. That took some doing! 


This is another of countless cases where Trailmobile has helped 
operators to carry on despite equipment shortages. And Trailmobile 
did it quicker—more economically. Over 60 strategically located 
Servicenters are ready to serve you equally well. The Trailmobile 


Company, Cincinnati 9, Ohio; Berkeley 2, California; Charlotte, 
North Carolina. 


RAILMOBILE 


104 Years of Building Transport Vehicles e Sales and Service in Principal Cities 
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We are proud to have a part in eR SHOGUE 
helping solve America’s toughest DENVER & RIO GRANDE WESTERN RAILROAD 






Rio Grande Building « Denver, Colorado 
logistics problem...we'll continue 


to do everything in our power 
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Tue year 1855 was significant in the annals 
of western railroading. In a history of early 
transportation, the report was brief of an 


new safety and efficiency to train movements 
-.. was vital in the rapid expansion of 
railroads and the development of communi- 











event of tremendous importance. “This year,” ties in the west. 
it read, ‘‘a telegraph line was built alongside 
the road between Chicago and Freeport and 


the trains were operated by it.” 


The union of telegraph and rail operation 
is taken for granted today. But there were 
skeptics, back in the 50s, who thought mes- 
sages in the form of electrical impulses would 
never run a railroad! 


Thus was the telegraph first used in the west 
as an aid in train operations. Its use brought 














Wyoming 

















In the 97-year growth of the Chicago and North 
Western System the new has constantly replaced 
the old. “5400” Freight Diesels, recently placed in 
service and illustrated here, are examples. These 
new power plants are capable of pulling a train of 
loaded freight cars 500 miles without a stop for 
fuel. They are geared for safe speeds up to 70 miles 
an hour! In the peace days to come “North Western” 
will continue its policy of progress, providing better 
and better transportation service. 





me MEERVING AMERICA IN WAR AND PEACE FOR ALMOST A CENTURY 


~ 


STHICAGO and NORTH WESTERN SYSTEM 


What keeps 


@® Handicapped by shortages of manpower 
and replacements, the three railroads 
whose signatures appear below are still 
transporting bigger and bigger loads of 
wartime’s staggering tonnage. 


How? One big reason is our extensive 
maintenance programs, in which constant 
care, testing and inspection of equipment 

aim at preventing rather than repair- 

ing breakdowns. 


TRAFFIC 


‘em rolling ? 


Another mighty important factor is the 
cooperation of you shippers and receivers. 
Your help in heavier loading and unload- 
ing, better packing, labeling and handling, 
has been responsible for getting every bit 
of use out of every car. 


We feel that we speak for all railroad- 
ing when we express our sincere grati- 
tude. With your continued help, we’ll do 
our level best to “keep ’em rolling!” 


THE CHESAPEAKE AND OHIO LINES 
Cleveland 1,Qhio 


CHESAPEAKE AND OHIO RAILWAY - 


NICKEL! PLATE ROAD . 





PERE MARQUETTE RAILWAY 
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A Salute to the Solicitor 


When someone gets around to writing the detailed 
® story of the part the railroads have played in win- 
ing this war, we hope he finds room for a paragraph 

or two about freight solicitors. 

These men have contributed to the total job in an 
equal measure with the operating men who have had 
o keep the box cars and trucks moving, the mechanical 
and maintenance men who have had to keep them in 
shape to move, and the transportation forces who have 
ad to see to it that the box cars and trucks were where 
hey were needed most at the time they were needed 
ost. 

Paradoxically, however, the freight solicitor is win- 

ing his credit, not for doing the thing he was trained 
and hired to do, but for performing a myriad tasks, 
any of them only tenuously connected with his regu- 
ar work. 
In 1918, after the federal government had taken 
bver the railroads, the Director General abolished 
reight solicitation altogether, and closed all off-line 
raffic agencies. Managers of railroads for the Director 
eneral were instructed to find work for these men in 
pther railroad departments. This was done, to a certain 
pxtent, but the net result was that, when the railroads 
ere returned to their owners, in 1920, their sales 
orces were pretty well dispersed and the business de- 
pression of the early 1920s caught the railroads with 
nadequate sales staffs just at the time when the most 
tensive sales work was needed. 

If there were no other reason for preserving the 
sales Organizations of transportation agencies through 
his wartime, the obvious need for them, in full vigor, 
hen the war traffic drops off and the competitive 
struggle for freight business becomes more intense than 
t ever has been, would perhaps be sufficient for keep- 
ng them intact now. 

But that is only the least of many reasons. The 
preat combined transportation system of the country, 
which many thought was far overbuilt a few years 
g0, has proved only barely adequate for the unexpected 
ind unplanned job that was placed on it. The work of 
he erstwhile solicitor, in aid and advice to shippers in 

usual situations; his value as a propaganda agent in 
spreading the gospel of heavier loadings, full-time ac- 
eptance of deliveries, prompt loadings and unloadings, 
laim prevention, and a host of other and related things, 
a8 probably been as important as that of any group of 
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his colleagues in transportation work in averting the 
frequently imminent transportation breakdown. 

There are many among transportation executives, 
too, who are aware of the valuable work done by the 
solicitors in acting as liaison men between the trans- 
portation agencies and their customers in these trying 
times. We spoke with the head of one of the largest 
motor carrier organizations in the country the other 
day about that. He told us that, when it became ap- 
parent a couple of years ago, that his plant was ap- 
proaching the limits of its traffic carrying capacity, he 
called all of his solicitors into conference and told them 
that none was to lose his job. They were, he said, to be 
public relations officers for their company for the dura- 
tion. He is certain, he insists, that his investment in 
their continued services will pay handsome dividends 
when again there is more transportation capacity than 
there is traffic. 


E ARE MOVED to this more or less fulsome ac- 
knowledgement of the services of the traffic solici- 


_tor in wartime by a letter from a reader, printed else- 


where in this issue, which says that many readers 
(probably including himself) “over a long period of 
years have come to feel that the Traffic World is no 
friend of the freight solicitor.” - 

The implication hit us with something of a shock. 
We were aware of no unfriendliness toward freight soli- 
citors exhibited by this publication, but the statement 
moved us to spend a half-day checking over the Traffic 
World, beginning with a date before the first world war, 
to discover just what we have said about them. What 
we found, confirmed our impression. 

When the Director General of Railroads, early in 
1918, abolished railroad freight solicitation and closed 
all off-line agencies, we protected vigorously. We said 
then, about what we say now, that his action was wrong 
for three reasons: It was unfair to the employes of rail- 

«road traffic departments; it served to deprive shippers 
of many of the services of the solicitors other than 
those connected with traffic sales, and it disrupted rail- 
road traffic organizations. 

In 1935, we found, we had printed an editorial 
about railroad traffic men that bears a curious parallel 
to what has often been said and is being said forcefully 
at the present time about industrial traffic men: that 

(Continued on page 1578) 
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Thus, when you equip your Truck or 
Trailer with a Fruehauf Elevating End- 
gate, you give your driver giant lifting 
power and cut delivery costs these four 
important ways: 


You conserve manpower by lifting your loads with 
engine-power. 


You cut loading and unloading time tremendously. 
Your truck makes more trips per day. 


You minimize damage to goods or injury to men. 


— AND HERE ARE MECHANICAL REASONS 
WHY OPERATORS PREFER THE FRUEHAUF ENDGATE 


Lifts loads up to 2000 pounds. 
Safety release-valve prevents 
overloading. 


Load from ground or any 
platform level — run hand- 
trucks right on — no manual 
lifting onto endgate. 


FRUEHAUF 


TRAILER 


World’s Largest Builders of Truck-Trailers 


PANY, 
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—BUT HE CAN DO 
IT IN 10 SECONDS 
WITH A FRUEHAUF 

ELEVATING ENDGATE 


Simple to operate — just one 
convenient hand lever con- 
trol. Stops automatically at 
ground or truck-bed level. 


Design and mounting give 
driver and load a level lift, re- 
gardless of weight distribu- 
tion. No need to center load. 


Stationary power units elim- WS 
inate chatter, binding and qs A". 
possibility of oil leakage. R 


» ~~ aN 
Low maintenance. FASTENS SECURELY 
‘0 FRAM 


Sturdy, simple design—eas- 
ily installed—adds 3 feet to 
carrying capacity of unit. 
Can be swung up or down 
as conventional gate. 


Send for the Free Copy of the 
Fruehauf Booklet “Elevating Endgate” 
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or istinguished —— 


Reproduced herewith are two letters, 


one from the President of the United THE WHITE HOUSE 
WASHINGTON 
States to Director Johnson of the Office of 
Defense Transportation, bearing an endorse- th i 
ment by Director Johnson, citing the Traffic 


World for “distinguished service im war 


Dear Colonel Johneon: 
. uw . 
transportation, and the other from Direc- The transportation facilities of the nation are now 
7 : called upon for the most gigantic task in all the history 
tor Johnson to the editor, commending the of transportation, The American armies must be moved from 
the victorious battlefields of Europe to meet and wipe out 
. " the tyranny of the East. In order to do this job most of 
Traffic World for having well performed our soldiers will be transported the full length of the 
ae _ a American continent. 
its important part in transportation," and 


It required every transportrtion ingenuity to assemble 
describing it as the best medium through our armies in Europe over a period of four years. This time 


the job is to be done in ten months, The contempla¥ion of 
” ren this task would overtax our faith if we had not found dur- 
which to convey the appreciation and con- 


ing the course of thie war that the impossible has become 
our daily job. 


gratulations of the President to all trans- 


I am asking you to extend my congratulations to all of 
: our transportation agencies--and their millions of workers-- 
portation workers. , on the results they have accomplished. At the same time ex- 


press my confidence in them for the greater ‘effort that lies 
ahead. 


Sincerely your 


OFFICE OF DEFENSE TRANSPORTATION 


WASHINGTON, D C. 


Honorable J. M. Johnson 
Director 


Office of Defense Transportation 
Washington 25, D.C. 


OFFICE OF DIRECTOR 


Mr. Robert J, Bayer 
Editor 

Traffic World 
1023-28 Earle Bldg. 
Washington 4, D. C. 


Dear Mr. Bayer: 


I am enclosing a letter from President Harry S, Truman, 
dated June 7, 1945, which well expresses the President's views 
with respect to transportation. To this I have added my 
official congratulations. 


Your peper has well performed its important part in 


transportation, and I know of no better medium by which to The Traffic World acknowledges grate- 
extend the President's appreciation and congratulations to fe 


the millions of railroaé workere than through it. fully: these letters and the citation. 
Through the efforts of the transportation workers - all 


inclusive - from the youngest employes to the highest executives, Under wartime difficulties it has tried hard 
the most gigantic task in all history of transportation has been, 


OR GEE Tits I ae to serve transportation faithfully and to 
To each individmal who has rendered, and will render, serv- 


ice above the average, I add my sincere thanks to those of the augment its peacetime news coverage by 
President. 


the addition of much matter incident to 


Copdially, 
(/ Kg special wartime regulation and complica- 


+ Re dgfhonn tion. It is proud to be numbered among 
regtor 


Suchemre those at work on the rails, the highways, 


the waterways, and in the air, in their per- 


formance of the great war transportation 


job. 
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A Salute to the Solicitor 


(Continued from page 1575) 
railroad traffic men deserved greater recognition from 
top railroad management. We suggested that the Asso- 
ciation of American Railroads create a committee “to 
determine how the functions of its various sections af- 
fect the selling of railroad transportation.” 

That, as we see it, is much the same as saying that 
industry should elevate its traffic department to equal- 
ity with its departments of purchasing, production and 
accountmg, and that it should admit its traffic managers 
to its top executive councils. And we and others have 
been saying that for long years and intend to continue 
saying it. Railroads have gone farther along those lines 
to date than has industry. Few progressive railroads 
lack a vice-president in charge of traffic, and occasion- 
ally one hears of a railroad traffic man attaining to the 
rare heights of the presidency of his or another railroad. 


E THINK we detect some source for our corre- 

spondent’s view in a long controversy carried on in 
our Open Forum, in 1936, concerned chiefly with the 
freight solicitor’s custom of passing out cigars to ship- 
pers. It should be noted, however, that the arguments, 
pro and con, were voiced almost entirely by our readers, 
not by ourselves. Our contribution consisted of a num- 
ber of editorials in which we pointed out that the ques- 
tion of whether or not freely to distribute cigars was 
but a minor matter; that the principal question was 
whether or not freight solicitors generally needed more 
intense and more scientific sales training. We thought 
then that they did. We still think they do. 

Coming nearer to the present, we took up the 
cudgel again for the freight solicitor, late in 1942, when 
Director Johnson, then Commissioner Johnson, in cor- 
respondence with President Pelley of the A.A.R., char- 
acterized freight solicitors as “busybodies” and insisted 
that they stop calling on shippers. On the latter point, 
we said: 


“On that score, we disagree with him and agree 
with the railroad traffic executives who know the value 
of the solicitor as a liaison man. In these days, when 
there many new industries without competent traffic 
managers and others where traffic forces have been 
reduced by the shortage of men, the solicitor can make 
himself of increasing usefulness to shippers in his terri- 
tory. ° 

“True, the result may not be much added traffic. 
But that doesn’t make much difference, when his rail- 
road is already handling about all it can handle. His 
assistance now, however, will make a great deal of dif- 
ference when the time comes when traffic is again badly 
needed for his railroad. 

“In this sense, the value of the solicitor is much like 
the value. of continued advertising on the part of in- 
dustries who have nothing to sell to the public at the 
moment.. Admiral Land, chairman of the Maritime 
Commission, for example, recently said that steamship 
companies, whose vessels had, been taken over by the 
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government ought to continue advertising ‘for the pur. 
pose of keeping their trade names and normal services 
before the public.’ ” 

Everything we have said here should be construed 
as applying equally to the seller of traffic for motor car. 
riers, water carriers and freight forwarders as wel! as 
to railroad freight solicitors. We hope we have made 
a fair case for our contention that the Traffic World has 
not “over a long period of years” been antagonistic to- 
ward freight solicitors. 

Indeed, it would be very shortsighted for us to as. 
sume such antagonism. Our publication is edited for 
the traffic man, industrial and transportation, and we 
know of no one more truly a traffic man than the 
freight solicitor. That is not to say that there are not 
degrees of competency among freight solicitors just as 
there is among industrial traffic men. Our hope is, hovw- 
ever, that the regular reading of the Traffic World will 
serve to make the incompetent competent, and to keep 
the competent that way. 

The solicitor who is more than the execrated cigar 
distributor, must know something about the problems 
of the shippers on whom he calls and must, if he is to 
be a good salesman, be able to discuss his problems and, 
occasionally, to suggest a solution. He can acquire and 
maintain that ability only if he keeps abreast of de- 
velopments in transportation generally, and with modi- 
fications in services, routes and rates of specific applica- 
tion to the shippers in his territory. 

In that, we sincerely believe, we can be of great 
helpfulness to him. We have, for many years, extended 
him the offer of that help. Hundreds of freight solici- 
tors who are today calling on shippers, and thousands 
who have gone before them—many of them to rise to 
high places—have made good use of the services we 
offer. We hope and we believe that, among the solicit- 
ing fraternity, what we have done has not gone entirely 
unappreciated. 




















































Walter on Commission Control 


Luther M. Walter, attorney, spoke on the proposed transfer 
of various governmental agencies to the executive department, 
at a meeting of the Chicago regional chapter, Association of 
Interstate Commerce Commission Practitioners, June 8, at the 
Palmer House, Chicago. Mr. Walter, himself a_ practitioner, 
said that “we are vitally interested in perpetuating the inde- 
pendence of these tribunals and their freedom from political 
manipulation and control.” 

He said that his information on President Truman’s views 
on the matter “tends to the conclusion that in no way will he 
advocate or support either legislation. or executive pronounce- 
ment which would affect the independence of these commissions 
or make them appendages to the executive department. We 
have no ground for real fear that the President will act to 
change the present status of these commissigns as agencies o 
the Congress, rather than of the President.” 

Mr. Walter reviewed President Truman’s May 24 message 
to Congress concerning the conversion of the executive branch 
of the government from war- to peace-time activities. 

The speaker gave a detailed description of the Manasco 
Bill, H. R. 3325, now before the House committee on expendi: 
tures in the executive departments. Section 4 of the bill, said 
Mr. Walter, “expressly limits a reorganization plan by forbid- 
ding the transfer, consolidation, or abolition of the whole 
any part of the Civil Service Commission, the Federal Commun 
cations Commission, the Federal Power Commission, the Fet- 
eral Trade Commission, the Interstate Commerce Commission, 
the Securities and Exchange Commission, and, various other 
boards, including the Reconstruction Finance Corporaticn. 
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Fresh Meats and Products to West 


The Commission has upheld contentions of midwest packers 
that rates on fresh meats and packing-house products, in car- 
loads, from nine midwestern states to nine Pacific coast and 
intermountain states are unreasonable, and granted reductions, 
but rejected the contention that they were unduly prejudicial, 
by a report and order in No. 28978, Geo. A. Hormel & Co., 
et al. vs. Atchison, Topeka & Santa Fe Railway Co., et al., and 
ten embraced complaint cases. The Commission noted that the 
decision would affect only the movement of hog products, since 
there was such a large surplus of cattle and sheep available in 
mountain-Pacific territory that the midwest could not ship any 
appreciable quantity to the Pacific coast, no matter what the 
rate level. 

The specific finding of the Commission was as follows: 


We find that the rates assailed on fresh meats, carload minimum 
21,000 pounds, and on packing-house products, carload minimum 30,000 
pounds, from points in Illinois, Wisconsin, Minnesota, Missouri, Iowa, 
Kansas, Nebraska, Colorado, and South Dakota to points in Montana, 
New Mexico, Utah, Idaho, Arizona, Nevada, California, Oregon, and 
Washington, all as described in the several complaints herein, are not 
unduly prejudicial, but that they are, and for the future will be, un- 
reasonable to the extent they exceed or may exceed, in cents per 100 
pounds, rates set forth in appendix B to this report, and that rates 
from and to other points covered by the complaints should be made in 
reasonable relation, distance considered, to the prescribed rates and 
groupings. 


The appendix referred to showed the key-point rates, to be 
made effective by September 10, as prescribed in the report, 
as follows: 


Portland, Seattle, San Francisco 
To Ore. Wash. Calif. 
From F.M. P.H.P. F.M. P.H.P. F.M. P.H.P. 
Cents Cents Cents Cents Cents Cents 
Madison, Wis. ...... 167 139 167 139 167 139 
Austin, Minn. 163 136 163 136 163 136 
Davenport, Iowa ... 163 136 163 136 163 136 
Ottumwa, Iowa ..... 163 136 163 136 163 136 
Waterloo, Iowa ..... 163 136 163 136 163 136 
Sioux Falls, S. D.... 150 125 150 125 163 136 
Omaha, Nebr. ...... 156 130 156 130 156 130 
Gering, Nebr. ...... 145 121 145 121 145 121 
Denver, Colo. ...... 145 121 145 121 145 121 
Wichita, Kans. ..... 162 135 162 135 162 135 
Topeka, Kans. ..... 162 135 162 135 162 135 
Kansas City, Mo..... 162 135 162 135 162 135 
East St. Louis, Ill... 172 143 172 143 172 143 
Los Angeles, Phoenix, Butte, 
To Calif. Ariz. Mont. 
From F.M. P.H.P. F.M. P.H.P. a. PEL. 
Cents Cents Cents Cents Cents Cents 
Madison, Wis. ...... 167 139 149 125 134 112 
Austin, Minn. ...... 163 136 146 122 131 109 
Davenport, Iowa 163 136 146 122 131 109 
Ottumwa, Iowa ..... 163 136 146 122 131 109 
Waterloo, Iowa .:... 163 136 146 122 131 109 
Sioux Falls, S. D.... 163 136 146 122 119 99 
Omaha, Nebr. ...... 156 130 139 116 128 107 
Gering, Nebr. ...... 146 122 134 112 114 95 
Denver, oo ee 139 116 125 104 120 100 
Wichita, Kans. ..... 147 123 128 107 137 114 
Topeka, Kans. ..... 150 125 133 111 132 110 
Kansas City, Mo..... 151 126 135 113 137 114 
East St. Louis, Ill... 164 137 146 122 144 120 


General Conclusions 


_ Under the heading “General Conclusions,” the Commis- 
Sion said the assailed rates did not permit free movement of 
meats from the midwest to the Pacific coast. In the case of 
the products of hogs, it said, this was due almost wholly to the 
fact that the rates on meats were excessive as compared to 
those on live animals. From Omaha to Los Angeles, for ex- 
ample, the rate on fresh meat was about 249 per cent of that 
on the live animal, it said, whereas in the opposite direction 
from Omaha to New York the rate on fresh meat was only 136 
ber cent of the rate on the live animal. The relation to New 
York had been prescribed by the Commission on transportation 
Standurds after extensive litigation and had been observed for 
many years, it said, and added that “the higher relation to Los 
Angeles is due partly to our prescription of low rates on the 
live animals and partly to the maintenance by the carriers of 





high rates on meats.” It said the westbound relation between 
the two had never been specifically prescribed by the Commis- 
sion as it had to New York. 

There was no logical reason for the greatly different rela- 
tion westbound than eastbound, it said, and that the game in- 
tensive competition existed between the movement of [ive ani- 
mals and carcasses in either case, the only difference being that 
in one case the movement was westbound while in the other 
it was eastbound. 

“The Omaha packer could not reach New York with his 
meats at rates 249 per cent of those on the live animals, nor 
can he do so on that basis to Los Angeles,” the report said. 


_“The rate on packing-house products from Omaha to Los 


Angeles is 191.7 per cent of the rate on the live animal, but 
to New York it is only 99.7 per cent of that rate.” 
The report continued: 


Although most of the complainants do not here request what they 
eall a fixed relation between the rates on the live animals and those 
on the dressed carcasses of such animals, each of them has made it 
plain that a reasonable maximum relation between the two must be 
observed if the packing industry in the midwest is to sell any of its 
products on the Pacific coast in competition with the products of live 
animals shipped from the midwest and slaughtered on the Pacific coast. 
The rates proposed by the title complainants would result in a relation 
to the rates on live animals from Omaha to Los Angeles, for example, 
of about 125 per cent on packing-house products and 150 per cent on 
fresh meats. These relations are 25 per cent higher on packing-house 
products and 14 per cent higher on fresh meats than the relations 
prescribed by us from Omaha to New York. The Omaha intervenor 
specifically requests prescription of the New York relation on fresh 
meats to Los Angeles, contending that if its competitors’ rates on 
live animals have been measured by a minimum standard, Omaha’s 
rates on meats must also be measured by the same standard to insure 
freedom of movement of meats. We need not elaborate on this conten- 
tion as the live stock rates are not in issue and any deficiencies in 
those rates cannot be adjusted on this record. 


Throughout the hearings, said the Commission, the moun- 
tain-Pacific livestock interests consistently and unanimously op- 
posed reduced rates on meats from the midwest because they 
felt such rates would add competition, but, said the Commission, 
“none of those interests was able to explain satisfactorily how 
they would be injured if only the same amount of meats were 
shipped from the midwest to the Pacific coast as is now moving 
to that territory in the form of live animals from the midwest 
for slaughter on the Pacific coast, or why they are not also 
injured by the meats now moving at low rates to the Pacific 
coast from Ogden, Salt Lake City, Phoenix, Butte, and other 
points.” It added that some of the witnesses had frankly stated 
that the effect on them would be no different whether the 
midwestern competition came to the Pacific coast in the form 
of meat on the hoof or in the carcass. 


After referring to the fact that very little beef or lamb 
could be expected to move from the midwest to the Pacific 
coast because of nearby surpluses, the Commission said it was 
apparent that reduced rates on meats were not likely to have 
any serious disturbing effect on the mountain-Pacific cattle 
and sheep industries, observing that, from 1932 to 1941, those 
industries accounted for 94 per cent of all mountain-Pacific 
livestock production. 


“The remaining 6 per cent, consisting entirely of hogs, was 
produced largely in California, Idaho, Oregon, and Washington,” 
the report continued. “The other six mountain-Pacific states 
produce relatively few hogs. The midwest is not here seeking, 
for example, to transport California hogs to the midwest for 
slaughter and then ship the meats produced thereirom back 
to California, but merely to intercept and slaughter in the 
midwest some of the midwestern hogs moving past the doors 
of its packers for slaughter in California. Over 500,000 mid- 
western hogs move through the Denver area annually for the 
Pacific coast, but the record shows that none of these can be 
slaughtered at Denver under the present level of rates on 
meats from that city to the Pacific coast.” 

Discussing the so-called 2925 scale, prescribed in Meats 
and Packing-House Products, 135 I. C. C. 651; 147 I. C. C. 330; 
and 156 I. C. C. 229, which the Commission said was “strongly 
relied on” by the complainants, the report said: 


We agree with defendants that the progression of 3 cents for 
each 100 miles in the 2595 scale is low for distances over 800 miles, 
but we also agree with complainants that this is more than offset 








1580 


by its high progression for distances less than 800 miles, and that, 
when viewed as a whole, the 2595 scale does not produce low rates 
for the long hauls considered here. This is evidenced by comparing it 
with the basic western live stock scale. At 800 miles the live stock 
scale is 36 cents higher than at 100 miles, but at 800 miles the single-line 
2595 scale on cured meats is 53 cents higher than it is at 100 miles. 
Between 800 and 1,500 miles 29 cents is added to the live stock scale, 
compared with an addition of but 22 cents for the same distance under 
the 2595 scale. The total increases in the live stock and 2595 scales 
between 100 and 1,500 miles are 65 and 75 cents, respectively. At 800 
miles the 2595 scale is 149 per cent of the live stock scale, whereas at 
1,500 miles it is 124.4 per cent of the live stock scale. The present rate 
of 93 cents on live stock from Wichita to Los Angeles for 1,503 miles 
is 120 per cent of the live stock rate of 77-cents prescribed by us 
for that distance in Livestock To And From The South, 253 I. C. C. 241. 
The 2595 scale rate on cured meats for 1,503 miles from Wichita to 
Los Angeles, if increased 15 per cent for the haul in mountain-Pacific 
territory, would be 131.2 per cent of the live stock rate from Wichita 
to Los Angeles, and 158.4 per cent of the southern live stock rate. 
A differential of 15 per cent on fresh meats for mountain-Pacific 
territory would make the 2595 rate from Wichita to Los Angeles 152.7 
per cent of the live stock rate between those points and 184.4 per cent 
of the southern live stock rate for the distance of 1,503 miles. The 
assailed rates on cured and fresh meats from Wichita to Los Angeles 
are 195.7 per cent and 254.8 per cent, respectively, of the contem- 
poraneous live stock rate between those points and 236.6 per cent and 
307.7 per cent, respectively, of the southern live stock rate for 1,503 
miles, thus further showing the inherent unreasonableness of the 
assailed rates. 


The Commission demonsirated the unreasonableness of the 
assailed rates by referring to Wichita and Phoenix, both on the 
Santa Fe. The short-line distance between those points was 
1,179 miles, it said, 782 of which were in 2925 territory and 
397 in mountain-Pacific territory. The 2925 rate now applied 
by defendants for a separate local shipment for 782 miles to 
the gateway was 85 cents, it said, but that, when the shipment 
moved 397 miles beyond the gateway to Phoenix they charged 
an addition 53 cents. A 15 per cent differential for the service 
beyond the gateway would be only 9 cents, it said, adding that 
the differential for mountain-Pacific territory in this instance 
was almost six times that found reasonable by the Commission 
for the same territory in Consolidated Wagon & Machine Co. 
vs. B. & O., 210 I. C. C. 375. The local rate to the gateway 
progressed at 4 cents for the last 100 miles, it said, but that 
for the movement beyond defendants stepped the progression 
up to 13.25 cents a 100 miles, over three times the progression 
observed by them for the shorter haul. 


Rates Unreasonable by “Usual Standards” 


The Commission said the assailed: rates were unreasonable 
when tested by the usual standards followed by it in the pre- 
scription of reasonable rates on the same commodities in other 
territories. The assailed rates, it said, were a greater percent- 
age of the first class than that prescribed for movements in the 
east, south, and southwest, and also as presently maintained 
by defendants for many important movements of the same 
commodities in the destination territory, they exceeded the 
livestock rates between the same points by about three times 
the percentage relation prescribed by the Commission for 
movements from the same origins to other territories. The 
rates also exceeded the rates prescribed as reasonable on like 
commodities in the southwest by 75 per cent or more, it said, 
“whereas on other commodities we have prescribed a maximum 
differential of but 15 per cent for mountain-Pacific territory 
over the southwest, such differential to apply only to the por- 
tion of the haul in mountain-Pacific territory. It said the as- 
sailed rates exceeded by as much as 57.6 per cent-the rates on 
dressed poultry and dairy products, analogous commodities with 
meats from a transportation standpoint, voluntarily established 
and maintained by the carriers from and to the same points. 
Finally, it said, the assailed rates reflected full combinations of 
locals in numerous instances, “a situation not ordinarily found 
in the construction of reasonable through rates.” 


Mahaffie and Patterson Dissent 


Commissioner Mahaffie, dissenting in part, with Commis- 
sioner Patterson joining in his expression, said he agreed the 
rates were now too high and should be reduced. However, he 
continued, he considered the reductions ordered excessive. The 
severity of the cut seemed to result principally from the fact that 
the rates on livestock in the involved area were, by the Com- 
mission’s order, maintained on a very low level. Livestock— 
Western District Rates, 176 I. C. C. 169. The wide disparity 
thus created as between the rates on the live animal and on 
the animal products clearly gave shippers of the latter a 
grievance, he said, but that it afforded no warrant for the pre- 
scription under section 1 of rates lower than reasonable max- 
ima in order to reduce that disparity. 


Opposing Interests 


The proceeding saw midwest interests opposed to mountain- 
Pacific territory, the defendant railroads and the latter con- 
tending that the Commission decision in Westbound Rates on 
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Meats, 210 I. C. C. 13, decided July 9, 1935, should stand. The 
Commission noted that certain large groups of retailers operat- 
ing on the Pacific coast had intervened in support of the com- 


’ plaints. 


Removal of “Rate Wall” 


The Commission said the midwestern interests complained 
that rates on meats from the midwest to the Pacific coast were 
so greatly in excess of the rates on the live animals as to create 
a “rate wall” that effectively prohibited shipment of midwest- 
ern meats into California and other Pacific coast states, but 
permitted the packers in those states to take the live hogs away 
from midwestern packers. Removal of the rate wall would 
have a beneficial effect on the livestock producers in both areas, 
according to the complainants, by creating greater competition 
for the purchase of their livestock without doing the slightest 
injury to the Pacific coast packers, and that the action would 
undoubtedly benefit the consuming public in the Pacific coast 
states by reducing the retail prices in those states. 

The Commission said the mountain-Pacific interests and 
those on the Pacific coast denied there was any unlawfulness 
in the assailed rates, or that the proposed reductions would 
benefit any one. They contended, on the contrary, that reducé 


tions would seriously injure the livestock and packing industrie;\, _ 


on the coast and in the mountain-Pacific states because sucl!” 
reductions were bound to result in lowered values on the Pacific’ 
coast through displacement of coast meats by midwestern meats, 
thus restricting the already limited market for mountain-Pacific 
meats and livestock and bringing prices down, according to the 
report. 


Prior Proceeding 


To the contention of the defendants that the findings in 
Westbound Rates on Meats, supra, should stand, and their sup- 
porting statement that the complainants had not shown condi- 
tions to have changed since that decision in 1935; or that the 
Commission there proceeded under a misapprehension or mis- 
take, the Commission said the record in the prior case reflected 
an economic situation differing radically from that now existing. 
It said that decision had been influenced somewhat by the ‘“‘then 
newly prescribed and comprehensive western livestock adjust- 
ment which had been put into effect about the time the prior 
record was closed.” Those rates, prescribed in Livestock—West- 
ern District Rates, supra, had now been in effect for over 13 
years, the Commission said, adding that, according to this rec- 
ord, they had bettered the competitive situation of the moun- 
tain-Pacific packers and aggravated that of their midwestern 
competitors. 

The Commission said the present record showed also other 
important changes in facts and conditions since the prior case, 
and that some of its conclusions there were at variance with 
the evidence in the instant proceeding. It said the main issue 
in the instant case was the inherent reasonableness of the as- 
sailed rates, whereas in the prior case the main issue was a 
section 3 question of rate relations in respect of rates on live 
animals versus those on the dressed carcasses of the same ani- 
mals. It added that, in the prior proceeding, the poor financial 
condition of the carriers had been given prominent mention. 
Their condition in that respect was now materially improved, 
the Commission said. 


Undue Prejudice Allegation 


All of the complainants asked the Commission to apply the 
principles announced in Investigation of Alleged Unreasonable 
Rates on Meat, 22 I. C. C. 160, restated in Meats from Colo- 
rado, Nebraska and Wyoming, to Western Trunk Line points, 
238 I. C. C. 605, to the effect that each rival packing house was 
entitled to a reasonable rate on live animals from points of 
production and on meat products to markets, said the report. 
The quoted passage also included a statement that “any locality 
which remains at a disadvantage after this had been done must 
sustain that burden, which is due to its location with respect 
to this business.” 


To demonstrate that those principles were not observed, the 
Commission said, the Denver complainants contrasted the total 
freight charges for moving 50,000 pounds of live cattle, repre- 
senting two carloads of 25,000 pounds each, from several se- 
lected origins to Denver, and the movement from Denver 0 
30,000 pounds of fresh meat and 35,000 pounds of packing- 
house products to San Francisco, Portland, and Spokane, with 
similar in-and-out movements to Los Angeles and thence to the 
same destinations. It set forth the example, and its conclusion, 
as follows: : 


From Holdredge, Neb., to San Francisco it is 2,250 miles by way 
of Los Angeles and 1,749 miles by way of Denver, or 501 miles shorter 
by way of Denver. On two carloads of cattle from Holdredge slau shtered 
at Los Angeles and one car of meat produced therefrom and shipped 
to San Francisco, the aggregate freight charge on the live animals 
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shipped to Los Angeles and the meat from Los Angeles would be $571, 
compared with $750 per car for a similar movement by way of Denver. 
In this illustration Denver has an advantage in distance of 501 miles, 
put a disadvantage in charge of $179 per car. A rate on meat from 
Denver to San Francisco relatively the same as the present rate from 
Los Angeles to San Francisco would turn Denver’s disadvantage of 
$179 per car into an advantage of $136 per car, and if the rates on 
meat from both Denver and Los Angeles were uniformly made 40 per 
cent higher than the contemporaneous rates on live stock, Denver 
would have an advantage of $95.50 per car instead of its present 
disadvantage of $179 per car. 

The above illustration is also offered to support the section 3 
allegations of the Denver-Gering-Scottsbluff complaints. The disparities 
in charges result wholly from the more favorable rate on meats from 
Los Angeles than from Denver, it being conceded that the rates on 
live stock are properly adjusted. The meat rate from Los Angeles to 
San Francisco is an intrastate rate not subject to our jurisdiction. 
No movement is shown from Los Angeles under the rates to Spokane 
and other points mentioned by complainants. Without such a showing 
mere rate comparisons are not sufficient to support a finding of undue 
prejudice under section 3, and that allegation will not be further 
considered. 


The report was written by Commissioner Alldredge, and 
embraced the following proceedings: 


No. 28978, Sub. 1, Kohrs, Packing Co., vs. A. T. & S. F. et al; 


“No. 28978, Sub. 2, Denver Union Stock Yard Co. vs. Same; No. 28978, 
"Sub. 3, Cook Packing Co. vs. Same; 


No. 28978, Sub. 4, Iowa State 
Commerce Commission vs. Same; No. 28978, Sub. 5, Wichita Chamber of 
Commerce et al. vs. Same; No. 28978, Sub. 6, Nebraska State Railway 
Commission et al vs. Same; No. 28978, Sub. 7, Capitol Packing. Co., 
Inc., vs. Same; No. 28978, Sub. 8, Railroad and Warehouse Commission 
of the State of Minnesota vs. Same; No. 28978, Sub. 9, Tobin Packing 
Co., Inc., vs. Same; and No. 28978, Sub. 10, St. Louis Local Meat 
Packers Association vs. Alton Railroad Co. et al. 


Santa Fe’s Long Beach Line 


Reversing the recommendations of its examiner, the Com- 
mission, by a report and order in Finance No. 14639, Atchison, 
Topeka & Santa Fe Railway Co. Construction, has granted the 
Santa Fe a certificate authorizing construction of an extension 
of a line of railroad in Los Angeles county, Calif., the construc- 
tion to begin on or before January 1, 1946, and be completed 
by December 31 of that year. Chairman Rogers and Commis- 
sloner Miller noted dissents, and Commissioner Aitchison did 
not participate in disposition of the case. 


On July 24, 1944, said the Commission, the Santa Fe asked 
authority to construct an extension of its existing line in Los 
Angeles county from a connection with trackage of the Texas 
Co. near the intersection of Leeds Ave. and Grant St. in Wilm- 
Ington, a part of Los Angeles, to a connection with trackage 
owned by the city of Long Beach near the intersection of Pico 
Ave. and Water St., in Long Beach, a distance of 2.02 miles. 

“We are of the opinion, and find,” said the Commission, 
“that direct access of the applicant to Long Beach, and the 
resulting added competition provided thereby, will be in the 
public interest. Since the other carriers in the territory have 
failed to agree on trackage rights for the applicant over exist- 
ing facilities, or for unified terminal operation, in order to ob- 
tain such access it is necessary that the applicant provide its 
own facility for the purpose, as proposed.” 

Examiner Ralph R. Molster had recommended that the 
Commission find that public convenience and necessity were 
not shown to require the proposed construction at this time and 
that consideration of the question of public need for the con- 
struction be deferred until after the war pending further in- 
vestigation in the instant proceeding or in Finance No. 6878, 
or both, of unification of operation at Los Angeles and Long 
Beach harbors (see Traffic World, Feb. 17, p. 394). 


_ Among the important facts developed in the record in the 
instant proceeding, said the Commission, were the following: 


1, Although the Los Angeles and Long Beach harbor developments 
are Separated, for civic purposes, by the imaginary line forming the 
municipal boundary between those cities, as heretofore recognized by 
federal agencies they constitute, in fact, one large continuous harbor 
nd terminal area. 

2. The Los Angeles part of this physically unified harbor and 
‘rminal area is served by the Union Pacific, the Southern Pacific, the 
Facific Electric, and the applicant. 

' 3. The Long Beach part of the area is served only by the Union 
Facific, the Southern Pacific, and the Pacific Electric, and although 















he applicant has facilities only 2 miles from Long Beach, all that 
arier’s iusiness originating or destined to that city and port must 
pe delive:cd to or received from the other railroads in interchange 
Ht one or another of the junctions named above. 

; 4. By means of the short extension herein proposed, the applicant 
rould be cnabled to serve Long Beach directly, on equal terms with 
oe railroads; and this would be of public benefit in improved 

vice, 


‘nrough elimination of delays and congestion of traffic inci- 
rental to the interchange of traffic that is now necessary. 
5. It is clear that the ability of the Union Pacific, the Southern 
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Pacific and the Pacific Electric to serve Long Beach and the public 
generally will not be impaired or lessened by this construction. 

6. The construction prayed for by the applicant Santa Fe would 
involve a cost of but $537,330.00, which in the applicant’s present finan- 
cial status can be met out of its treasury with no increase of debt. 
This sum is not large compared with the Santa Fe’s recent expenditures 


of about $200,000,000.00 to render it more able to meet the heavy war 
time demand. 


7. Long Beach has grown to be a city of 250,000 people and many 
industries, and service by all the trunk lines already serving the 
cortiguous part of the harbor area is needed to assure the city’s 
continued welfare and growth. 

8. To realization of these purposes, direct access to Long Beach 
by the applicant would make the further important contribution of 
active promotion of the city’s industrial status and prospects by the 
applicant’s industrial department and extensive solicitation forces. 

9. Continued prosperity and growth of Long Beach as an industrial 
city and port should benefit all the carriers serving the general area, 


by increasing the business of each of them, and thus adding to their 
revenues. 


With the discovery of oil in Long Beach harbor in 1938, 
and exploitation of this resource at large profits, said the Com- 
mission, Long Beach had had rapid growth in population and 
industrial activity. Its initiative and enterprise, along with the 
war effort, had attracted many industries, with a large inflow 
of workers. Its present population, noted the Commission, was 
about 250,000, and the Commission observed that the city was 
facing the problem of providing for residents likely to be af- 
fected, in their means of livelihood, by reconversion to peace- 
time industrial activity. The Commission said the city believed, 
as the applicant contended, that direct access to the city by the 
Santa Fe would be an important factor in preserving and con- 
tinuing the city’s prosperity and further growth. 

“We have lately given consideration to the prospects for 
railroad traffic and earnings after the war in Europe, and after 
the war with Japan, in Increased Railway Rates, Fares, and 
Charges, 1942, Ex Parte No. 148, decided December 12, 1944, 
259 I. C. C. 159,” said the Commission. “It seems to be agreed 
generally by the carrier parties hereto that a radical decline 
in the Long Beach traffic, on the present basis of service, will 
occur after the flow of war supplies is discontinued; and esti- 
mates of normal business fall as low as 72 per cent of the 1939 
volume in the third post-war year. 


“This the applicant, with the proposed extension available 
and in operation, would expect to increase to 100 per cent of 
the’ 1939 volume in the third post-war year, through more in- 
tensive effort, with the incentive of direct access, of its solicita- 
tion and industrial-department forces. It is confident that it 
can attract business and industry to Long Beach and that addi- 
tional shipping will be attracted to this port if all the trunk 
lines directly serve the harbor district.” 


Coal Transshipping Rate 


The Commission, division 2, by a report and order in No. 
29097, Semet-Solway Co. vs. Chesapeake & Ohio Railway Co., 
embracing No. 29097, Sub. 1, Consolidation Coal Co. vs. Same, 
has found not unreasonable the rate on bituminous coal, in car- 
loads, from mines in northeastern Kentucky to Clyffeside, Ky., 
for movement beyond by river to interstate destinations; but 
found that rate unduly prejudicial, with certain exceptions, to 
the extent that it exceeds or may exceed the corresponding rate 
concurrently applicable on coal, in carloads, from mines in the 
Kanawha district to Huntington, W. Va., for movement beyond 
by river to interstate destinations. It ordered the undue prej- 


udice removed on or before Sept. 11, on not less than 30 days’ 
notice. 


Commissioner Rogers, dissenting, in part, said he thought 
the facts warranted the fixing of differentials over the rate 
from the Kanawha district to Huntington for transshipment by 
water of 10 cents from mines in the Kentucky district not more 
than 100 miles from Clyffeside and of 20 cents from mines in 


that district more than 100 miles from Clyffeside, to Clyffeside 
for like transshipment. 


In treating of average distances in the two areas—a 55-cent 
rate applying to Huntington from mines in the Kanawha dis- 
trict not more than 100 miles distant from Huntington, and an 
87-cent rate applying from Kentucky district mines with an 
average distance of 110 miles to Clyffeside, restricted so as not 
to apply on transshipments—the majority said that “rather 
substantial differences in distances are frequently disregarded 
in coal rate adjustments.” It cited Northeast Kentucky Coal 
Bureau vs. C. & O., 206 I. C. C. 445, in which the rate of 55 
cents was established from the Kentucky district to Cattles- 
burg, Ky., from the Kentucky district, following a finding of 
undue prejudice resulting from a 50-cent rate, then maintained 
only from the Logan field of the Kanawha district to Hunting- 
ton, it said, became 55 cents under authority for general in- 








1582 


creases, The majority said the facts in the instant proceeding 
warranted no conclusion differing from that reached in the 
cited case. 


Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


MC 11922, Sub. 7, C. E. Fannin, Ashland, Ky., embracing 
MC 50008, Sub. 5, Ohio Valley Bus Co. Applications denied. In 
MC 11922, Sub. 7, passengers and their baggage, and express 
and newspapers in the same vehicle with passengers, over a 
regular route between South Point and Proctorville, O., through 
Huntington, W. Va., serving all intermediate points. In MC 
50008, Sub. 5, as to same transportation service, over a regular 
route between South Point and Ironton, O., serving all inter- 
mediate points. 

MC 29879, Sub. 8, Reliable Transfer Co., Inc., August, Ga. 
Certificate denied. General commodities, with exceptions, be- 
tween Augusta, Ga., and Jacksonville, Fla., over a specified 
route. 

MC 45163, Sub. 1, Verle C. King and Raleigh H. King, 
Mason City, la. Certificate granted. Silo parts and materials, 
from Mason City, Ia., to points in a described area of Minn., 
with return of rejected or refused shipments, over irregular 
routes; and fresh meats and packing-house products, from Ma- 
son City to St. Paul, over U. S. highway 65 to Minneapolis and 
thence over city streets to St. Paul, with return of rejected or 
refused shipments, serving Minneapolis as an intermediate 
point. 

MC 53515, Highway Transportation Co., Fort Worth, Tex., 
registration, embracing MC 53515; Sub. 1, Same, and MC C-384, 
Highway Transportation Co. Issues presented in MC 53515 and 
Sub. 1, by petition of Southwestern Greyhound Lines, Inc., 
against registration of state certificates, found moot because of 
merger proceeding in MC F-2432 in which Highway’s successor 
was granted authority to continue services under a consolidated 
Texas certificate. MC C-384 discontinued. 

MC 79385, Sub. 2, Paul Hall, Charleston, W. Va. Certificate 
granted. Heavy machinéry and equipment requiring special 
handling and use of special equipment, between points in named 
W. Va. counties, on the one hand, and, on the other, points in 
W. Va., Ind., Ky., Md., O., Pa., Tenn., Va., and D. C., over 
irregular routes. 

MC 94911, Sub. 1, R. B. Barnett, Waukee, la. Certificate 
granted. New and used furniture, uncrated, from points in the 
Chicago commercial zone to Des Moines, Ia., and rejected ship- 
ments in return movements, over irregular routes. Commis- 
sioner Lee, concurring specially, said he thought certificates 
issued should authorize transportation of “furniture” and 
thereby authorize the carrier to transport all kinds of furniture, 
new, used, crated, or uncrated. 

MC 102202, Tyrrell’s, Inc., Wenatchee, Wash. Application 
dismissed. Applicant’s operations from or to points in Wash., 
Ida., Mont., Minn., N. D., and S. D., found to be those of a 
private carrier for which no certificate is required. 


MC 105464, Albert Johnson and Dora Johnson, Minneap- 
olis, Minn. Certificate denied. Residual oils, in bulk, in tank 
trucks, from Minneapolis, St. Paul, New Brighton, and St. Paul 
Park, Minn., to points in certain counties in Wis. within 150 
miles of St. Paul. The report said applicants were granted 
temporary authority to perform the same operation as proposed 
in the instant application in MC 105464, Sub. 1 TA, expiring 
Dec. 31. 

MC 103943, Sub. 4, Russell Loer, Swayzee, Ind. Permit 
granted. (1) Canned .goods, from Swayzee, Sweetser and 
Galveston, Ind., to St. Louis, Mo., Louisville, Ky., Pittsburgh, 
Pa., points in Ill., O., Wis., and in the lower Mich. peninsula; 
(2) empty cans from Chicago, Hamilton and Norwood, O., to 
the aforementioned Indiana towns; (3) fibreboard boxes from 
Louisville and Battle Creek, Mich., to those Ind. towns; salt, 
from Chicago, to the Ind. points; (5) prepared food products in 
glass and tin containers, from Matthews, Ind., to points in II1., 
O., Wis., the lower Mich. peninsula, and to St. Louis, Louisville, 
Pittsburgh, and Muscatine, Ia.; (6) fresh tomatos, in baskets, 
from Bluffton and Matthews, Ind., to Bowling Green and Fre- 
mont, O.; and (7) empty baskets, from Bowling Green and 
Freemont to Bluffton and Matthews. 

*MC 19013, Sub. 1, George Hillman Trucking Co., Clifton, 
N. J. Amended permit granted on reconsideration, and findings 
in prior report, 21 M. C. C. 809, modified. Vegetable oils, in 
tank trucks, over irregular routes, from Edgewater, N. J., to 
points in N. Y., Conn., R. I, Mass., Pa., Del., and Md., within 
175 miles of Edgewater. 

MC 31326, M & M Truck Lines, Inc., Akron, O., common 





TRAFFIC WORLD 


carrier, embracing MC 31326, Sub. 1, Same, registration appli. 
cation. Certificate granted in MC 31326 on further hearings 
and findings in prior report, 41 M. C. C. 815, modified. Con. 
tinuance in operation as to general commodities, with excep. 
tions, between Akron, O., on the one hand, and, on the other, 
all places in Summit county, O., over irregular routes. Appli- 
cation dismissed in MC 31326, Sub. 1, on ground that carrier 
is owned and controlled by a person who at the same time 
jointly owns and controls another carrier operating in more 
than one state, such circumstances preventing applicant from 
registering its intrastate certificate under the second proviso 
of section 206(a). 

*MC 55776, Sub. 1, Willard G. Miller, Archbold, O. Cer. 
tificate denied on reconsideration, and findings in prior report, 
a recommended report by a joint board that became effective 
Dec. 8, 1944, reversed. General commodities, with exceptions, 
between certain points in Ohio, over specified routes. 

*MC 59475, Sub. 3, Henry Thorson, Minneapolis, Minn, 
Certificate denied. Household goods, over irregular routes, be. 
tween points in Minn., on the one hand, and, on the other, 
points in Calif., traversing N. M., Ariz., Colo., Nev., and Utah 
for operating convenience only. 

*MC 65525, Sub. 3, Don Boughton, Hinsdale, III. Certificate 
granted. Machinery, tanks, boilers, and contractors’ equipment 
requiring special handling or the use of special equipment, 
between points in Ill. and Ind., on the one hand, and, on the 
other, points in a described area of Wis., over irregular routes, 

*MC 105223, Earl E. Gildersleeve, Keokuk, la., contract 
carrier. Permit granted. Dairy products, ice cream mix, and 
empty containers therefor, between certain points in Ia., Ill, 
and Mo., over irregular routes. 


VAN TASSELL CERTIFICATE CASE 

Finding that Earl M. Van Tassell, doing business as Van 
Tassell’s Express, Chippaqua, N. Y., had wilfully failed to ren- 
der reasonably adequate and continuous motor-carrier service 
pursuant to his certificate in MC 56378, the Commission, divi- 
sion 5, by a report and order in MC C-422, Earl M. Van Tassell 
—Revocation of Certificate, has ordered the respondent to in- 
stitute such service within 45 days from the order’s effective 
date. Commissioner Lee, dissenting, said that in a pending pro- 
ceeding, MC FC-20702, William A. Carr—Transfer—Earl M. 
Van Tassell, the respondent and William A. Carr sought ap- 
proval of the transfer to Carr of Van Tassell’s certificate. Com- 
missioner Lee said he believed the division should approve the 
transfer and discontinue the instant proceeding. 


INTERSTATE EXPRESS FORWARDER 


Interstate Express Service, San Francisco, Calif., by a re 
port, permit, and order of the Commission, division 4, has been 
substituted as applicant in FF-106, Adolph Gschwend Freight 
Forwarder Application, embracing also the application for sub- 
stitution of Interstate in lieu of Adolph Gschwend, doing bus 
ness as Interstate Express Service. The division has grantei 
Interstate a permit to forward commodities generally from San 
Bruno and San Francisco, Calif., to points in Idaho, Montana, 
Nevada, Oregon, Utah, and Washington, effective August 8. 

With respect to authority sought to serve points in Arizona, 
Illinois, Maryland, Massachusetts, Michigan, Minnesota, Mis 
souri, New Jersey, New York, Ohio, Pennsylvania, Texas, ani 
Wisconsin, said the division, the record contained no evident 
of a freight forwarding service to points in these states having 
been performed. On occasions, continued the division, individ 
ual packages direct to consignees in those states had been for 
warded as a matter of accommodation, and no compensation 
for the service was received. Such service, said the division, 
was not that of a freight forwarder, as defined in section 402 
(a)(5) of the interstate commerce act, and permission to pel- 
form such service was not granted. 





FRISCO MOTOR OPERATIONS 
The Commission, division 5, by an order in MC 89913 
Sub. 1, Frisco Transportation Co. Extension, embracing five 
additional extension applications and five purchase applications, 
has reopened the proceedings for further hearing at a time and 
place to be fixed. 
In these proceedings, Examiner David Waters recoil 
mended, in a proposed report, that the Commission impo 
certain specific conditions in the authorizations granted, pu" 
suant to the decision of division 5 in MC C-293, Campbel 
Sixty-Six Express, Inc., et al. vs. Frisco Transportation © 
et al., in which it was found that Frisco had conducted unall 
thorized direct motor common carrier service not reiated ™ 
the operations of the parent St. Louis-San Francisco Railw4 
Co. (See Traffic World, Feb. 10, p. 329.) 
In filing exceptions to the examiner’s report in the eleve 






proceedings, Frisco Transportation said that “realizing that 
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matters of fact not in the present record were presented,” it 
was requesting a hearing, but without waiving any of its ob- 
jections to the legality of the procedure or to the lack of 
authority in the Commission to amend the certificates. 
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ST. J. & L. C. REORGANIZATION 


The Commission, division 4, by an order in Finance No. 
14832, St. Johnsbury & Lake Champlain Railroad Co. Reor- 
ganization, has assigned hearing on the plan of reorganization 
filed by the debtor road in the federal court for the Vermont 
district, and with the Commission, for August 9, in the United 
States court rooms, Montpelier, Vt., before Examiner C. A. 
Bernhard. 

The purpose of the hearing, according to the order, is to 
receive evidence in support of and in opposition to the plan and 
any other plans that may be filed at any time before, or, with 
the consent of the presiding officer, during the hearing by the 
trustee or by or on behalf of not less than 10 per cent in amount 
of any class of creditors or stockholders; or, with the consent 
of the Commission, by any party in interest. 

Any party desiring to propose a plan at or before the hear- 
ing is requested to send 30 copies to the Commission and to 
deliver copies to all parties not later than one week in advance 
of the hearing, exhibits to be served on all parties and fur- 
nished the Commission not later than July 9. 

The debtor’s trustee is required by the order to publish the 
notice for two consecutive weeks prior to the hearing in a 
Boston and a Montpelier newspaper. 
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., Ill, KELLOGG PLANT SWITCHING SERVICE w 


By an order in Spencer Kellogg & Sons, Inc., Ex Parte 
No. 104, Practices of Carriers Affecting Operating Revenues 
and Expenses, Part II, Terminal Services, the Commission has 
denied a petition of the respondents, Illinois Terminal Railroad 
Co. and Wabash Railroad Co. for reconsideration. 

In that proceeding the Commission, by Commissioner Pat- 
terson, found that a reasonable charge in addition to the 
line-haul rates should be made for special deliveries, or pulling 
and spotting cars of coal on certain tracks after the first place- 
ment, among other things. The railroads contended that the 
report and order was vague and indefinite and left the industry 
and the carriers without adequate directions (see Traffic World, 
June 2, p. 1455). 
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ove the TRUCKING FOR MEAT PACKERS 


The Commission, Commissioner Lee, by an order in Ex 
Parte MC-38, Modification of Permits of Motor Contract Car- 
riers of Packing House Products, has denied the request of the 
American Meat Institute for oral argument in the proceeding. 

The Commission instituted the investigation on petition of 
the institute for the purpose of deciding whether permits of 
motor carriers transporting for packing houses should be per- 
mitted to transport materials, supplies and equipment used by 
meat packing houses and a broader group of commodities (see 
Traffic World, June 9, p. 1520). 
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WATER CERTIFICATES VACATION 


The Commission, division 4, by an order in W-890, Richard 
C. Davidson Common Carrier Application, in which proceeding 
the applicant, of New London, Conn., was granted a certificate 
authorizing him to continue service by non-self-propelled ves- 
sels with the use of separate towing vessels in the transporta- 
tion of commodities generally between New London and ports 
and points on Fishers Island, N. Y., has required the applicant 
to show cause within 30 days why the certificate should not be 
vacated and set aside and the application dismissed. 

‘The order said the applicant had informed the Commission 
April 12, 1944, that he had temporarily ceased lightering and 
towing to Fishers Island, and, on February 26, that he had sold 
his property and operating rights to Whaling City Dredge & 

ock Corporation. It said no information had been received as 
to whether or not the purchaser desired to have the certificate 
cing. five transferred to it, and that no water operations subject to part 
ications, II of the interstate commerce act were being conducted under 
time and the certificate. Davidson, it said, did not intend to resume 
operations. 

By a similar order in W-830, E. M. Baird Contract Carrier 
‘pplication, involving authority to operate as a common car- 
ter by sailing vessels in the transportation of forest products, 
including lumber, and scrap metal, between ports and points 
ation Co, plong the Atlantic coast from Maine to the limits of New York 
ted unalt arbor and harbors contiguous thereto, that carrier was di- 
elated taected io show cause within 30 days why its certificate should 
y Railway2ot be vacated and the application dismissed. 
The order said the carrier’s only vessel was sold in Novem- 
he elevemer, 1932, and thereafter lost at sea; that the carrier had not 
zing thal at any time exercised the authority granted in 1943; had dis- 
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continued all operations as a water carrier; and that efforts to 
locate the carrier had been unavailing. 


PROVIDENCE STEAMBOAT CERTIFICATE 


The Commission, division 4, by an order in W-542, Provi- 
dence Steamboat Co. Contract Carrier Application has vacated 
the certificate issued in that proceeding June 21, 1943, and dis- 
missed the application, at the request of the applicant, the order 
to take effect July 14. 

The order said Providence had been granted a certificate 
authorizing it to operate as a common carrier in performing 
general towage between ports and points along the Atlantic 
coast and tributary waterways, not including the Hudson River, 
from Eastport, Me., to points in the limits of New York harbor 
and harbors contiguous thereto. It said the carrier advised 
the Commission May 28 that it had not, since the issuance of 
the certificate, performed any operations for which authority 
under part III of the interstate commerce act was required, 
and requested that the certificate be vacated. 


JOHN MANLOWE CONTROL INVESTIGATION 


The Commission, division 4, on its own motion, by an order 
in MC F-2874, John Manlowe—lInvestigation of Control—Inter- 
state Freight Lines, Inc., and Pihl Transfer & Storage Co., has 
instituted an investigation for the purpose of inquiring into pos- 
sible violation of section 5(4) of the interstate commerce act. 

The order said it appeared that John Manlowe, of Spokane, 
Wash., had control of one or more motor carriers subject to 
part II of the act; and that control or management of Interstate 
Freight Lines, Inc., of Seattle, Wash., and Pihl Transfer & Stor- 
age Co., of Portland, Ore., in a common interest with one or 
more motor carriers controlled by John Manlowe might have 
been effectuated and might be continuing in violation of sec- 
tion 5(4). 

The following were made respondents: Marcile Carlock 
Bates, trustee of estate of D. G. Bates, deceased; George Black, 
George DeLape, E. V. Hauser, Ralph Helphrey, Lewis Manlowe, 
John Manlowe, P. R. Theller, Rudie Wilhelm, David McKay 
Wilson; Interstate Freight Lines, Inc.; Manlowe Transfer Co., 
Inc.; Oregon Transfer Co.; Pihl Transfer & Storage Co.; and 
United Truck Lines, Inc. 

The matter was assigned for hearing July 5, at the Olympic 
Hotel, Seattle, Wash., before Examiner James L. Smith. 


FRISCO REORGANIZATION EXPENSES 


Secretary Bartel, of the Commission, has issued corrected 
sheets 17 and 18 of the report, and a corrected order, to be 
substituted for the corresponding sheets of the report and the 
order of division 4, dated May 8, in Finance No. 10008, St. 
Louis-San Francisco Railway Co. Reorganization. The report 
fixed the maximum limit of allowances for the period from 
Feb. 1, 1941, to Aug. 31, 1944, to be paid out of the debtor’s 
estate (see Traffic World, May 19, p. 1296). 


I. C. C. ACCIDENT REPORTS — 


Excessive speed on a sharp curve, said the Commission, by 
Commissioner Patterson, in investigation No. 2887, was the 
cause of a New York Central passenger train derailment at 
Rochester, N. Y., May 2, that resulted in the death of one em- 
ploye, and the injury of six passengers, three railway-mail 
clerks, one dining-car employe, one train-service employe, and 
one person in a building adjacent to the track. 


FORWARDER INSURANCE REGULATIONS 


The entire Commission has ordered denial of a petition of 
the Freight Forwarders’ Institute for reopening, rehearing, re- 
consideration and postponement of the effective date of the 
Commission’s order in Ex Parte No. 159, Freight Forwarder 
Insurance for Protection of Public (see Traffic World, May 5, 
p, 1168). Thus the Commission’s order in this proceeding, re- 
quiring forwarders to provide insurance on shipments handled 
by them, will become effective July 2. 


MOTOR FINANCE CASES 

MC F-2712, Southern Pacific Co.—Control; Southern Pacific Trans- 
port Co.—Purchase—Trinity Motor Freight Lines. Purchase by Southern 
Pacific Transport Co., of Houston, Tex., of certain operating rights 
and property of Trinity Motor Freight Lines, of Dallas, Tex., and 
acquisition of control of said operating rights and property by Southern 
Pacific Co., of New York, N. Y., through said purchase, approved and 
authorized, subject to conditions. 

MC F-2859, E. L. Murphy, Jr., and Stanley L. Wasie—Control— 
Murphy Transfer & Storage Co., and Murphy Motor Freight Lines, Inc. 
Application for authority under section 210a(b) of E. L. Murphy, Jr., 
and Stanley L. Wasie, of St. Paul, Minn., for temporary operation 
through control and management of the motor carrier properties of 
Murphy Transfer & Storage Co., and Murphy Motor Freight Lines, 
Inc., also of St. Paul, granted, with conditions. 
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MC F-2826, V. F. Palmer et al.—Control; Southwestern Freight 
Lines—Lease and Purchase—Jesse M. Smith et al. Application for 
authority under section 210a(b) of Southwestern Freight Lines, of 
Phoenix, Ariz., for temporary operation of the motor-carrier rights 
and properties of Jesse M. Smith, Lawrence N. Smith, and D. E. 
Heywood, doing business as Smith-Haywood Company, of Holbrook, 
Ariz., granted with conditions. 


UNCONTESTED FINANCE CASES 

Report and order in F. D. No. 14943, Boston & Maine Railroad 
Notes, granting authority to issue at par not exceeding $563,914 of 
promissory notes in further evidence of, but not in payment of, the 
unpaid portion of the purchase price of certain equipment to be 
acquired under a lease and purchase agreement and a conditional-sale 
agreement. Approved. 

Report and order in F. D. No. 14948, West Philadelphia Stock Yard 
Co. stock, granting authority to issue $3,298 of capital stock, consisting 
of 3,298 shares of the par value of $1 a share, to be delivered to the 
applicant’s stockholders in exchange for a like number of shares of 
the par value of $50 a share. Approved. 


COMMISSION ORDERS 

MC-F 2272, Buffalo Storage and Carting Co., purchase, Cleveland & 
Buffalo Transit Co., Inc. Application dismissed. 

MC 14252, Commercial Motor Freight, Inc., common carrier applica- 
tion. Findings in report and order of Jan. 16, modified so as to delete 
certain routes and insert others in their place. 

MC 93713, Sub. 2, Joseph Lieberman, extension, Mich. Reopened 
for reconsideration. 

W-587, Foss Launch & Tug Co., applications. Applicant’s petition 
for leave to file a petition for modification of certificate and order 
accepted and filed of record in proceeding, and replies thereto may be 
filed on or before June 20. 

Finance 14567, Atlantic Coast Line, acquisition, etc. Time prescribed 
in certificate of June 27, 1944, as extended, within which applicant 
shall complete construction of tracks authorized, further extended to 
December 1. 

MC-F 2835, H. A. Austin, purchase, Wm. L. Spratt. 
under sections 5 and 210a(b), dismissed. 

MC 52383, Bekins Van and Storage Co., common carrier application, 
-and related cases. Order of December 11, 1944, vacated. Reopened for 
further hearing, solely with respect to question of whether, or not, 
separate certificates should be issued to respective applicants as claimed 
in applicant’s petition for reconsideration. Order of June 7, 1944, 
vacated. 

MC-F 2269, J. R. Oden et al., control, Malone Freight Lines, Inc., 
purchase, Howard Hall Co., Ine. Applicants’ petition for modification 
of order of division 4, of March 27, denied. 

MC-C 382, R. D. Fowler Motor Lines, 
Freight Lines, Inc. Proceeding discontinued. 

No. 28731, Coast Transportation Co., Inc., et al. vs. Aberdeen & 
Rockfish et al. Reopened for further hearing on Commission’s own 
motion and assigned for further hearing at a time and place to be 
designated. 

No. 29219, Carloader Corp. vs. Wells Fargo Carloading Co. Motion 
of defendant to dismiss complaint and discontinue proceeding, sustained, 
and complaint dismissed. 

No. 29232, Herrick Iron Works vs. A. T. & S. F. et al. Motion 
of defendants to dismiss complaint on ground that claim for reparation 
is barred, sustained, and complaint dismissed. 

MC 15935, Sub. 3, Packers Transport, Inc., extension, National Stock 
Yards, Ill, Reopened for further hearing, solely to determine whether 
applicant is now fit, willing, and able properly to perform proposed 
operations. 

No. 15234, In matter of divisions of freight rates in western and 
Mountain-Pacific territories. Order of June 10, 1929, as amended, insofar 
as it prescribes divisions of joint rates on chatt, vacated. 

W-693, Bayside Oil Co., Inc., dba Bayside Towing Co., application. 
Petition of applicant for leave to file petition for reconsideration, denied. 

FF-163, Modern Carloading Co., freight forwarder application. Appli 
cation, as amended, dismissed. 

No. 28995, Lewis Grain Corp. et al. vs. B. & O. et al. Complainants 
granted leave to file petition for reconsideration on or before June 28. 


Applications 


Ine., vs. Colonial Motor 


FINANCE APPLICATIONS 

MC F-2872, Forrest E. Miller, dba Eck Miller Transfer Co., of 
Owensboro, Ky., asks authority to lease certain operating rights of 
Crutcher Bros. Co., of Louisville, Ky., and temporarily to operate. 

MC-F 2871, Red Arrow Freight Lines, Inc., Houston, Tex., asks 
authority to purchase certain operating rights of Willie O. Brown and 
Abbie Brown, dba D. L. & W. Motor Lines, Houston. 

Finance No. 14956, Henry A. Scandrett, Walter J. Cummings, and 
George I. Haight, trustees of the property of the Chicago, Milwaukee, 
St. Paul & Pacific Railroad Co., ask authority for issuance of promis- 
sOry notes aggregating $5,331,400 in evidence, but not in payment, of 
indebtedness under conditional-sale agreements for purchase of 30 Diesel 
electric locomotives, 500 flat cars, and 25 all-steel caboose-cars. 

Finance No. 14957, Hampton & Branchville Railroad Co. asks author- 
ity to construct and operate an extension of its line of railroad from 
a point at or near Hampton, S. C., to a point of connection with the 
Seaboard Air Line Railway in the vicinity or Luray, S. C., and/or 
to a point of connection with the Southern Railway, about two miles 
north of Lena, S. C., the total of main line tracks to be constructed, 
all in Hampton county, to be between 12 and 13 miles. Applicant says 
the purpose of the new lines is to enable saw mills on its line to 
draw logs from a wide territory through connections with other railroad 
systems. 

Finance No. 13962, Supplemental. Tennessee Central Railway Co. 
asks an extension of time limit for pledging and repledging as collateral 
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security $250,000 face value of its first mortgage 4 per cent thirty-yeg § 


bonds, series A, due April 1, 1967, from June 30 to June 30, 194, 
The applicant said it now found it would probably be necessary ty 
issue a note or notes subsequent to expiration of the present authority 
on June 30. 

MC F-2875, British Columbia-Seattle Transport, Inc., of Seattle 
Wash., asks authority to change ownership by incorporation of th 
partnership of Julius Daverso and’ Frank Daverso, dba British Columbia 


Seattle Transport. It said there would be no change in operation bye 


reason of the incorporation. 


PETITIONS FOR REHEARING, ETC. 

MC-F 2824, Fred Olson, Jr., dba Olson Motor Service of Milwaukee, 
Wis., purchase, John S. Stemper, dba J. S. Cartage Co. Protestant, 
Milwaukee Cartage Exchange, asks for public hearing. 

MC-F 2229, Keeshin Motor Express Co., Inc., issuance of notes, 
Applicant asks for further modification of Commission’s order of Jy) 
20, 1944. 


Class Rate Meetings 


Shippers in Official Territory will hold meetings at Colum. 
bus, O., and New York next week to discuss action to be taken 
as a consequence of the Commission’s decision in the general 
class rate and classification cases. 

Hugh S. Jenkins, Ohio state attorney general, has issued 
an invitation to a number of traffic counsel and industrial traffic 
men, all of them heretofore active in the cases, to attend a 
meeting at the Deshler-Wallick Hotel, Columbus, O., June 2. 
His invitation points out that Central Territory interests havea 
common cause in the matter and suggests that the one-day 
meeting will “decide on a unified course of action and pro 
cedure” to protect shippers in the area. He says that there is 
under O.D.T. orders, a limit of fifty set on out-of-the-city at. 
tendants, asks recipients to notify the attorney general as t 
their ability to attend so that others may be invited to take 
the place of those who can not come. 

George Mace, of the Commerce and Industry Association 
of New York, secretary of the Trunk Line steering committe 
in the cases, has issued a call for a meeting in the auditorium 
of the association, Woolworth Building, June, 26. His call says 
that the meeting will discuss the decision and that those present 
will exchange views looking toward taking steps to “protect 
the interests of northern shippers.” 


Released Rates on Engines 


C. F. Jackson, agent, on behalf of all carriers in the Ne 
tional Motor Freight Classification, has filed a motion with the 
Commission to amend the application in MC C-442, Released 
Ratings and Rates on Engines, by including a prayer for ten 
porary approval of released ratings set forth in an appenit 
to the motion, to be effective 30 days from publication and “only 
until the date of final determination in this proceeding.” 

The Aeronautical Chamber of Commerce of America, Ine; 
the Secretary of the Navy; the Price Administrator; and the 
Secretary of War have filed replies to the motion, asking is 
denial. 

Agent Jackson said the Commission had authority to isst! 
temporary approval of released rates; that carrier need for It 
lief was immediate and urgent, was common knowledge, and ti 
Commission could well take notice that the value range of it 
ternal combustion engines was wide and that the value leve 
of the airplane-type and comparable engines was extremel) 
high; that carriers did not always know and frequently could 
not learn, the value of loads moved at time of movement; tha 
insurance coverage on high-value cargoes was difficult aml 
costly to obtain and incomplete in its protection of the carrie! 
and that most motor common carriers were not in such a finan 
cial situation as to sustain one or two “real catastrophes 0 
high-value engine loads. 

The Aeronautical Chamber and the Secretary of War 0b 
served that the Commission’s notice to the parties of Dec. 9 
1944, had said that the reasonableness of the ratings and = 
on internal combustion engines was not in issue in the procee 
ing. The Price Administrator denied that the need for relie 
was immediate and urgent, among other things. The Secreta! 
of the Navy said the Commission had before it a full and cot 
plete record and that a grant of temporary authority withol 
giving him an opportunity to “evaluate this record” on brie 
and argument would, in effect, deprive him of a full and fa 
hearing. 

Commission Denies Motion 


The Commission, division 2, by an order in MC 442, be 
denied the motion of C. F. Jackson, agent, for leave to amen 
the application, and the prayer for authority to maintain tem 
porarily the proposed released ratings and rates in ‘he pen 
ency of the proceeding. 
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{Forwarder Status of P. C. W. A. 


Allegations of the Freight Forwarders Institute that the 

Pacific Coast Wholesalers Association was operating in viola- 
tion of provisions of part IV of the interstate commerce act 
because it had not sought or obtained authority to operate from 
the Commission and because it was not, according to the insti- 
tute, the kind of organization that Congress intended to exempt 
from regulation under part IV of the act,- were found to be 
without adequate support, in a proposed report by Examiner 
Leonard Way in Ex Parte No. 160, Pacific Coast Wholesalers’ 
Association Investigation of Status (see Traffic World, May 26, 
p. 1383). The examiner said the Commission should find that 
no violation of part IV of the act had been shown and that the 
proceeding should be discontinued. 
The respondent corporation — Pacific Coast Wholesalers’ 
Association—should be found by the Commission to be an asso- 
ciation of shippers engaged in consolidating and distributing 
freight for its members on a non-profit basis, for the purpose 
of obtaining the benefits of carload, truckload, or other volume 
rates, said the examiner. Further, he said, the Commission 
should find that G. A. Olson and Sol Smith were employed by 
the association and that their activities in such business were 
for and on behalf of the association. 

“It is argued by counsel for respondent Freight Forwarder 
Institute that the association is merely a cloak to cover the 
freight forwarding operations of G. A. Olson, and that through 
his bureau he is conducting a regular freight forwarding busi- 
ness,” the examiner said. “If that argument is sustained it 
would be necessary to find that the operations are in violation 
of part IV for the reasons, among others, that neither the cor- 
poration nor Olson holds a permit, issued by this Commission, 
authorizing either of them to engage in such service, and 
neither of them has filed a tariff covering the service.” 

Examiner Way said the P. C. W. A. was formed March 27, 
1935, by a small group of dealers in automotive parts at Los 
Angeles, Calif., “as a voluntary, unincorporated, non-profit as- 
sociation, for the purpose of promoting the interest of its mem- 
bers, and to provide a means of assembling, consolidating, for- 
arding and distributing freight for its members, on a non- 
profit basis, and for the purpose of securing the benefits of car- 
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mo load, truckload, or other volume rates. He said the association 
nd “onkgas incorporated September 27, 1943, under California laws, 
' g.” and that the corporation by-laws provided, among other things, 
ica, Int; that its membership should be limited to persons, firms, or cor- 
and tiegeorations engaged in business as wholesalers, or in such other 
sking iif business or activity as might be approved by the board of di- 








rectors, within Arizona, California, Idaho, Nevada, Oregon, 
, to issugUtah and Washington, and should not exceed at any one time 
.d for reg2 total of 50 members. 


>, and the Exemption Provision 


ge of ih _ “Believing that it was exempt under the provisions of sec- 
jue leVHtion 402(c) of part IV of the act,” said the examiner, ‘neither 
xtreme ithe association nor the corporation filed an application for per- 












































ot = it to operate as a forwarder. That section reads: 

=n ; c 

jcult ant The provisions of this part shall not be construed to apply (1) to 
e carrier he operations of a shipper, or a group or association of shippers, in 









onsolidating or distributing freight for themselves or for the members 
thereof, on a non-profit basis, for the purpose of securing the benefits 
of carload, truckload, or other volume rates. . 
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__.“The question is raised whether the activities of the asso- 
lation or the corporation and the manner in which they are 
onducted are those of a bona fide shippers’ association such as 
0g0 entitle it to continue operation under the exemption of that 
for reliegsection and without permit.” 

Secreta'§ After discussing the corporation’s methods of handling 
and colfreight under assembling rates and of settling freight charges, 
ty witholfthe examiner observed that its membership had grown from 
* on brieight in 1935 to 41 at present and that it consisted mainly of 
1 and falMealers in automotive parts and hardware, ship builders, and a 
bridge and dredging company. He said the association, in 1943, 
ad handled shipments totaling 44,070,867 pounds, had received 
442, hageVvenue totaling $1,349,150.73, paid expenses of $1,181,721.84, 
to amen And effected savings for its members totaling $157,125.28. 


tain tem Pay of Manager, Secretary 


the pend Dir: ctors of the association had appointed and employed 
- Olson as general manager and Sol Smith as executive 
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secretary, and had fixed their compensation, including all ex- 
penses of maintaining their respective offices, at 13 cents a hun- 
dred pounds for all freight consolidated by the corporation for 
its members, of which Sol Smith received $200 a month and 
Olson received the balance, the examiner stated. He said the 
evidence clearly showed that Olson exercised extensive control 
over the association’s business and occupied a domination posi- 
tion over its shipping activities; that it was also shown that the 
directors and officials of the association had but little knowl- 
edge of the actual operations and had exercised little, if any, 
supervision over physical handling of the freight, other than to 
meet and act on Olson’s reports, recommendations and under- 
takings, but that the corporation did assume responsibility for 
the operation of the business carried on in its name. The 
examiner said that, on the basis of 42,018,232 pounds of freight 
handled by it in 1944, the 13-cent rate of compensation would 
produce gross revenue of $56,623.70. 


Concluding his discussion, the examiner said: 

Exceptions to the authority conferred upon the Commission must be 
construed strictly. The words used (in section 402 (c)) are so plainly 
expressed as to leave no doubt as to their meaning. The provisions of 
section 402(c) do not limit the shippers, or a group of shippers, to any 
number, class, or location, and neither does it limit the traffic to any 
particular quantity or description. It has been shown that the traffic 
handled is for members of the association only, and that the sole pur- 
pose of the association is to effect a savings in freight charges for its 
members by securing the benefits of carload, truckload, or other volume 
rates, and it is also shown that the association is operated on a non- 
profit basis. 

It is the function of the Commission to administer the law as 
enacted by Congress and interpreted by the courts, and if such enact- 
ments impose a hardship upon the public the remedy is in Congress. 


Proposed Reports 


Composition Heels, Etc. 


MC C-437, General Shoe Corporation vs. Hoover Motor 
Express Co., Inc., et al. By Joint Board No. 209. Dismissal pro- 
posed. Recommended that the Commission find that a rate of 
$1.27 a 100 pounds charged by defendant motor common car- 
riers on less-than-truckload shipments of composition heels 
and composition sheets from Wapakoneta, O., to Nashville, 
Tenn., was applicable from January 11, to February 11, 1940, 
inclusive, and inapplicable for the remainder of 1940. The re- 
port said that the applicable rate from January 1, to January 
10, and from February 12, to August 31, 1940, all inclusive, 
was the column 73.5 rate of $1.10 a 100 pounds, and that the 
applicable rate from September 1, to December 31, 1940, in- 
clusive, was the column 70 rate of $1.04 a 100 pounds. 


Rate Restrictions 


I. and S. M-2449, Minimum Class-Rate Restrictions in the 
East. By Examiner C. W. Bennett. Recommended that the 
Commission find unjust and unreasonable the increased mini- 
mum class-rate restrictions proposed for application on truck- 
load shipments in single-line movements over the routes of a 
motor common carrier between points in New York and Massa- 
chusetts, and that reasonable minimum class-rate restrictions 
on truckload shipments transported in single-line movements 
over the respondent’s routes should not, as a maximum basis, 
exceed 27.5 per cent where the first-class rate was 66 cents 
a 100 pounds and less, 35 per cent where the first-class rate 
was 67 to 71 cents, 35 per cent where the first-class rate was 
72 to 124 cents, and 40 per cent where the first-class rate was 
125 to 129 cents. The report noted that the respondent, Isaac 
Berman, dba Berman’s Express, was also a respondent in MC 
C-360, in which similar class-rate restrictions recently were 
prescribed (see Traffic World, March 31, p. 807), but in which 
the order had not yet become effective. No good reason ap- 
peared for making an identical prescription in the instant pro- 
ceeding, said the examiner, and, under the circumstances, it 
was recommended that the proceeding be discontinued. 


Grain to Roanoke, Va. 


No. 29014, Roanoke City Mills, Inc., vs. Aberdeen & Rock- 
fish et al. By Examiners A. J. Banks and A. R. Mackley. Dis- 
missal proposed. Carload rates on grain from trunk-line 
territory stored at Philadelphia or Baltimore, reforwarded to 
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Roanoke, Va., milled in transit and the products shipped to 
certain southeastern destinations, and on grain from central 
territory stored at Philadephia or Baltimore and reforwarded 
to Roanoke, not shown to be unreasonable or unduly preju- 
dicial. The examiners said that the complainant alleged undue 
preference, as to the grain from trunk-line territory, for com- 
peting millers at designated cities in Virginia and the Carolinas, 
and, as to grain from the central states, for competing millers 
at Lynchburg, Richmond and other so-called Virginia cities. 
They said the complainant here asked for elimination of out- 
of-line charges (published by all of the eastern trunk-line car- 
riers) to the extent they applied to three indirect routes de- 
scribed in the complaint and in the proposed report, and noted 
that the complainant relied on the Commission’s decision in 
D. A. Stickell & Sons, Inc., vs. Alton Railroad Co., 255 I. C. C. 
333. The finding in that proceeding was not controlling here, 
said the examiners, adding that “there the Commission, far 
from prescribing direct rates over circuitous routes with no 
added charge for the extra service, required the establishment 
of additional routes which eliminated a substantial out-of-line 
and back-haul service of one of the carriers, for which an addi- 
tional charge had been made.” 


Scrap Iron or Steel 


No. 29227, Empire Steel Corporation vs. Pennsylvania 
Railroad et al. By Examiner John Davey. Rate of $4.57 a long 
ton, minimum 44,800 pounds, charged on carload shipments of 
scrap iron and steel shipped between December 2, 1942, and 
August 21, 1944, from South Bend, Ind., to Mansfield, O., pro- 
posed to be found unreasonable to the extent it exceeded $4.16 
in the period from March 28, 1942, to May 14, 1943, inclusive, 
and to the extent it exceeded $3.92 subsequent to the latter 
date. Reparation proposed. Examiner Davey noted that the 
Commission, acting on complaints similar to the instant one, 
including the Summer & Co. complaint case decided May 8, 
1945, had prescribed for the future rates based on 70 per cent 
of the basic scale on iron and steel articles subject to authorized 
increases. Reparation proposed. 


Green Coffee 


No. 29215, J. A. Folger & Co. vs. Atlanta, Birmingham & 
Coast et al. By Examiners Leonard Way and Leland F. James. 
Combination rates charged on carload shipments of green coffeé 
transported in period from November 4, 1942, to August 28, 
1943, inclusive, from Tampa and Port Tampa, Fla., to Kansas 
City, Mo., and Houston, Tex., proposed to be found unreason- 
able to the extent they exceeded 70 cents a hundred pounds, 
minimum 80,000 pounds. Reparation proposed. The examiners 
said the combination rates assailed (made up of commodity 
rates, except that the factor from New Orleans to Houston 
was the fifth-class rate) were $1.03 and $1.16 to Kansas City and 
Houston, respectively, prior to May 15, 1943, and 97 cents and 
$1.09, respectively, after that date. They observed that a joint 
commodity rate of 70 cents, minimum 80,000 pounds, became 
effective to Kansas City on September 12, 1943, and to Houston 
three days later. After citing a contention of the defendants 
that their fifth-class rates from Tampa to Kansas City and 
Houston were not in excess of maximum reasonable rates, as 
they absorbed certain wharfage and handling charges in connec- 
tion with the traffic handled through Tampa, the examiners 
said that this contention had no merit, “‘since, even after making 
allowance for such absorptions, the assailed rates were still 
relatively higher than those from Tampa to St. Louis and 
Chicago, and from New Orleans, Mobile, Pensacola, Houston 
and Gulfport to the same points, as well as from Tampa to 
the competitive points. 


Ammunition Boxes 


MC C-411, Freight Transportation Engineers, Inc. vs. Great 
Central Transport Corporation, et al. By Examiner T. M. Han- 
rahan. Recommends finding minimum weight of 20,000 pounds 
applied on 23 shipments of wood ammunition boxes from 
Owensboro, Ky., to Detroit, inapplicable, and that the appli- 
cant minimum weight was 16,000 pounds; that the first-class 
rate of 131% cents charged on a shipment from Owensboro to 
Rochester, Mich., weighing 5,040 pounds, was inapplicable and 
that the applicable rate was 11% cents; and that the second- 
class rate of 111% cents charged on three other shipments 
from Owensboro to Rochester was inapplicable and that the 
applicable rate was the class-45 rate of 59 cents, subject to a 
minimum weight of 16,000 pounds. Dismissal recommended. 
The examiner said the tariff containing governing exceptions, 
MF-I. C. C. 85, issued by Central States Motor Freight Bureau, 
Inc., agent, it was provided that, where volume ratings were 
prescribed in the governing classification, a minimum weight 
of 16,000 pounds would apply in connection with the ratings, 
when the articles were rated lower than third class (class 70) 
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but higher than class 37%. By reason of this exception, he 
said, the applicable minimum weight, on articles subject to the 
class-45 rating, was 16,000 pounds. 


Household Goods 


MC C-468, Eleanor M. Morris vs. Barney Clayman e: al, 
By Examiner Alvin H. Schutrumpf. Recommends dismissal anj 
finding that complainant failed to establish that defendants had 
violated sections 20(11) and 216(b) of the interstate commerce 
act and rule 8 of rules prescribed in Practices of Motor Common 
Carriers of Household Goods, 17 M. C. C. 467, in connection 
with the transportation of a shipment of radio-phonograph from 
Atlantic City, N. J., to Philadelphia, Pa. The examiner also 
recommended a finding that the record was insufficient to base 
a determination of the applicability of storage charges that the 
defendants claim were due on the shipment. The examiner said 
the complainant charged the defendants with failing to issue a 
just and reasonable bill of lading, that they had damaged the 
radio and failed to-deliver it to the complainant with a just 
notation as to such damages. He said the effect of complain. 
ant’s prayer was to request the Commission to require a modif.- 
cation of the terms and conditions of the bill of lading after the 
transportation had been substantially performed and that the 
act did not grant the Commission any authority to make a de. 
termination and to require a carrier to modify a specific bill of 
lading at request. Whether or not the bill as drawn by de. 
fendants properly described the condition of the radio at the 
time it was received from complainant, and the extent of the 
defendants’ liability thereunder, if any, were matters to be de. 
termined on the evidence by a court of competent jurisdiction 
as provided in section 20(11), he said. A determination of these 
things, he added, was necessary to a finding respecting the 
applicability of the storage charges. 



























BEARDSLEE EXTENSION AUTHORITY 


Examiners-Frank M. Weaver and O. G. Barber, in a pro- 
posed report in W-63, Sub. 1, Beardslee Launch & Barge Serv- 
ice—Extension Application, have recommended that the appli- 
cant be authorized to perform contract carrier services by non- 
self-propelled vessels with the use of separate towing vessels 
in the transportation of forest products, including lumber, logs, 
piling, poles, timber and pulpwood, and of iron and steel ar- 
ticles, between landings on the Gulf Intracoastal Waterway 
(from Pensacola, Fla., to Orange, Tex., both inclusive), and the 
Alabama, Mobile, Tombigbee and Warrior rivers. The opera- 
tions recommended are not to include those in the outstanding 
permit issued the applicant in its application of exemption 
under Sec. 303(e), 250 I. C. C. 173. 

The examiners said the applicant was the only water car- 
rier always fit, willing, and able to undertake the type of opera- 
tion involving shallow-draft vessels, and that it had been forced 
to take the “awkward” method of handling such transportation 
for the account of other carriers with the requisite authority, 
but which, for one reason or another, were unable or unwilling 
to perform the services. 



























Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face” type, with name of town or 
city following.) 


Michigan (White Pigeon)—-MC 60597, Sub. 7, Glenn Mc- 
Namara. Permit proposed. Operations under individual con- 
tracts or agreements with persons who operate paper mills, in 
transporting such materials and supplies as are used or dealt in 
by those persons, from Milwaukee, Wis., Louisville, Ky., and 
points in Ind., those in a described area of IIl., and of O., and 
points in O. within 10 miles of Cincinnati, to Three Rivers and 
White Pigeon, Mich., and points within 10 miles of those places, 
over irregular routes. ] 

Idaho (Pocatello) —-MC 263, Sub. 20, Garrett Freight Lines, 
Inc., certificate proposed. General commodities, with exceptions, 
between Wells, Nev., and Salt Lake City, U., over a specified 
route. 

Illinois (Chicago)—-MC 6894, Sub. Noo. 6, Melvin Trucking 
Co. Certificate proposed. General commodities, with excep 
tions, serving Dwight, IIl., as intermediate point, on applicants 
presently authorized regular routes, and between Dwight and 
Metamora, IIl., over specified route, serving Dwight and Streator 
in connection with presently authorized regular route oper 
tions between Peoria, Ill., and Chicago, Ill. 

Kentucky (Paducah)—MC 94818, Sub. No. 1, J. Polk 
Brooks. Certificate proposed. Passengers and baggage betwee! 
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Coldwater, Mich., and Jackson, Mich., over specified route, with 
no service at intermediate points or at Coldwater. 

Minnesota (Edgerton)—-MC 79899, Sub. No. 2, John 
Menning and Lawrence Menning, dba Menning & Son. Cer- 
tificate proposed. General commodities, with exceptions, be- 
tween Edgerton and Pipestone, Minn., over specified route, 
subject to condition that applicants may not transport ship- 
ments moving between Pipestone, Minn., and Sioux Falls, S. D. 

Missouri (St. Louis)—45657, Sub. No. 11, Anderson Motor 
Service Co. Certificate proposed. General commodities, with 
exceptions, between Tiffin, O., and junction of U. S. Highway 20 
and Ohio Highway 113, over specified route, as alternate route 
for operating convenience only, in connection with applicant’s 
regular-route operations between Indianapolis, Ind., and Cleve- 
land, O., Authorized in MC 45657. 

Montana (Alzada)—-MC 105717, Bud W. Rozell. Certificate 
proposed. Livestock, livestock and poultry feed, seeds, agricul- 
tural commodities, wool, farm machinery and implements, 
building materials, fence and fencing materials, and petroleum 
products in containers, between Mont. and Wyo. points within 
25 miles of Alzada, except those on U. S. Highway 212, on the 
one hand, and, on the other, Belle Fourche, S. D., over irregu- 
lar routes. 

New York (Binghamton)—MC 105672, Guy Henry Wood- 
ruff. Denial of certificate proposed. Corrugated boxes, knocked 
down, from Binghamton to Great Bend, Montrose and Pittston, 
Pa., and coal from Pittston and Scranton, Pa., to Binghamton, 
over irregular routes. 

New York (Fairport)—MC 14063, Sub. No. 7, Harland C. 
Laird, dba Laird’s Movers. Certificate proposed. Unboxed 
pianos, piano parts, piano benches and piano box shooks, from 
East Rochester, N. Y., to New York, N. Y., Boston, Worchester, 
and Springfield, Mass., and Elizabeth, Jersey City, Trenton, 
Paterson, Newark and Morristown, N. J., over irregular routes. 

New York (Hornell)—MC 105377, Perry W. Nichols. Per- 
mit proposed. Coal from Hornell to points within 30 miles 
thereof, over irregular routes. 

New York (Narrowsburg)—MC 95955, Sub. No. 1, Reddy 
Trucking Co., Inc. Certificate proposed. General commodities, 
with exceptions, between specified sections of New York and 
Pennsylvania, on the one hand, and, on the other, points in 
New York City commercial zone and in Essex, Passaic and 
Union counties, N. J., over irregular routes. 

New York (New York)—MC 66562, Sub. No. 606, Railway 
Express Agency, Inc. Certificate proposed. General commod- 
ities, moving in express service, between Perry, N. Y., and 
Warsaw, N. Y., serving no intermediate points, subject to con- 
ditions, including one that applicant’s service be limited to serv- 
ice auxiliary to or supplemental of express service. 

New York (New York)—MC 66562, Sub. No. 607, Railway 
Express Agency, Inc. Certificate proposed. General commod- 
ities, moving in express service, between Rhinecliff, N. Y., and 
Red Hook, N. Y., serving Rhinebeck, N. Y., as intermediate 
point, subject to conditions, including one. that applicant’s 
service be limited to service auxiliary to or supplemental of 
express service. 

North Carolina (Weldon)—MC 31642, Sub. No. 6, Safety 
Transportation Corporation. Denial of certificate proposed. 
General commodities, with exceptions, between Weldon and 
points within ten miles thereof, on the one hand, and, on the 
other, Goldsboro, N. C., and points within ten miles thereof, 
over irregular routes. The joint board said the record was not 
clear with respect to the purpose of the application, as the 
certificate presently held by the applicant in MC 31642, Sub. 
No. 4, authorized operation between Weldon and Goldsboro 
as here proposed. 

Michigan (Buffalo)—-MC 1573, Sub. 3, Raymond Shaw, 
extension. Certificate proposed. General commodities, between 
Benton Harbor, Mich., and Michigan City, Ind., over U. S. 
highway 12 serving, as intermediate points, Bridgman, Lake- 
Side, New Buffalo, Stevensville, and Union Pier, Mich., subject 
to conditions: (1) Service limited to that auxiliary to or sup- 
plemental of rail service of the Pere Marquette; (2) no service 
at any point not a station on the rail line; (3) service limited 
to transportation of shipments moving on through bills of 
ading covering an immediately prior or subsequent move- 
ment by rail; (4) all contractual arrangements between appli- 
cant and Pere Marquette to be reported to the Commission; 
and (5) such further conditions as the Commission may in the 
future find it necessary to impose. 

Kentucky (Baxter)—MC 33464, Sub. 7, Nichols Fruit & 
+ransfer Co., extension. Permit proposed. Petroleum products, 
in Packages, lubricating oils and greases, and automobile ac- 
cessories, from Cabin Creek, W. Va., to Barbourville, Ky., 
Over a described route, serving no intermediate points, but 
Serving the off-route points of Whitesburg, Baxter, and Mid- 
dlesboro, Ky., and empty petroleum products containers and 
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damaged or rejected shipments of petroleum products and 
lubricating oils and greases, on return. Recommends finding 
holding of permit and certificate by applicant to the extent 
authorized consistent with public interest. 

Maine (South Paris)—-MC 67633, Sub. 2, Nason L. Mc- 
Allister. Certificate proposed. Passengers and their baggage, 
and newspapers, express and mail in the same vehicle with 
passengers, between South Paris and Norway, Me., over a 
specified regular route, serving no intermediate points, re- 
stricted to traffic having an immediately prior or subsequent 
movement by railroad. ; 


Railroad Abandonments 


Pere Marquette 


In a proposed report in Finance No. 14671, Pere Marquette 
Railway Co. Abandonment, Examiner Ralph R. Molster has 
recommended that the Commission, division 4, find that the 
present and future public convenience and necessity are not 
shown to permit abandonment by the Pere Marquette Railway 
Co. of a branch line of railroad in Grand Traverse and Antrim 
counties, Mich., and that it deny the application. The Pere 
Marquette, said the examiner, on August 19, 1944, asked per- 
mission to abandon its 9.01-mile branch extending from Wil- 
liamsburg to Elk Rapids, Mich., this line having been built in 
1891, primarily to serve lumbering operations. On the record, 
said the examiner, division 4 should find, among other things, 
that the territory served by the branch is an important source 
of food supply, especially fruit; that, under prevailing condi- 
tions, food production in this territory would be impeded by 
loss of the service on the railroad because of “infirmities” of 
highway transportation caused by war conditions; that the 
applicant is in a prosperous condition; and that continued opera- 
tion of the branch until at least one year after termination of 
hostilities in the Pacific would not impose an undue and un- 
necessary burden on the applicant or on interstate commerce. 


Reading Co. 


By a report and certificate in Finance No. 14930, Reading 
Co. Abandonment, the Commission has permitted the abandon- 
ment by the Reading of a branch line of railroad in Cumber- 
land county, Pa., known as its Ore branch in Monroe township, 
extending in a southerly direction for 1,500 feet from the junc- 
tion with the applicant’s Philadelphia, Harrisburg, and Pitts- 
burgh branch east of Boiling Springs, Pa. (see Traffic World, 
May 19, p. 1298). 

Yosemite Valley 


In Finance No. 14688, Yosemite Valley Railroad Co. Aban- 
donment, Howard C. Bonsall, as trustee in reorganization of 
the Yosemite Valley, has asked the Commission to deny a peti- 
tion of the Pacific Coast Railroading Association for leave to 
intervene in the abandonment proceeding, alleging that that as- 
sociation and its president, J. M. McFadden, are “financially 
irresponsible” and asserting that McFadden is only 18 years 
old, is a former office boy in the passenger department of the 
Santa Fe and is now “a minor clerical employe of the Pacific 
Electric Railway.” 

_ The trustee referred to the Pacific Coast Railroading As- 
sociation as “a hobby club engaged in promoting interest in the 
railroads.” 

According to the trustee’s reply to the intervention petition, 
McFadden had proposed in conversations with the Y. V. trustee 
to organize a corporation to operate the Yosemite Valley— 
whose line extended from Merced to El Portal, Calif., 77.7 miles 
—and had proposed that this new corporation exchange its 
bonds for present outstanding first mortgage bonds constituting 
a lien on the Y. V. properties. The trustee said McFadden had 
proposed, in the alternative, to take over the stock of the pres- 
ent Y. V. Railway Co. subject to the lien of the present bonds, 
now in default. 

“To subject the bondholders of the Yosemite Valley Rail- 
way Co. to further delay, while these financially irresponsible 
persons endeavor to persuade the Interstate Commerce Com- 
mission and the California Railroad Commission to grant them 
authority to sell securities to the public in a railroad which is 
not earning sufficient to pay operating expenses, would immeas- 
urably prejudice the said bondholders and in effect amount to 
a taking of their property without due process of law,” said 
Mr. Bonnell. 

He said the petitioning association had failed to show any 
means by which the railroad could be operated at a profit, and 
that it was the applicant’s belief the railroad could not be so 
operated. He said the net revenue from railway operations had 
shown a loss of $13,900.05 in the first three months of this year 
and a loss of $2,909.87 in April of this year. 

Mr. Bonnell quoted McFadden as saying that the main 
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objective of the Pacific Coast Railroading Association was to 
promote interest in railroads; that-it planned, after the war, to 
“take trips together, publish a magazine, perhaps, and oppose 
railroad abandonments wherever necessary,” and that it had 
leased three unused stations—Santa Fe stations in South Pasa- 
dena and Highland Park, Calif., and a Pacific Electric station 
in Whittier, Calif—and had them filled with time tables, pic- 
tures and furnishings as meeting places. 

The membership of the Association, the trustee said, in- 
cluded honorary memberships for officials of the Santa Fe, the 
Pacific Electric and various eastern railroads. 


Tank Car Demurrage Order 


The Commission, division 3, by amendment No. 6 to revised 
service order No. 263, which prescribed changes in existing 
demurrage charges on loaded tank cars for unloading and 
limited free time to one day whenever the free time provided 
was two days (see Traffic World, Jan. 20, p. 169), has, in 
effect, suspended the prescribed changes until November 1, 
unless the Commission takes action at an earlier date. The 
suspension was made effective June 15. 

The action was embodied in a substituted paragraph (p) 
of the order, which set the expiration date forward from August 
1 to November 1. That provision of the order was made effec- 
tive June 14. 

By the addition of a paragraph (q) the revised order was 
suspended “until further order of the Commission.” 

The Commission’s Bureau of Service said the amendment 
was issued because it was thought that there would be more 
tank cars available so that it would not be necessary to con- 
tinue the high demurrage charges unless there was a change 
in the situation. 

Director Johnson, of the Office of Defense Transportation, 
commenting on the suspension of the higher-than-normal penal- 
ties for tank car detention, said that the tank car shortage had 
been relieved somewhat by the placing of a few additional tank- 
ers in the coastwise petroleum service, but added that amend- 
ment of the demurrage order should not be construed as a sig- 
nal to shippers and railroads to relax in their efforts to speed 
up the unloading and return of tank cars. He declared that the 
Commission would not hesitate to reinstate the penalty pro- 
vision of the order if it found such action necessary. He stated 
that he was glad the order had been amended at this time since 
the amendment was “in line with recent requests of several 
state highway departments and other large users of asphalt 
or tar.” 


ILLINOIS CENTRAL ROUTING ORDER 


Because of flood conditions between Alridge and Gale, IIl., 
hampering operations of the Illinois Central Railroad in that 
area, the Commission, division 3, by service order number 315, 
effective June 14 through June 29, has directed the Illinois 
Central to forward freight traffic routed over its line between 
those two points via routes most available, to expedite its 
movements and prevent congestion, without regard to routing 
made by shippers or carriers, or to ownership of cars. 


CAR UNLOADING ORDERS 


The Commission, division 3, by service order No. 313, has 
ordered the Southern Pacific Co. to unload ‘forthwith’ two 
cars containing manure shipped by Muyers & Dahlanie, now 
on hand at Redlands, Calif., the carrier to notify the director 
of the Commission’s Bureau of Service when the cars have been 
completely unloaded. The order, according to its terms, will 
then expire. 

The Commission, division 3, by service order No. 314, has 
ordered the Union Pacific to unload two cars containing coin 
machines now on hand at Los Angeles, Calif., consigned order- 
notify Harry H. Johnston, and to notify the director of the 
Commission’s Bureau of Service when the cars have been un- 
loaded, at which time the order will expire. 


POTATO ICING RESTRICTIONS 


By second amended general permit No. 2 under second re- 
vised service order No. 300, Director Clinger, of the Commis- 
sion’s Bureau of Service, has granted the following permission 
in connection with the initial icing or reicing restrictions pro- 
vided in the order (see Traffic World, June 9, p. 1518): 


To provide initial icing only at the first regular icing station avail- 
able en route after cars are loaded and billed, on any refrigerator car 
loaded with potatoes originating at any point in the states of Georgia 
or South Carolina; and on any refrigerator car loaded with potatoes 
originating at any point in the state of Florida, to provide initial icing, 
and one reicing in transit only at a regular icing staton en route. 

This general permit shall become effective at 12:01 a. m., June 11, 
1945. The icing authorized herein may be accorded only on such re- 
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frigerator cars billed on or after that time. This general permit shaj 
expire at 11:59 p. m., July 31, 1945. 
The waybills shall show reference to this general permit. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in jt 
have been suspended. Suspension orders contain many schedules not 
reproduced here. Details of such orders are published in The Daily 
Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-2544, the Commission suspended from June 
8, until January 8, 1946, the operation of certain schedules pub. 
lished on first revised page No. 120 to tariff MF-I. C. ©. No, 
25 of Rocky Mountain Motor Tariff Bureau, Inc., agent, Den. 
ver, Colo. The suspended schedules proposed to increase rates 
on canned goods from points in Colorado to various destina. 
tions in Montana. Illustrating the increase, from Denver ty 
Havre, the present rate, minimum 40,000 pounds, is 82 cent 
a 100 pounds, and the proposed rate, minimum 20,000 pounds, 
would be 136 cents a t00 pounds. 

In I. and S. M-2545, the Commission suspended from June 
10, until January 10, the operation of certain schedules pub. 
lished in supplement No. 34 to joint tariff MF-I. C. C. No. 5 
of Middlewest Motor Freight Bureau, agent, Kansas City, Mo, 
The suspended schedules propose to add “N. O. I.” (not other. 
wise indexed in the classification) to the commodity descrip. 
tion, “tractor engine parts and tractor parts,” in connection 
with less-truckload exceptions rating of class 70 applying from 
points in central territory to points in Iowa, Kansas, Missouri 
and Nebraska resulting in increases and reductions in rates, 


All-Freight Rates to South 


The Southern Motor Carriers Rate Conference, in what it 
describes as the “third round” in a fight against the establish- 
ment of all-commodity rates to the south, has asked the Con- 
mission to suspend items 5170 through 5190 in suplement 11 to 
R. H. Hoke’s I. C. C. 944, effective June 30. 

Similar rates, the conference said, had been suspended and 
condemned in I. and S. No. 4827, All Freight from Eastern Ports 
to the South, 245 I. C. C. 207, upheld by the Commission as a 
whole, 251 I. C. C. 361. 

“This time the Southern Railway Co. tried a new attack, 
a flank movement,” said the conference. ‘Previously, and for 
other reasons, all-commodity rates from Chicago and _ other 
river crossings to the south were approved on 40 per cent of 
first class, minimum 30,000 pounds. All Freight Rates to Points 
in Southern Territory, 253 I. C. C. 623. 

“This is an attempt to apply the same rates from Washing- 
ton and Virginia cities as from the Ohio River and Chicago. 

“The Commission was well aware of that decision when 
the rates from the eastern ports were suspended. They knew 
the situation was different. They knew that the interested 
parties would be affected differently along the Atlantic seaboard 
than in the interior.” : 

The conference said that whatever “excuse might be ad 
vanced in support of the protested supplement, ‘“‘the real reason 
will be the same found by the full Commission in I. and $. 
M-4527. ...” It quoted that decision to the effect that the only 
motives shown by evidence for publication of the all-commodity 
rates were “a desire to obtain the traffic of one forwarder ope!- 
ating from New York and a belief that unless such rates are 
published, Sears, Roebuck & Co. will handle its traffic from 
New York, Philadelphia, and Baltimore in its own trucks.” 

The conference said the protested rates were in violation 
of section 2 of the interstate commerce act “as found by the 
Commission previously,” and added that they were also in 
violation of section 1(6) “which was not passed on before.” 


OIL FIELD HAULERS’ PROTEST 

Oil Field Haulers Association, Inc., on behalf of its 160 
participating carriers, has asked the Commission to suspend 
item 129-A, Supplement No. 3 to the tariff MF-I. C. C. No. 3 
of F. A. Hill and S. I. Hill, doing business as Hill and Hill 
Truck Line, by which the latter proposes to establish rates on 
“certain commodities” from Houston, Tex., to points in New 
Mexico and Texas. effective June 18. 

The proposed rates, said the protestants, would establish 
a minmimum of 14,000 pounds. A comparison of rates and 
revenue a mile, under the proposed tariff, and the rates and 
revenue a mile contemporaneously in effect was submitted, the 
protestants asserting that they believed the comparison would 
convince the Commission that the proposed rates were unjust, 
unreasonable, and unlawful. 

In proposing their rates, said the protestants, the respond 
ents attempted to reestablish certain rates that were long ag 
determined to be non-compensatory and canceled from the pro 
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testants’ tariff and that of Midwest Motor Carriers Bureau, 
Inc., Oklahoma City, Okla. Cancellation of those rates, the 
protestants continued, was accomplished with the approval of 
Shippers Oil Field Traffic Association, Tulsa, Okla., affecting 
more than 250 motor carriers authorized to transport oil field 
equipment. 

“At the time these proposed rates were cancelled the cost 
of operations was increasing,” said the protestants. “Since that 
time the records of many of these carriers will reflect con- 
siderable increase in cost and in recent months will reflect 
continuous increases in cost.” 


SWITCHING CHARGES AT BUFFALO 


The Cooperative G. L. F. Exchange, Inc., and, jointly, 
Cargill, Inc., General Mills, Inc., and Pillsbury Mills, Inc., of 
Buffalo, have filed briefs with the Commission in I. and S. No. 
5324, Switching Charges of Buffalo Creek Railroad at Buffalo, 
N. Y., asking the Commission to order line-haul carriers af- 
fected to absorb in full a proposed increase in switching charges, 
from $4.95 to $7.05 a car, filed by the Buffalo Creek. Spencer 
Kellogg & Sons, Inc., recently made the same request (see 
Traffic World, June 2, p. 1455). 

In common with Spencer Kellogg, the other Buffalo inter- 
ests take the position that the line-haul carriers, in attempting 
to limit their absorptions to the $4.95 charge, would place an 
undue burden on receivers on the Buffalo Creek line that would 
result in undue prejudice and disadvantage to them, since, they 
say, the line-haul carriers serving Buffalo would continue to 
absorb switching charges at plants other than those on the 
Buffalo Creek line. 


Central States Motor Increase 


There was a substantial difference between rates published 
in supplements by motor carriers in Central Freight Associa- 
tion territory and what was approved in joint conference be- 
tween carriers and shippers (see Traffic World, April 28, p. 
1125), said A. H. Schwietert, traffic director of the Chicago 
Association of ‘Commerce. He made .the statement in a letter 
to members of the committee that met with the carriers, re- 
ferring to 11 supplements received by the Association, published 
to become effective July 1, and to expire June 30, 1946, unless 
sooner cancelled, changed or extended. 


“When this subject was considered by the shippers’ group 
it was of course based on the assumption that a flat increase 
was to be applied to all rates and that as an emergency matter 
uniform treatment would be accorded to the movement of all 
traffic,” said Mr. Schwietert. ‘Shippers have consistently op- 
posed any attempt to readjust the rate structure or make 
changes in established practices of rate making under the guise 
of a revenue emergency. The method in which the tariffs have 
now been published would to a large extent provide for a higher 
basis of rates on joint line than on single line traffic.” 

He asked the committee members to state the position they 
thought shippers should take and said the subject would be con- 
sidered by the Chicago Industrial Traffic Council on June 14. 

He said the Association had received earlier a second sup- 
plemental disposition that listed approximately two and one-half 
pages of carriers taking exceptions to the increase. The supple- 
ments to which his letter referred provided for emergency 
charges of one cent a 100 pounds on shipments subject to truck- 
load rates and 2-1/2 cents a 100 pounds on shipments subject to 
less-truckload or “any quantity” rates, he said. Each of the 
supplements, he said, carried a list of carriers to which the 
emergency charges would not apply, adding that “it will be 
noted that in most the emergency charges are not to apply on 
shipments moving via single line, but would apply on joint line 
movements. Other exceptions are also provided in some of the 
supplements.” 

Mr. Schwietert also called attention to three supplements 
to central freight association tariffs, published to become effec- 
tive June 23, providing for a 4 per cent increase on traffic be- 
tween central territory, on the one hand, and northwest terri- 
tory—Michigan (upper peninsula), Minnesota, North Dakota, 
South Dakota, and Wisconsin. This traffic, he said, had not 
previously been subjected to the 4 per cent applied by the car- 
riers in the territory some time ago. 


Twin Cities Ask Suspension 


_ The Minneapolis Traffic Association and the St. Paul Asso- 
Cilaiion of Commerce have asked the Commission to suspend 
certain Central States Motor Freight Bureau supplements, pub- 
lished to become effective June 23, carrying, according to the 
Twin Cities organizations, increased motor carrier rates of 4 
per cent and 10 per cent. 

The supplements listed as carrying 4 per cent increases are: 
No. 11 to C. S. M. F. B. tariff 244-B, MF-I. C. C. 124; supple- 
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ment No. 8 to C. S. M. F. B. tariff 270-A, MF-I C. C. 127; sup- 
plement No. 65 to C. S. M. F. B. tariff 214, MF-I. C. C. 55; and 
Motor Freight Master Tariff No. 1, MF-I. C. C. 128. 

Suspension is also asked of supplement No. 47 to C. S. M. 
F. B. tariff 245-A, I. C. C. 80. A number of items on which, 
according to the protest, 10 per cent increases were proposed, 
were shown in an appendix. 

The protested increases apply, according to the request for 
suspension, between points in the Twin Cities and points in 
Central, trunk line, and New England territories. 

The rates of motor carriers in the middlewest were in- 
creased 10 per cent in 1938, and a further increase of 6 per cent 
was made effective in 1942, said the Twin Cities organizations. 
Since present rates were generally 6 per cent higher than rail 
rates, they said, the proposed increases would “certainly result 
in diversion of tonnage from the motor carriers to the rail car- 
riers and unduly retard the war effort.” 


Rubber Storage-in-Transit 


A hearing in a consolidated proceeding involving No. 29307, 
Storage-in-Transit on Artificial Rubber, and No. 29313, Inland 
Waterways Corporation, operating the Federal Barge Lines, vs. 
Akron & Barberton Belt Railroad Co., et al., was held June 12, 
by Examiner C. W. Griffin. 

No. 29307 is an investigation instituted by the Commission, 
division 2, on its own motion, to consider the storage and re- 
shipment in transit rules at points in the southwestern and 
western trunk-line territories, also at Mississippi River cross- 
ings on crude, artificial, neoprene or synthetic rubber, in car- 
loads, on traffic originating at points in Texas and at Lake 
Charles, La., and destined to points in the United States to 
which through rates are in effect via the transit points as de- 
scribed in item 2252-A of supplement No. 92 to Agent D. Q. 
Marsh’s tariff I. C. C. No. 3514 and item No. 1024 of supplement 
No. 12 to Agent L. E. Kipp’s tariff I. C. C. No. A-3565. 

No. 29313 is a complaint filed by Inland alleging restriction 
of storage-in-transit privilege ‘on shipments of crude rubber, 
also latex (liquid crude rubber), from points in Alabama, 
Louisiana, Mississippi, Oklahoma, Tennessee, and Texas, on the 
one hand, among others, to points in Central Freight Associa- 
tion, trunk line, and western trunk-line territories, on the other, 
to through all-rail carload rates without providing for applica- 
tion of similar privileges on basis of barge-rail, and rail-barge- 
rail joint differential rates. Inland asked that this complaint 
be consolidated with No. 29307. 

Appearances were entered as follows: James H. Blaine, 
St. Louis, for respondent southwestern lines; A. B. Strunk, St. 
Louis, for Missouri-Pacific and southwestern respondents; H. V. 
Cook, St. Louis, for the Frisco; E. W. Larsen, Chicago, Rock 
Island; Norman E. White and James B. Gray, Chicago, Illinois 
Central; Noel D. Belnap, John S. Burchmore, and Luther M. 
Walter, Chicago, Inland Waterways Corporation; H. E. Fel- 
baum, New Orleans, La.; Frederick E. Brown, Washington, 
D. C., American Barge Line Co.; Wesley A. Rogers, Pittsburgh, 
Pa., American Barge Line Co.; Harry C. Ames, Washington, 
D. C., Mississippi Valley Barge Line Co.; M. C. Pearson, St. 
Louis, Mississippi Valley Barge Line Co.; John H. Eisenhart, 
Jr., Washington, D. C., American Waterways Operators, Inc.; 
and F. H. Cole, Jr., Cincinnati, official territory rail lines. 


Southwestern Lines Testimony 


W. W. Duckworth, assistant general freight agent, Missouri- 
Kansas-Texas Lines, the first witness for the southwestern re- 
spondents, said it was their position that when transit privileges 
were accorded the all-rail rates applicable to all-rail transpor- 
tation, should be used instead of the differential rail-barge or 
rail-barge-rail rates. The reason for this, he said, was the opin- 
ion that rail-barge movements had advantages over the all-rail 
routes because of the reduction in storage time and expense 
compared with the longer length of time of holding the traffic 
storage on all-rail movements, which, he said, offset the reason 
for lower barge rates than rail rates. 

He said the rail lines felt they were entitled to higher 
charges because of additional expense at transit points. He 
added that “it is also apparent that the barge lines are of the 
opinion that the performing of transit is expensive because they 
do not, so far as I can determine, provide transit privileges in 
connection with the all-barge rates, on rubber or on other com- 
modities except in very few instances.” 


Barge Line Testimony 


H. E. Falbaum, commerce agent of the Federal Barge Line, 
New Orleans, the second witness, said that carriers by rail, 
respondents in the instant proceedings, had published in item 
2252-A of supplement No. 94 to S. W. L. tariff No. 174-N, Agent 
D. Q. Marsh’s I. C. C. No. 3514, and other tariffs, provisions 


1590 


permitting storing in transit of rubber at interior stations on 
rail lines with the privilege of subsequently reshipping there- 
from at the through all-rail rates applicable from origin to 
destination. These transit privileges, he continued, were re- 
stricted to the application of all-rail rates, denying the applica- 
tion of the differential rail-and-barge rates to shipments for- 
warded via rail-and-barge joint routes and accorded storage- 
in-transit privileges. 

Mr. Falbaum recited various instances to show, he said, 
that the barge carriers ‘must constantly police the rail publica- 
tions providing for transit in order to avoid the establishment 
of restrictive transit arrangements which we hold to be inimical 
to our interest.” 

He said there had been no instances where Federal had 
participated in any commercial traffic on a basis of all-rail 
rates. The application of all-rail rates to the traffic moving via 


rail and barge routes, he said, would deprive shippers of the . 


economy of water transportation, would be in violation of the 
Commission’s findings, and would confine the movement to all- 
rail routes. Regardless of whether transit was granted, he con- 
tinued, the economy of the water services existed, that is, what- 
ever the cost of transportation over that water-and-rail route, 
it was precisely the same on a direct movement as on a trans- 
ited movement, except for the cost of transit that was published 
as a separate charge. 


Mr. Falbaum referred to recommendations made by W. M. 
Jeffers, former-rubber director, with respect to tariff protection 
for synthetic rubber production facilities established in the 
United States, which, he said, were brought to the attention of 
Congress in the course of the House debate on H. R. 3240, a 
bill to extend the President’s authority with respect to the 
making of reciprocal foreign-trade agreements. 


“Barge Lines will be denied the opportunity of participat- 
ing in the movement of synthetic rubber to meet this demand 
if the handicap on transit is continued,” said Mr. Falbaum. 
“Accordingly, we ask the Commission to direct removal of the 
discrimination in the transit arrangements which rail connect- 
ing carriers have established at interior stations.” 

On cross examination Mr. Falbaum was asked, among other 
things, if it was possible to save a full month’s storage charge 
in moving shipment by barge instead of rail. He said it was 
possible. 


Mississippi Valley Line Won’t Participate 


There was no possibility of the Mississippi Valley Barge 
Line Co. participating in the artificial rubber traffic on a basis 
of all-rail rates, testified M. C. Pearson, of St. Louis, in answer 
to a question propounded in the hearing before Examiner C. W. 
Griffin on No. 29307, and No. 29313, operating the Federal 
Barge Line, vs. Akron & Barberton Belt Railroad Co., et al. 
Mr. Pearson said he was traffic manager, rates and divisions, 
of the Mississippi Valley Barge Line Co. 


Mr. Pearson had just testified concerning the publication 
of transit privileges on rubber, artificial, neoprene, or synthetic. 
In answer to a question whether the terms and conditions gov- 
erning the transit privileges were the usual terms and condi- 
tions, he had said that they were, with one exception. That 
exception, he continued, was the rate application provided in 
notes to the applicable tariffs to the effect that “the through 
rate to be applied will be that applicable via all-rail routes 
from origin to final destination, via the transit station in effect 
on date of shipment from point of origin.” This, in effect, he 
said, prohibited the application of differential rail-barge-rail 
rates on rubber, artificial, neoprene or synthetic, that moved 
via a route involving Mississippi Valley Barge Line Co., when 
such tonnage had been stored in transit under these privileges. 

He answered in the affirmative a question as to whether, 
if there should be any rubber, artificial, that would move via 
the Mississippi Valley Barge Line that had received the benefit 
of these transit privileges, the all-rail rates would be applied 
thereon, rather than the going differential rail-barge-rail rates. 

Mr. Pearson was asked if the aforementioned exception in 
the application of rules and regulations that accompanied transit 
privileges was unusual, and replied that up until three or four 
years ago the exception had been unusual. Since that time, 
however, he continued, the railroads-had been making a per- 
sistent effort to restrict transit privileges to all-rail routes and 
rates. 


Asked whether the barge line had published storage-in- 
transit privileges on artificial rubber comparable with those 
published by the rail carriers, Mr. Pearson said his organiza- 
tion had publistied such privileges at Cincinnati, O., comparable 
with the privileges published by rail lines at that point, and 
that they were published to become effective July 7, in supple- 
ment No. 15 to the barge lines’ tariff No. 5-L. He said rubber 
interests had said they desired these privileges at the barge 
lines’ ports and that the barge line had been assured of their 
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use provided suitable storage facilities could be found at Cin- 
cinnati. 


No Cure for All Troubles 


In answer to a question whether that action on the part of 
the barge line would “effect a cure for all of your troubles,” 
Mr. Pearson said: 

“No, it would not. If a prospective shipper from Lake 
Charles to Akron, for example, knew before his shipment 
started that he would have to store it in transit at Cincinnati 
and we provided that storage privilege, he might select our 
route. But if any storage point other than Cincinnati were 
likely to be involved he simply would not use. our service on a 
parity with all-rail rates. In other words, on traffic as to which 
there is even a possibility that storage-in-transit would be nec- 
essary no shipper would use our service on a parity of rates,” 

The last witness was W. Albert Wilde, of St. Louis, traffic 
manager in charge of solicitation for the Mississippi Valley 
Barge Line Co., who said that the barge lines could not expect 
to attract traffic on a parity of rates with the railroads where 
“transit”? was involved. No shipper, he said, would elect to use 
a barge route unless he could get a differential. 


Corn Products Terminal Services 


The Corn Products Refining Co. has asked the Commission 
for reconsideration, further hearing, and postponement of the 
effective date of the Commission’s order in the 74th supple- 
mental report in Corn Products Refining Co., Ex Parte 104, 
Practices of Carriers, affecting Operating Revenues or Ex: 
penses, Part II, Terminal Services. In that proceeding the 
Commission found that the line-haul rates of respondent rail- 
roads did not include service beyond the interchange track at 
the company’s Argo, IIl., plant. 

The Commission’s findings, it says, ‘“‘are the result of state- 
ments and findings in the report which inadequately and incor- 
rectly summarize the testimony, and ignore much evidence 
which requires a contrary determination.” 

The company said the Commission had conducted an in- 
vestigation and held hearings in 1931 and 1932 with regard to 
switching at its Argo plant and that the facts that evidence 
did not then lead it to the conclusion that the railroads’ line- 
haul obligation terminated short of points of loading and un- 
loading within the plant. 

“For the twelve years since that time, petitioner and the 
railroads have proceeded in reliance upon the Commission's 
action,” it said. “They have conducted their business and had 
their relations, as, indeed, they have done since petitioner’s 
plant began operation in 1910, on the mutual understanding 
that the line-haul rates included compensation for the spotting 
services.” 


The company also said the report incorrectly and “un- 
fairly” reflected the evidence that was received at the further 
hearing, and cited statements of witnesses to the effect that 
switching at the plant was done promptly and efficiently, and 
of a Commission investigator to the effect that he had nothing 
to offer criticizing operation by the plant or the railroad. 


Texas & Pacific Refinancing 


The Texas & Pacific Railway Co., by an application, Finance 
No. 14958, has asked the Commission for authority to issue and 
sell $39,000,000 principal amount of its general mortgage and 
refunding mortgage bonds, series E. Explaining the nature of 
the application, the applicant said: 

“This application is for authority to retire all of applicant’s 
general and refunding mortgage bonds outstanding in the hands 
of the public by the creation and issuance of a new series of 
bonds under its general and refunding mortgage and indenture 
supplemental thereto. The entire proceeds of the sale of the 
new series, together with additional funds to be supplied by 
the applicant, will be used solely for the purpose of retiring 
applicant’s general and refunding mortgage bonds so outstand- 
Mas 2 
The T. & P. added it was seeking to take advantage of cur- 
rent favorable market conditions in order to achieve a reduc- 
tion in its fixed charges. The total outstanding bonds were 
shown as $40,956,000. 

New bonds, it said, would bear interest at a rate to be 
determined by the successful bidder for the bonds. It said that, 
under the terms of the proposed supplemental indenture, the 
series E bonds would have the benefit of a sinking fund into 
which it would pay on July 1, 1945, the sum of $390,000, and the 
same amount on each succeeding July 1, plus an amount e& ual 
to one year’s interest computed at the rate borne by the scries 
E bonds on the principal amount of all bonds of series E pre- 
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viously acquired through the operation of the sinking fund. 
The T. & P. said it would have the option of making such sink- 
ing {und payments in cash or in series E bonds theretofore 
purchased by it, or partly in cash and partly in such bonds. 
The T. & P. said the issuance of the proposed bonds would 
involve a reduction of debt in the amount of $1,956,000, and 
said a circumstance calculated to induce a favorable price was 
the applicant’s recent record of having reduced its funded debt, 
since 1942, by the purchase and surrender for cancellation of 
$8,044,000 of general and refunding bonds, among other things. 


G M. & O. Alton Purchase Plan 


Any opposition that might have developed with respect to 
the Gulf, Mobile & Ohio Railroad Company’s plan to purchase 
and operate the lines of the Alton Railroad Co., was elimi- 
nated as hearings opened, June 13, before the Commission’s 
examiners, R. R. Molster and W. P. Starr, in a consolidated 
proceeding involving Finance No. 14931, in which G. M. & O. 
asked for authority to purchase and operate the Alton, and 
Finance No. 14932, in which it sought authority to issue the 
necessary stocks and bonds (see Traffic World May, 19, p. 
1307, and May 26, p. 1386). . 

Four railroads presented petitions to intervene in the 
proceedings, but three withdrew their petitions when Y. D. 
Lott, attorney for the G. M. & O., stated that it was his rail- 
road’s plan to leave open the existing gateways for operation 
on joint through rates. The Frisco, Illinois Central, Chicago & 
Eastern Illinois, and Cotton Belt (St. Louis & South Western) ; 
petitioned for intervention, and all withdrew except the Cot- 
ton Belt. 

Mr. Lott then called his first witness, Frank M. Hicks, 
G. M. & O. executive vice-president, who asked for a speedy 
consummation of the plan, saying that when acquired, the 
Alton properties would become a part of, and not merely an 
adjunct to, a strong railroad company, and that the public, 
dependent on the Alton for transportation service, would be 
afforded assurance of the permanence and stability of the 
properties. 

The purchase plan, Mr. Hicks said, would form a new 
3,000-mile Gulf-to-Great Lakes system that would absorb the 
entire Alton properties extending some 959 miles between St. 
Louis and Chicago, St. Louis and Kansas City, Kansas City 
and Chicago, and Chicago and St. Louis. 

G. M. & O.’s northern terminus at East St. Louis, said 
Mr. Hicks, lacked only eight-tenths of a mile of making a 
physical connection with the Alton’s southern terminus, add- 
ing that arrangements already had been made to use the St. 
Louis Terminal Railroad Co. to joint the two properties that 
would then extend from Mobile, Ala., to Chicago. He said that 
the G. M. & O., now stopped its passenger trains in East St. 
Louis and used railroad-owned busses to reach St. Louis, but 
that, in the future, it would use the facilities of the St. Louis 
Union Station. 


Gulf, Mobile & Ohio’s post-war plans with regard to the 
location of new industries must necessarily await termination 
of the consolidation proceedings, testified Mr. Hicks who em- 
phasized that many large industries were now surveying loca- 
tions for decentralized plants. He said the two roads, operated 
as one, would be in a better position to attract these industries 
than either road operated independently. 

Consolidation of the two properties, he said, would affect 
some 13,000 employes of both companies. He assured the 
Commission that the new company would abide by the Wash- 
ington job protection agreement, a plan having the endorse- 
ment of the railroad employes’ representatives and the repre- 
sentatives of management. 


“We can conceive of no situation arising in this transac- 
tion and affecting employes which could not be resolved 
equitably under provisions of the agreement,” said Mr. Hicks. 


Employes’ Stock Purchase 


Describing a request for authorization to issue 50,000 
shares of the new company’s stock optioned to the manage- 
ment, Mr. Hicks said the plan was one whereby certain key 
employes in all departments of both railroads would be per- 
mitted to purchase the stock under an easy ownership plan. 
The idea, Mr. Hicks continued, would be to furnish an incen- 
tive to them by their efforts to make the stock more valuable 
and to instill in the employes an additional motive for keeping 
themselves informed on the company’s operations and prob- 
lems. Some 348 employes would receive benefits of the owner- 
ship plan, said he. 

Discussing his railroad’s history, Mr. Hicks said that in 
the early 1920’s, it was realized that, in order to survive, the 
railroad would have to be made a part of a through route. 

“Pursuant to that policy,” he continued, “operation was 
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extended through construction, acquisition, leasehold and 
trackage agreements, to New Orleans, La., and to Paducah, 
Ky., on the Ohio River, where connection was made with the 
Burlington. Later, in 1940, when the properties of Mobile & 
Ohio railroad were purchased at foreclosure sale and unified 
with those of Gulf, Mobile & Northern for ownership, manage- 
ment, and operation, development of the Gulf, Mobile & Ohio 
system as it is now constituted had been completed.” 

Obviously, Mr. Hicks said, in a unification of the size pro- 
posed, involving possible changes in operations and new prob- 
lems under new conditions, revisions would necessarily have to 
be made for one feason or another after the operations of the 
two companies were joined. When required, of course, he said, 
the railroad would expect to come back to the Commission for 
authority to make such changes. 

Mr. Hicks testified that G. M. & O. engaged in highway 
operations through its wholly owned subsidiary, Gulf Trans- 
port Co., and that Gulf, Mobile & Northern had been among 
the first railroads in the south to make use of highways 
paralleling its rail lines to bring about more efficient rail oper- 
ations and to afford its patrons the benefits of auxiliary and 
supplementary truck and bus service. 

The hearing before Examiners Molster and Starr followed 
a hearing held last month in Chicago by Examiner J. V. Walsh 
(see Traffic World, May 26, p. 1386), at which was discussed 
an amended plan of the Alton bondholders’ protective com- 
mittee that would give Alton bondholders $500 in four-per cent 
new income G. M. & O. bonds and 7% common stock shares 
for each $1,000 of bonds held. 


Position of Port Men 


Port officials of both New Orleans, La., and Mobile, Ala., 
favor acquisition of the Alton railroad by the Gulf, Mobile & 
Ohio, according to E. B. Devilliers, freight traffic manager of 
the G. M. & O., second witness to appear in the hearing on the 
G. M. & O. plan to purchase and operate the Alton, conducted . 
by Commission examiners in Finance Nos. 14931 and 14932. 

The proposed 3,000-mile Gulf-to-Lakes system, said Mr. 
DeVilliers, would for the first time give the port of Mobile 
single-line service into the important middle west trade terri- 
tory. Pointing out that the Illinois Central now serves the ter- 
ritory traversed by the two railroads, he averred that New 
Orleans shippers and receivers generally favored a second 
through route. Through the two aforementioned ports flowed 
10 per cent of all waterborne U. S. commerce, said he. 

Further effects of the proposed merger, said Mr. DeVilliers, 
would be faster merchandise car service into the south and 
southeast from the Chicago and Kansas City areas, and through 
passenger service between Chicago and Mobile. 


Improved Traffic Position 


Saying that G. M. & O. originated 50.6 per cent of its ton- 
nage and the Alton 42.3 per cent, Mr. DeVilliers offered an 
exhibit to demonstrate that a merger would improve the Alton’s 
traffic position. Combining the traffic would make for a diversi- 
fied tonnage and — a business that would better be able to 
withstand a general business recession, he said, adding that 
1,105 industries were dependent solely on the two carriers for 
service and that both companies served 40.24 per cent of the 
population of the seven states in which they operated. Con- 
sidering, he said, that the Alton was in bankruptcy, customers 
of its lines would, by means of the consolidation, obtain a more 
permanent and a stronger transportation facility. 

Earlier in the proceedings a representative of the Railway 
Labor Executives Association had filed a petition of interven- 
tion but had withdrawn it after Frank M. Hicks, executive vice- 
president of the G. M. & O., testified that the 13,000 employes 
of the two carrier systems would be protected under the 
Washington job agreement plan. 

A spokesman for the G. M. & O. who attended the hearing, 
related that Isaac Burton Tigrett, 65-year-old. president of that 
system, which now extends for almost 2,000 miles, had started 
his railroad career as president of the 49-mile Birmingham & 
Northwestern railroad in Tennessee. In 1911 Mr. Tigrett be- 
came president of the B. & N. W. and soon was elected a di- 
rector and later president of a neighboring railroad, the Gulf, 
Mobile & Northern, a predecessor of the present G. M. & O. 
It was explained that if the proposed consolidation with the 
Alton was approved by the Commission Mr. Tigrett would have 
accomplished his seventh amalgamation in a 38-year program 


having as its objective the building of a Gulf-to-Lakes trans- 
portation system. 


E. D. Scruggs, of Mobile, railroad operations and finance 
analyst retained by the G. M. & O., testified that the total book 
value of the Alton on April 30, 1945, was $77,183,296 and that 
the total book value of securities to be issued against it would 
be $38,600,000 or about one-half of the Commission’s valua- 
tion on an original cost basis—a “conservative set-up,” he 
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added. Under a theoretical balance sheet of the combined com- 
panies, continued Mr. Scruggs, the new company would have 
a net working capital of $14,692,470 and the long term debt of 
the new company would be only $20,582,994. This, he said, 
' also showed an unusually strong capitalization, with the com- 

pany’s working capital practically 50 per cent of its debt. He 
_ said that an estimated $400,000 would cover the reorganization 
expenses. 

The Alton trustee, said Mr. Scruggs, had proposed creation 
of a $15,000,000 bond issue to finance equipment purchases. He 
said that acquisition of the Alton by the G. M. & O. would offer 
an opportunity for interchange of equipment between the two 
carriers permitting its allocation where most needed. For ex- 
ample, he continued, as oil and gas have come to be more 
widely used in the territory served by the G. M. & O., the 
coal traffic has declined, and about 500 cars that were less than 
20 years old could be released by the G. M. & O. for coal 
hauling in the Alton’s territory. He said that about 700 old 
Alton freight cars and a number of gondolas could be trans- 
ferred to the G. M. & O. territory for ‘rough loading” in the 
lumber areas and new cars could be released for merchandise 
carriage on the Alton lines. The rough loading traffic on the 
G. M. & O. was heavy, said Mr. Scruggs, and old cars were 
adapted to this type of haul. 


Both Roads to be “Dieselized”’ 


Under the proposed plan, continued Mr. Scruggs, both 
roads would be “dieselized” for their principal services, al- 
though steam would still be extentively used for motive power. 
One other advantage of the consolidation, he said, would be 
that the Alton could cease renting about 30 cars for which 
it could get replacements from the G. M. & O. 

Total fixed charges of the combined system would be 
$1,463,590 for the four years, 1945-49, Mr. Scruggs estimated, 
adding that this compared with $1,405,493 estimated average 
fixed charges for the 10 years, 1945-54, and explaining that the 
figure for the four years was about the same as that allowed 
by the Commission in the acquisition by the Gulf, Mobile & 
Northern of the Mobile & Ohio in 1940. 


Engineering Studies 


Referring to two separate studies made by different en- 
gineering firms, Mr. Scruggs said that in each study it was 
estimated that the’ Alton would have received upwards of 
$600,000 additional income had it been an independent operator 
instead of under the control of the Baltimore & Ohio railroad. 


Examiner Molster interrupted to ask whether, if that were 
the case, would not the Alton be in a better position as an 
independent operator than as a part of the G. M. & O. system. 


There was a difference between the two situations, ex- 
plained Mr. Scruggs. As an independent carrier, he continued, 
the Alton would have been in competition with the B. & O. 
at certain points for long-haul traffic, but under the B. & O. 
control certain traffic that might have provided the Alton with 
a longer haul by being routed to other roads was routed via 
B. & O., with consequent shorter haul for the Alton. On the 
other hand, he said, the Alton, if taken over by the G. M. & O., 
would be an integral part of a north-south system and that 


there had been very little competition for traffic between the 
two systems. 


Louis Boehm, of New York, counsel representing the Chi- 
cago & Alton bondholders’ protective committee, reviewed the 
Alton equipment situation, saying that there had been a 75 
per cent decrease in freight-car equipment between 1931 and 
1943, and that’ the bondholders some time ago had reached 
the conclusion that because of this situation, among other 
things, it would be necessary for the Alton to “tie up” with 
some other system. He said that the committee had taken 
up the proposition of a merger with such roads as the Burling- 
ton, Santa Fe, and Wabash, but that they were not interested. 
He commented on the conservativeness of his committee’s 
plan as compared with other plans and said he was present 
at the negotiations held in New York between the committee 
and President Tigrett and other G. M. & O. officials when the 
consolidation of the latter with the Alton was proposed. He 
described the meeting as an “arms-length negotiation.” 


“Conservative Capitalization” 


Mr. Boehm called as the last witness, Patrick B. McGinnis, 
of New York, who was identified for the record as a specialist 
in railroad reorganization problems serving as adviser to the 
C. & A. bondholders’ protective committee. Reviewing the 
Alton’s financial history, Mr. McGinnis said that from 1912 
to 1940 there were only two years, 1923 and 1925, when the 
railroad covered all its fixed charges and that its total debt 
in 1917 was $93,000,000. He said he had recommended the 
merger and had been present at the negotiations referred to 
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by Mr. Boehm. Under the proposed plan, he said, the bond- 
holders would receive two-thirds of the interest that they 
would have obtained under the “old deal’? and over-all fixed 
charges would not be increased. He predicted that Alton stock 
now selling at $27 % a share would be selling at $40. Within 
a reasonable period, he continued, the G. M. & O. credit should 
be rated as “AA,” which was about as high as railroad credit 
could go. The capitalization after the merger, he said, would 
be one of the most conservative in the country. 

Examiner Molster recalled Mr. Hicks,.G. M. & O. executive 
vice president to clear up certain questions relating to the status 
of employes who might be affected by the merger. Mr. Hicks 
said that all employes had been retained when the G. M. & N, 
and the M. & O. were consolidated and that the G. M. & O, 
expected to do the same in the present instance. He said that 
under the merger the system’s general offices would be main- 
tained in Mobile and that this would involve moving the 
Alton’s accounting offices from Chicago to Mobile. There were 
210 employes in the Chicago office, he continued, and they 
would be offered jobs in the Mobile office. It was customary, 
he said, to take up each case separately and to pay the moving 
expenses of employes. That had been done at the time of the 
G. M. & N.-M. & O. merger, he said. 

Examiner Molster pointed out that since that merger the 
Transportation Act of 1940, containing new provisions with re- 
spéct to employes, had been passed and that the Commission 
would have to consider the status of employes in the light of 
the present law. Mr. Hicks replied that regardless of changes 
in the law or procedure with respect to employes it was his 
company’s intention to see that they were protected. He added 
that at the time of the merger in 1940 the Mobile & Ohio’s 
accounting force had been moved from St. Louis to Mobile 
without loss of a single job. 

After representations made by attorneys for the G. M. & O, 
and the interveners, Examiner Molster announced that there 
would be no proposed report and no briefs, and that the case 
would go directly to the Commission. 


Bus-Rail Affiliation Question 


The Greyhound Corporation and the Central Greyhound 
Lines, Inc., Cleveland, O., have petitioned the Commission, in 
MC F-2593, Greyhound Corporation—Control; Central Grey- 
hound Lines, Inc.—Control and Merger—Enders’ Bus Lines, 
Inc., for a further hearing in the proceeding to demonstrate 
that Central Greyhound is not affiliated with the New York 
Central Railroad Co. within the meaning of section 5(6) of the 
interstate commerce act and that it is not reasonable to believe 
that the affairs of Enders’ Bus Lines, Inc., Benton Harbor, Mich., 
control of which the applicants seek to acquire, will be man- 
aged by the applicants in the interest of the New York Central. 


In a proposed report in the instant proceeding, Examiner 
William. L. Fulton had recommended that the Commission deny 
Central Greyhound’s application for authority to acquire con- 
trol of Enders, through purchase of capital stock, and to merge 
Enders’ operating rights and property into Central Greyhound; 
and that it deny Greyhound Corporation’s application for au- 
thority to acquire control of such operating rights and property 
through the merger (see Traffic World, May 26, p. 1379). The 
examiner had further recommended that the Commission find 
that Central Greyhound was affiliated with New York Central 
and that the record was devoid of evidence showing how the 
transaction considered would enable New York Central to use 
service by motor vehicle to public advantage in its operations 
and would not unduly restrain competition. Continuing, the ap- 
plicants said: 


We contend that the facts of the relationship between Central Grey- 
hound Lines, Inc., and the New York Central Railroad Co. are such 
that no reasonable man could conclude that these two corporations are 
affiliated within the meaning of section 5(6). We propose to.show, if 
further hearing in this proceeding is granted, that the ownership of 
stock by the New York Central Railroad Co. is purely for investment 
purposes; that representation of the railroad upon the board of directors 
of Central Greyhound Lines, Inc. is consistent with the investment 
owned by the carrier; that Central Greyhound Lines, Inc., is controlled 
by and its policy is dominated by the Greyhound Corporation in which 
no railroad has any interest; that Central Greyhound Lines, Inc. 
furnishes keen competition to the New York Central Railroad Co. im 
the transportation of passengers; that where Central Greyhound Lines, 
Inc. has an alternative to interchange passengers with the New York 
Central Railroad Co. or a motor-bus carrier, it, by preference, inter- 
changes with the latter, whether such motor-bus carrier is a member 
of the Greyhound system or not; an@ that Central Greyhound Lines, 
Inc. has in no way subordinated its interests to those of the New 
York Central Railroad Co. 


The applicants contended that the mere fact that a rail road 
company owned a minority interest in the voting stock of 4 
motor carrier and was represented on such a carrier’s board of 
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directors did not in and of itself constitute reasonable grounds 
for concluding that the motor carrier could be or would be 
managed in the interest of such carrier by rail. on ; 

“We submit that the only manner in which a finding in this 
respect may be reached is by consideration of all elements and 
factors relating to management,” said the applicants. “Evidence 
of this character was not introduced in the hearing held on this 
application because applicants had no reason to believe that 
mere ownership by the railroad of a minority interest of the 
stock of Central Greyhound would raise the question of affilia- 

If further hearing was granted, continued the applicants, 
it would be their purpose to make a complete and all-inclusive 
disclosure of their financial relationship, operating practices, 
management policies, and methods of policy formulation, The 
applicants averred that on the basis of those facts they believed 
the Commission could not find that Central Greyhound was or 
would be managed in the interests of New York Central and 
that it was therefore not affiliated with New York Central 
within the meaning of section 5(6) of the act. 


Motor Irregular Route Inquiry 


The Irregular Route Common Carrier Conference of the 
American Trucking Associations, Inc., has submitted to the 
Commission two volumes of exceptions to the tentative report 
by division 5 in MC C-246, Transportation Activities of Brady 
Transfer & Storage Co., an investigation having as its prin- 
cipal objective a determination of distinctions between regu- 
lar-route and irregular-route service of motor carriers, in view 
of representations in the case of Brady Transfer & Storage 
Co., a motor carrier limited to service over irregular routes, 
that that carrier has operated between certain points, over 
definite routes, with such frequency and regularity as to ac- 
quire the status of a regular-route carrier, without obtaining 
authority from the Commission for such change of status (see 
Traffic World, Dec. 30, 1944, p. 1676, and May 26, p. 1385). 

One volume of the irregular-route conference exceptions, 
covering 132 pages, set forth the exceptions taken and the 
argument in support thereof; the other volume, covering 121 
pages, contained appendices referred to in the first volume. 

It was the position of this conference that the Commission 
should reject the tentative report by division 5, that the pres- 
ent operations of Brady Transfer were within the limits of 
that carrier’s certificate, and that the Commission had no au- 
thority, under the law, to specify or to limit the quantity of or 
method of performing the service that might be conducted by 
a carrier holding an irregular-route certificate, in the trans- 
portation of the commodities authorized between the points 
and the territories specified in such certificate. 


The conference cited the limitations proposed by division 
5 as to irregular-route motor service, under the headings of 
“predetermined plan,” “character of traffic,” “solicitation,” 
“terminals and call stations,” “fixed routes,” “periodicity of 
service,” “fixed termini,” and “schedules or their equivalent,” 
and said that division 5 did not consider each separate prac- 
tice, other than a fixed periodicity, as unauthorized by an 
irregular-route certificate, but considered those practices un- 
authorized only when found in combination. 


Meeting Needs of Shippers 


“Restrictions as to quantity, periodicity and schedules 
would prevent the carrier from rendering to all shippers the 
service rendered to a particular shipper,” said the conference. 
“That is to say, if Brady provides an overnight service by the 
most direct route from Minneapolis-St. Paul to Fort Dodge for 
shipper A today, the Commission has no power to compel 
Brady to discriminate against shippers B, C and D by refusing 
them precisely the same service tomorrow, the day after to- 
morrow and the day after that.” 

Since Brady was an irregular-route carrier, the confer- 
ence said, there could be no question but that Brady had a 
right to use any and all highways between the Twin Cities, on 
the one hand, and Fort Dodge and Spencer, Ia., on the other. 
It added that this included the right to use the shortest high- 
Way and that the evidence indicated the highway Brady used 
was considerably shorter than any other available route. 
“Under such circumstances,” the conference continued, 
‘Brady should be expected to use the same highway, trip after 
trip, between his authorized points. Such plainly is the right 
of any carrier authorized to operate over irregular routes. 
Any order in this proceeding purporting to modify the Brady 
certificate as to the highways which he may use would consti- 
tute a partial revocation of the Brady certificate, but that 
Cannot be done except in a proceeding under section 212. Con- 
Sequently, there is no theory of the law which would sustain 
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the right of the Commission in this proceeding to impose 
directions or limitations upon Brady’s use of highways.” 

The irregular-route conference averred, further, that 
there was no possible theory of the law to support the view 
that an irregular-route carrier might not have fixed termini 
at both ends of any run within its territorial authorization. 
The fundamental error in the tentative report by division 5, it 
said, was in the assumption by the division of an unauthorized 
power to limit the frequency and quantity of the service that 
Brady was entitled to render over irregular routes. No such 
power could be found in the words of the statute, it said. To 
show that Congress did not intend to grant such power to the 
Commission, it discussed at length the legislative history of 
the motor carrier act. 

The conference said the principle of the Brady case neces- 
sarily affected all irregular-route carriers, and added that 
operations by a very large number of its members disclosed 
practices similar to those of Brady. 


Southern Traffic League Brief 


The Southern Traffic League, in a brief on exceptions to 
the tentative report in the Brady case, said that its interest 
was in the preservation of an adequate and satisfactory supply 
of transportation, and that the tentative report by division 5 
“constitutes a long step in the opposite direction.” 

“The south needs the scheduled, periodic, dependable and 
satisfactory service rendered by the many substantial motor 
carriers serving that territory whose authority is to operate 
over irregular routes,” it said. “Every practice or criteria 
described in the tentative report is a characteristic of service 
that best cares for the public needs. To deprive the south of 
the service now available through a broad application of the 
principle of regulation set forth in the tentative report would 
be a calamity.” 

The league contended that, given sufficient traffic, the ir- 


. regular route carrier would necessarily operate under schedules 


or their equivalent; that only in this way could shippers be 
served adequately, and only in this way could the carrier oper- 
ate with efficiency and economy. 


Suggestions by Brady 


Brady Transfer & Storage Co., in its own brief on excep- 
tions to the tentative report, asserted that Congress had not 
adequately prescribed “criteria, tested by which the Commis- 
sion may lawfully classify the operations of this respondent,” 
and that Congress had not delegated to the Commission the 
power to make such classifications or to limit or restrict ‘the 
quality of public service furnished by a common carrier by 
motor vehicle between terminals authorized to be served, 
merely because the operation has been classified by the Com- 
mission as an ‘irregular-route’ operation.” 

“Under the ‘grandfather’ clause of the interstate commerce 
act,” said Brady, “respondent is vested with the legal right to 
conduct, without interference by the Commission, an operation 
of the character conducted by it on the critical date, with the 
right to increase its service as the development of the business 
or the demands of the public shall require.” 

Brady suggested that it might be wise for the Commission 
to abandon the whole idea of trying to establish distinctions 
between “regular” and “irregular” route operators, on the basis 
of the record now before it, and that the best thing to do would 
be to adopt the proposed report by Joint Board 146 in the 
Brady case, by which the recommendation was made that 
Brady be granted the right to operate over the considered 
highway as a regular route. 

“Thus,” it added, “a troublesome matter may be simply 
and summarily disposed of without official decision which might 
seriously affect substantial legal rights of many motor car- 
riers.” 

Views of “Regular” Conference 


The Regular Common Carrier Conference of the A. T. A., 
in a brief concerning the tentative report by division 5, sug- 
gested revision of the report so as to place greater emphasis 
on “the two fundamental and necessarily co-existent character- 
istics of regular route carriers as distinguished from irregular 
route carriers, i. e., regularity as to service and regularity as to 
routes used and termini served.” 

“Although division 5, by the issuance of the tentative report 
and its invitation for comment, is manifestly seeking light on 
the general question of the proper differentiation between reg- 
ular-route and irregular-route common carrier service, yet by 
the very nature of things, the order in the Brady case, if and 
when it becomes final, will and can directly affect no one 
except Brady,” said the conference. “It may possibly serve two 
other functions. One is to state principles or criteria by the use 
of which other irregular common carriers can determine for 
themselves the presence or absence of violation of their own 
operating authorities in situations where that question may 
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arise. The other is to establish a precedent which the Commis- 
sion may follow in future cases coming before it in which the 
same issue is presented. Hence the apprehension, often ex- 
pressed, that the final report in the Brady case will make over 
operating authorities at wholesale, is without foundation in 
fact or in law. The situation is one in which every similar case 
must stand upon its own facts, and each carrier affected given 
reasonable opportunity to present his individual case.” 

The Regular Common Carrier Conference said that the 
motor carrier industry had given much time and study to the 
types of services carrjers properly should be permitted to ren- 
der under operating authorities granted by the Commission and 
that the general views of the industry, as expressed in a report 
of the association’s carrier classification committee, outlined 
with precision the various “recognized” differences in services 
of “regular route” common carriers, on the one hand, and those 
of “irregular route” common carriers, on the other, and should 
be entitled to great weight in.a proceeding such as the Brady 
case. 

“No carrier should be permitted to change the essential 
nature and character of his operation at his own whim, without 
prior approval of the public agency in which has been vested 
the power and the duty to develop, coordinate and preserve a 
national transportation system,” the “regular” conference con- 
tended. 


Rail Traffic Routing in S. C. 


The Public Service Commission of South Carolina has is- 
sued a report and order in its docket No. 3742, Routing Between 
Points in South Carolina via Rail Carriers, prescribing basic 
principles and rules to govern the routing of freight traffic 
handled in rail service between points in South Carolina over 
rail lines within that state. 

Under the commission’s order in this proceeding (an in- 
vestigation instituted by it on its own motion), effective July 
30, it is provided that, except as the state commission may 
otherwise authorize, the lowest rate in effect via any route be- 
tween origin and destination of a shipment shall apply via all 
routes between such origin and destination which do not exceed 
190 per cent of the short distance route between such origin 
and destination for short distances of 150 miles or less, or 170 
per cent of the short distance route between such origin and 
destination for short distances over 150 miles, ‘‘provided, how- 
ever, that where the short distance route exceeds 150 miles but 
does not exceed 167 miles, the maximum circuity permitted 
shall be 285 miles.” 

This limitation as to rates and routes, the commission said, 
was not to be construed as abrogating any rate or rates that 
had been voluntarily established by the railroads to meet truck 
and water competition, “which rates have been restricted to 
specific routes under authority of the commission.” It prescribed 
a method of computing mileage rates for local or joint applica- 
tion if specific point-to-point rates (including group rates) were 
not in effect. 

The commission said that the South Carolina routing con- 
troversy had been before it and the state courts “off and on” 
for about 15 years. It said the trunk lines contended that if a 
single rail line served both origin and destination of a shipment, 
thus providing a single-line route from origin to destination, it 
should not be compelled to join in a route with some other car- 
rier between those points, but was entitled to its long haul. It 
concluded that that contention could not be reconciled with pro- 
visions of state law. 


- Porto Rican Forwarder Acquisition 


The Foreign Freight Carloading Corporation, of New 
York, N. Y., has asked the Commission to transfer to it the 
certificate issued to Porto Rican Express Co. in FF-121, the 
new corporation, according to the application, having been set 
up to perform only the activities subject to the regulation of 
the Commission. 

The authority to be transferred was described as forward- 
ing operations between the Port of New York and all United 
States ports south thereof on the Atlantic coast and all such 
ports on the Gulf of Mexico and on the Pacific coast, in con- 
nection with traffic being imported or for export; without limi- 
tation as to time, to forward general commodities from the 
Chicago commercial zone to the Port of New York, for export; 
and, also without limitation as to time, to forward imported 
general commodities from the Port of New York to points in 
Arkansas, Connecticut, Georgia, Illinois, Iowa, Kentucky, 
Maryland, Massachusetts, Michigan, Minnesota, Missouri, New 
Jersey, New York, Ohio, Pennsylvania, South Carolina, Ver- 
mont, Virginia, Wisconsin, and the District of Columbia. 

It was said in the application that the Porto Rican Com- 
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pany also engaged in ocean freight forwarding activities not 
subject to the jurisdiction of the Commission, export and im- 
port foreign freight services, and certain services wholly 
within Porto Rico. Because it was forced to maintain records 
relative to the operations under the jurisdiction of the Com- 
mission, and because of repeated confusion caused by certain 
of its activities other than freight forwarding under the Com- 
mission’s regulation, the application said it had been decided 
that the Porto Rican Company would be in a better position 
fully to conform to the Commission’s requirements if it set up 
a separate identity to perform only the regulated activities. 

It said the directors, officers and personnel of the trans- 
feree were the same as those of the Porto Rican Company and 
that the proposed transfer would have no effect on the interest 
of the company’s employes. 


FORWARDER PERMIT TRANSFER 

Carl E. Anderson, doing business as Western Freight Asso- 
ciation, Los Angeles, Calif., has filed an application with the 
Commission in FF-81, asking authority to transfer the operating 
rights covered by the permit of that number to Western Freight 
Association, a co-partnership. 

The co-partnership, according to the application, is com- 
posed of Mr. Anderson; Maury W. Latker, as trustee; and Leo 
E. Anderson, as trustee. A copy of the partnership agreement 
was attached to the application. 

The authority under the permit as described in the applica- 
tion permits forwarder operations from points in California to 
points in North and South Dakota, Nebraska, Colorado, Okla- 
homa, Texas, and points in the United States east of such states; 
and from points in Connecticut, Delaware, Illinois, Indiana, 
Kentucky, Maine, Maryland, Massachusetts, Michigan, New Jer- 
sey, New York, Ohio, Pennsylvania, Rhode Island, Tennessee, 
Vermont, Virginia, West Virginia and the District of Columbia 
to points in Arizona, California, Colorado, Idaho, Montana, Ne- 
vada, New Mexico, Oregon, Texas, Utah, Washington and Wyo- 
ming. 


RIO GRANDE MOTOR WAY STOCK 


In MC F-2873, the Rio Grande Motor Way, Inc., wholly- 
owned subsidiary of the Denver & Rio Grande Western Railroad 
Co., has asked the Commission for authority to issue $807,300 
of shares of common stock (8,073 shares, par value $100), for 
the purpose of “increasing capitalization to adequately finance 
operations,” with nearly $400,000 of the proceeds to be used 
to finance expansion of operations. 

According to the application, the stock will not be offered 
to the public, but will be purchased by the parent railroad, 
subject to the approval of the Commission. Attached to the 
application was an order of the federal court for the district 
of Colorado, entered in reorganization proceedings of the rail- 
road, authorizing purchase of the stock by Wilson McCarthy 
and Henry Swan, as trustees of the railroad. 

The purposes for which the net proceeds of the sale will 
be used are stated as follows: To fund income taxes due and 
accrued, $170,000; to retire notes payable, $96,625; to finance 
purchase of new equipment for replacement, $91,000; to replen- 
ish cash working funds, $50,000; to pay balance due on com- 
pleted construction $30,000; to finance equipment and facilities 
necessary for expansion of operations, $369,675. 


SEATRAIN COMPLAINT CASE 


The Pennsylvania and 11 other railroads, seeking to annul 
the Commission’s orders in No. 25727, Seatrain Lines, Inc., vs. 
Akron, Canton & Youngstown Railway Co. et al., in which the 
Commission prescribed through routes and joint rates over com- 
plainant’s and defendants’ lines, have filed a response consent- 
ing to the petition of Seatrain for modification of its petitions 
= —e order of Dec. 5, 1944. (See Traffic World, 

une 9. 

Seatrain had petitioned the Commission to vacate its order 
of December 5 as to those railroads, saying that, if those roads 
decided to restrict interchange with Seatrain at Hoboken, in- 
stead of agreeing to interchange at any point in the New York 
harbor, it preferred to forego the traffic of those railroads at a 
new terminal rather than be involved in protracted litigation. 
A temporary injunction suit filed by the 12 railroads has been 
pending for some months in the federal district court of Dela- 
ware. 

The Pennsylvania and the 11 railroads, in their response 
to the Seatrain petition, consented to entry of an order vacating 
as to them the Commission’s order of December 5. 


CRAIG TRUCKING RIGHTS 

Five groups of protestants in MC 55811, Sub. 2, Craig 
Trucking, Inc., Extension, have filed replies asking denial of 
the applicant’s request for reconsideration of the decision of 
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division 5, which denied its application (see Traffic World, 
May 12, p. 1240). 

All of the protestants united in saying that the two cases 
cited by the applicant, in support of its contention that the 
division had applied a “stricter and harsher” test of necessity 
in its case than in others, did not apply to the facts of the 
instant proceeding. They urged that the test to be applied in 
the case of an attempt to inaugurate an extension of service, 
such as was involved in the proceeding, was the adequacy of 
existing carrier service. Any business that might be obtained 
by Craig under the desired authority would, they said, be taken 
from the existing carriers. 

Replies were jointly filed by the following groups: Regular 
Common Carrier Conference of American Trucking Associa- 
tions and the Common Carrier Conference of Indiana, Inc.; 
Silver Fleet Motor Express, Inc., and Huber & Huber Motor 
Express, Inc.; Anderson Motor Service Co., and Viking Freight 
Co.; Motor Carriers Central Freight Association, Inc.; and 
Tarbet Trucking Co., and Delaware Trucking Co., Inc. 


NORTHWEST GRAIN RATE INVESTIGATION 


The Commission, by an order, No. 29335, Grain and Prod- 
ucts from Oregon, Idaho, and Utah to Pacific Coast, has insti- 
tuted an investigation into the rates and charges, and the rules, 
regulations, and practices, including transit, affecting such rates 
and charges, applicable to the transportation of grain from the 
states named in the title of the order. 

It was said at the Commission that Idaho grain producers 
had been complaining about high rates for about five years, 
claiming that they were discriminatory as to Idaho and prefer- 
ential to other sections. Attempts to obtain a voluntary adjust- 
ment on the part of the Union Pacific, it was said, had been 
unsuccessful. 

The investigation covers grain and grain products “to Puget 
Sound and Columbia River ports, and points in California, from 
points on the line of the Union Pacific Railroad Co. in Malheur 
and Harney counties in Oregon, and on main and branch lines 
of that carrier in Idaho east of Blakes, Ore., and south of and 
including New Meadows, McCall, Hill City, Ketchum, Mackay, 
Humphrey, and Trude, and in Utah south to and including 
Ogden, Salt Lake City, Park City, Keetley, and Wahsatch, and 
points in Idaho and Utah on branch lines from the main line 
running from McCammon, Ida., to Ogden, Utah.” 

The following railroads were made respondents: The Union 
Pacific; the Chicago, Milwaukee, St. Paul & Pacific; the Great 
Northern; the Northern Pacific; the Pacific Electric Railway 
Co.; the Southern Pacific Co.; the Spokane, Portland & Seattle 
Railway Co:; the Utah Idaho Central Railroad Corporation; the 
Bamberger Railroad Co.; the Sacramento Northern Railway; 
the Denver & Rio Grande Western; the Western Pacific; the 
Northwestern Pacific; and the Santa Fe. 


FISHERS ISLAND WATER APPLICATION 

The Fishers Island Navigation Co., of Fishers Island, N. Y., 
has asked the Commission in W-672, Sub. 2, for authority to 
make changes in an existing operation so that it may operate 
aS a common carrier of passengers and property, the specific 
authority to be added to be for transporting commodities gen- 
erally, except gasoline and explosives. The applicant said it 
desired to operate between Fishers Island, N. Y., and New 
London, Conn., two round trips daily winter schedule, and 
three round trips daily summer schedule. 


MONEY FOR O. D. T. 


The House has passed and sent to the Senate H. R. 3368, 
the war agencies appropriation bill for the fiscal year beginning 
June 1, containing an appropriation of $7,000,000 for the Office 
of Defense Transportation (see Traffic World, June 9). 

_ The amount of the appropriation for the O. D. T. was not 
discussed in the course of debate in the House on various items 
in the bill, but Chairman Sabath, of the House rules committee, 
chided the House appropriations committee for including in the 
bill a provision requiring that the O. D. T., in operating any 
Commercial railroad or truck line, pay whatever license or in- 
Spection fees and highway compensation taxes such line would 
have to pay under private ownership and operation. He said 
this was “the most unjustified provision” carried in the bill, 
that it was manifestly unfair and improper on the part of the 
appropriations committee to embody legislative matter in ap- 
Propriation bills, and that the chairman of the House committee 
on interstate and foreign commerce (Representative Lea, of 
California) objected to this provision. 

_. However, no amendment to delete this provision of the 
om reg submitted, and it remained in the bill as sent to the 
nate, 

The question whether the O. D. T. was obligated to pay 
State highway taxes and license fees in connection with its 


. the country—while refusing business the right of assemblage in 
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operation of midwestern truck lines placed under its control as 
a result of a wage dispute has been the subject of a controversy 
between O. D. T. officials and state officials over a period of 
several months. In testimony before the House appropriations 
committee, in its hearings on the war agencies appropriation 
bill, Director Johnson, of the O. D. T., said he would not pay 
such taxes unless Congress told him to do so. 


Travel Curtailment 


Following President Truman’s June 7 statement on_ the 
increasing seriousness of the transportation situation (see Traf- 
fic World, June 9), Director Johnson, of the Office of Defense 
Transportation, has paid the American public a “well deserved 
compliment” for the cooperation that, he said, had so far made 
travel rationing unnecessary, and announced a six-point volun- 
tary program designed to obviate rationing at this late stage 
of the war. 

Said Director Johnson: 


The redeployment of our armies from Europe to the Pacific—a four 
year’s job to be done in ten months—together with the enormous quan- 
tity of war material to be shipped to the Pacific, and the continued 
heavy loads to Europe, will make the transportation situation well 
into 1946 far more critical than at any time since Pearl Harbor. 

With an average of 300,000 troops arriving each month until April, 
1946, and more than that number on furlough at all times, there will 
not be a seat available on trains, buses or planes for any but the most 
essential travelers and even that cannot be guaranteed. 

For nearly four years we have studied all sorts of rationing plans. 
All have turned out to be expensive, cumbersome and of doubtful re- 
sults. American transportation has provided war-time service far above 
normal volume, and of a quality higher than that available in any other 
country at war. While transportation has been over-crowded and some- 
times delayed, no essential traveler has been unable to reach his des- 
tination and return. 

Even with the probable fifty per cent reduction in equipment avail- 
able to the public which military movements’ now require, I am confi- 
dent that an intensification of the cooperation and self-denial which the 
American public has so freely given up to the present, will make it 
possible for transportation to carry its enormously increased burden. 


The six-point O. D. T.: voluntary travel curtailment pro- 
gram was presented as follows: 


1. Ask yourself sincerely ‘‘Is this trip necessary?’’ It is not neces- 
sary if the trip does not help with the winning of the war, or if its 
purpose can be reasonably accomplished by telephone or correspondence. 

2. Vacation at home. The vacation season coincides with the peak 
of the military movement. 


3. Cooperate with the requests of the War Committee on Conven- 


tions. While local group meetings may still be held it may soon be 
necessary to curtail even these. 

4. Large users of transportation—sports, entertainment, commer- 
cial concerns and other enterprises—should re-examine their require- 
ments and reduce their travel to a minimum. As yet no formal restric- 
tions have been imposed but they will be if the need is indicated. 

._ 5. Shippers of freight and all industrial organizations should con- 
tinue to faithfully follow O. D. T. regulations. The limited supply of 
freight equipment must be completely utilized. Receivers of freight 
should operate on a six-day basis; load and unload cars without delay. 

6. Private motorists must keep their cars in good running condi- 
tion. Observe war-time speed limits. Tires, batteries, parts and 
mechanics continue in critically short supply. It will be years before 
the average motorist can buy a new car. With local transit facilities 
already overloaded, they cannot carry careless, carless motorists. 


Illinois Retailers Protest 


Objections of Illinois retail merchants to retention of travel 
restrictions by the Office of Defense Transportation with respect 
to attendance at merchandise displays and market events, after 
lifting of the ban on horse racing and dog racing, are set forth 
in a letter addressed to Representative Rowan, of Illinois, by 
Joseph T. Meek, executive secretary of the Illinois Federation 
of Retail Associations, the text of which has been inserted in 
the Congressional Record by Mr. Rowan. 

“We would like to ask your assistance,” Mr. Meek wrote, 
‘in straightening out the policy of the O. D. T. in. permitting 
racing—the assembling of thousands of people at such races 
and the transporting of horses, jockeys, and equipment all over 


the buying of merchandise congregated at hotel-room displays 
and market events. 

“It seems to us there is a strange discrepancy in government 
philosophy in permitting racing and not market events. Possibly 
the best thing retailers and manufacturers could do would be 
to arrange market events in cities and towns near where racing 
events are held... .” 

Mr. Meek said retailers had nothing against horse racing, 
but that they did know that horses did not walk from track to 
track. His letter continued, in part, as follows: 


They (the retailers) know, and O. D. T. ought to know, that the 
future of our country depends upon orderly distribution for sound re- 
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conversion—to avoid widespread unemployment through getting the 
goods and selling them to create jobs. Everyone knows that inventories 
are at the lowest point in years. It should be realized that to build 
up those markets during the reconversion period now beginning re- 
tailers must go to market. . .. It is nothing short of tragic to deny 
the right of assembly to business bent on a gigantic reconstruction 
program. . 


Mr. Meek suggested that merchants taxed transportation 
more heavily by making single trips to nfany suppliers than by 
going to markets. 


Export Grain at New Orleans 


The Office of Defense Transportation has ordered that all 
grain shipments entering the port of New Orleans by river 
barge or railway car must have O. D. T. permits, and also has 
appointed a port advisory committee charged with developing 
“ways and means of increasing the grain movement through 
the port.” 

“The O. D. T., these last few months, has been given the 
job of moving an enormous amount of grain from the interior 
to Atlantic and Gulf ports for export to our armies and allies 
overseas,” said Director Johnson, of the O. D. T. ‘““New Orleans 
can be one of the most useful grain ports in the nation. Its 
public grain elevator is constructed to permit the simultaneous 
discharge of railway cars and barges and the loading of ships. 
Located on the Mississippi River, it should be able to handle 
considerable portions of the entire grain crop of the Mississippi 
Valley in barges, and thus release a large number of critically 
needed railway cars for other uses.” 

O..D. T. said the advisory committee, representing various 
agencies and organizations, consisted of the following: F. S. 
Keiser, associate director, O. D. T.’s railway transport depart- 
ment, chairman; Victor Parvin, district port director, O. D. T.’s 
railway transport department, vice chairman; A. W. Kitto, 
assistant director, O. D. T.’s waterways ‘transport department; 
S. J. Webster, War Shipping Administration; Col. D. C. Howell, 
New Orleans Port of Embarkation; O. C. Olsen, Board of Com- 
missioners, Public Grain Elevator; W. J. Strauven, and W. B. 
Fox, New Orleans Board of Trade; C. B. Raunch, Commodity 
Credit Corporation; C. F. Schully, Association of American 
Railroads; and J. P. Kenny, American Waterways Operators, 
Inc., all of New Orleans; and C. D. Sturtevant, War Food Ad- 
ministration, Chicago. 

Applications for permits authorizing the transportation of 
carload shipments of grain, in bulk, to New Orleans, La., by 
rail, should be addressed to O. S. Schully, 907 Carondelet Bldg., 
New Orleans 12, La. Applications for permits for the trans- 
portation of carload shipments of grain, in bulk, by barge, 
should be addressed to A. W. Kitto, assistant director, Inland 
Waterways Division, Waterways Transport Department, Office 
4 oe Transportation, Canal Bank Bldg., New Orleans, 

, La. 

Such applications should show the loading point and quan- 
tity of grain to be shipped, the approximate date the grain will 
arrive in New Orleans if a permit were issued; the name of the 
consignee, and the purpose for which the grain is to be trans- 
ported to New Orleans. 

The order, O. D. T. general order No. 51, according to 
the O. D. T., was designed to bring about a more efficient 
handling of grain through New Orleans, and was made neces- 
sary by the receipt of rail and water grain shipments beyond 
the rate at which grain was being handled through the elevators. 


Car-Icing Ice Prices 


A new method of adjusting individual maximum prices 
for railroad car-icing ice was announced June 12 by the Office 
of Price Administration. 

Effective June 18, 1945, sellers and purchasers of car-icing 
ice are permitted to enter into agreements for upward adjust- 
ments in maximum prices to cover the seller’s increases in 
labor costs in the most recent twelve months over his normal 
fiscal year ending nearest to April 30, 1942. 

“The amount of the adjustment, however, is limited- to 
20 per cent of the April, 1942, ceiling price or $1 a ton, which- 
ever is lower,” said the O. P. A., adding: 


In such adjustments, the purchaser must agree to absorb the pro- 
posed increases without reflecting it in his own maximum charges for 
refrigerated transportation, services or sales. 

Applications for price adjustments must be filed with the Transpor- 
tation and Public Utilities Division of the Office of Price Administration, 
Washington 25, D. C. Such adjustments become effective automatically 
20 days after receipt of the application by the Transportation and Pub- 
lic Utilities Division unless the requested ceiling price is specifically 
disapproved or modified, or additional information from the applcant 
is requested by O. P. A. during that time. 
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The present critical food supply situation makes essential the pro- 
vision of adequate ice supplies for the preservation of perishable food 
products in transit. Normally around 20 per cent of all ice is used 
for food preservative purposes. 

Previously ceiling prices fgr car-icing ice generally were the hich- 
est prices charged in April, 1942, or those existing under firm con- 
tracts entered into before October 1, 1941. As a whole, they are the 
lowest prices of any classification of sales in the industry. 

Because of heavy war-time demand for ice by most classes of ice 
users, higher car-icing ice prices are required in some cases to prevent 
diversion of supplies from the car-icing field to classes of users with 
higher ceilings. 

Establishment of a maximum price of $3 per ton for car-icing 
ice also was announced. O. P. A. said only a few sellers have ceiling 
prices of less than $3 per ton, and they may increase their ceiling prices 
up to this figure without application for an adjustment to the price 
agency. They must, however, notify their O. P. A. district offices of 
the change in their maximum prices. 

(Amendment 10 to Maximum Price Regulation No. 154, as amended 
—Ice—effective June 18, 1945.) 


Increased Potato Minimums 
The Traffic World Washington Bureau 


In order to insure movement of the country’s bumper crop 
of early potatoes and to conserve the limited supply of re- 
frigerator cars, the Office of Defense Transportation has an- 
nounced an increase in the minimum loading required for that 
commodity. 

Last year and in previous years, on request, said O. D. T., 
it allowed the growers and shippers to load early potatoes on 
a 30,000-pound minimum a car. This year, continued O. D. T., 
with the assistance of the groups and shippers in California, 
the minimum has been raised to 40,000 pounds a car, effective 
June 12, and in the southern and eastern states, to 36,000 
pounds a car, effective June 16. 

Based on a production figure of 64,000,000 bushels of early 
potatoes to move, the new minimum will use approximately 
25,000 cars fewer than would have been used had the previous 
minimum loading remained in effect, said O. D. T. 

The O. D. T. said this saving of refrigerator cars, with the 
resultant enormous saving in transportation of the empty cars 
to the fields and the loaded from the fields to market, will be 
very helpful in the war effort and has been brought about by 
the patriotic wholehearted support of the growers and shippers. 


ROLLING STOCK URGENT RATING 


“Moving to overcome a lag in freight car production that 
is handicapping the nation’s railroads as they face their heav- 
iest war burden—the redeployment of troops from Europe to 
the Pacific—the War Production Board has placed the entire 
freight-car manufacturing industry, the entire railroad-brake- 
shoe manufacturing industry, the entire chilled-railroad-car- 
wheel manufacturing, industry and certain malleable iron and 
steel foundries manufacturing components for locomotives and 
freight cars on the National Production Urgency List,” W. P. B. 
said June 12 

The step provides plant urgency ratings of the third band 
or better for 112 plants located in 17 states and will open the 
way for similar elevation in manpower ratings. Generally 
speaking, only direct military producers have higher ratings. 

W. P. B. officials explained that their decision was based 
on surveys that indicated that the mounting car shortages 
might constitute a serious threat to both war and civilian ship- 
ments by late summer and remain so in the fall and winter 
months. Continuing, W. P. B. said: 

These shortages did not become troublesome until October, 1943. 
the maximum shortage for the year being 5,013—largely box cars for 
the movement of grain. In 1944, however, they became continuous, with 
maximum shortages of 7,926 and 7,614 being reported for the weeks 


ending February 2 and October 28, respectively. The shortages last 
year also were largely of box cars. 

This year the situation has been much more serious. Aggravated 
by the snow blockade during the late winter months, the shortages 
reached a high of 19,397 cars in mid-March, and the current shortage 
is somewhat more than 10,000 cars, according to the most recent figures. 


oO. P. A. DIRECTORY 


The fifth edition of the Directory of Commodities and Serv- 
ices, containing about 10,000 major commodities and services 
now under price control, as well as other up-to-date information 
about the Office of Price Administration, may be obtained by 
interested persons at the cost price of $1.25 which includes six 
monthly supplements to follow. All requests must be made to 
the Superintendent of Documents, Government Printing Office, 
Washington, D. C. 

The directory is designed to aid industry and the general 
public in keeping abreast of price regulations and in making 
ready contact with key persons in the operating units of the 
national office of O. P. A. that handle each price control pro- 
gram. 
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Johnson on Transport Shortage 


O. D. T. Director Says Grain Movement Better Than 
Expected—Pullman Travel to Be Cut 
75 Per Cent at Military Peak 
By LEWIS W. BRITTON 


e In a press conference June 12, called by Director Johnson, 
of the Office of Defense Transportation, because, he said, 
he was alarmed at some information that had been published 
about the grain car situation, questioning by reporters elicited 
the director’s opinion that civilian travel on Pullman cars 
would be cut by 75 per cent, and on coaches by 10 or 12 per 
cent, in the peak period of military travel, estimated to last 
from August of this year to April of 1946. 

The conference was attended by J. J. Pelley, president 
of the Association of American Railroads, and W. C. Kendall, 
chairman of the association’s car service division. 

The immediate cause of the conference was a newspaper 
story from Kansas City saying that only 31 cars of wheat had 
been shipped out of El Dorado, Okla., up to June 8. This story, 
Director Johnson said, was “completely wrong in fact.” 

Before dealing with the El Dorado situation specifically, 
the O. D. T. head said it was not news that grain had been 
dumped on the ground. He said there never had been a harvest 
year when there was not some grain on the ground. He quoted 
from a statement made by him before the War Production 
Board in February in which, he said, he had prophesied some 
things that would happen this year because of the amount of 
equipment and manpower needed to move 10,000,000 bushels 
ot grain then stored in lake ships at Buffalo, and the imma- 
ture, damp corn that was in 2,500 elevators in the midwest 
and the northwest. He said he told the W. P. B. that, before 
those tasks had been completed, the southwestern grain would 
be ripe and ready to harvest, and that midwest grain would 
be ready for transportation before the southwestern grain was 
moved, adding that when there was a good crop the north- 
western grain was not customarily moved until April of the 
following year. 


The director said his prophesies were “to some extent’ 
accurate. The movement of grain, he continued, had been far 
better than O. D. T. had expected it would be when he made 
his statement in February to the W. P. B. 


The El Dorado Situation 


Referring to the El Dorado story, Director Johnson said 
that point was served by one railroad—the Frisco. On the 8th 
of June, he said, there was a train wreck involving a train that 
was hauling 17 empty box cars to that point. From the El 
Dorado district, he said, 12,787 cars of wheat had been moved 
in 1945, as compared with 8,720 in 1944. He said he did not 
know why any one should be “violently disappointed” in the 
El Dorado situation. He added that grain had been dumped 
on the ground in 1944, 1943, and 1942, and that it would be 
dumped on the ground “next year” if there was a crop like 
last year’s. 

Some one, he said, was not satisfied with the Reed-Wheeler 
committee deliberations on the subject of grain cars. He said 
elevators were blocked sometimes not because of want of cars, 
but because the market was not “right” for the people who 
owned the grain. He said that ‘perhaps when you control the 
movement of grain by permits, people who buy and sell and 
watch markets, cannot move it as they please: that might 
make them disgruntled.” 

Director Johnson said that, since May 29, when the wheat 
movement started in the El Dorado area, 242 cars had been 
shipped. He said the O. D. T. was very much worried about 
other things than wheat. He said the country had had several 
bumper crops, the first of which had to be stored on the ground 
because there was no storage space at a time when transpor- 
tation was “easy” and when it was no trouble to haul the 
Wheat as fast as there was place to put it. The next bumper 
crop, he said, encountered a lack of manpower to unload it, 
adding that “today we are loading it faster than we can sack 
it,” and faster than it can be unloaded in Europe. Barges were 
awating unloading at New Orleans, he said, referring to the 
embargo placed on the barge and rail movement of wheat to 
that port (see elsewhere in this issue). 


Box Cars to the West 


The O. D. T. director said that, from February 19 to May 3, 
93,686 loaded and empty box cars had been delivered to western 
lines in excess of receipts of eastern lines. On June 1, he added, 
the central western railroads had 160,096 box cars on their lines, 
or 113.8 per cent of their ownership, as compared with 150,923 
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on June 1, 1944, 104.7 per cent of ownership. The southwestern 
roads had 60,815, or 111.4 per cent of their ownership on June 1, 
as compared with 53,168, or 93.4 per cent a year ago, he said. 
These lines, according to figures quoted, showed an increase in 
the number of box cars on line June 1 as compared with 
March 15, while the director said the eastern lines had had 
188,193 cars on line on the earlier date, with only 152,176 on 
June 1. These figures, he said, were ‘‘almost normal.” 

He continued by saying that the “biggest box car shortage 
in the history of the country occurred in the first three months 
of this year.” He added that in 14 weeks of last year the 
country had a greater box car shortage than at present. As an 
offset, he said, the railroads were “running two or three years 
out of the box cars every year,” and that the percentage of 
Class A cars to the total box cars was very low. 

Director Johnson said the eastern roads were still under 
a quota requirement to furnish empty cars to the western lines, 
adding that it was a fluctuating quota, governed by each week’s 
circumstances. 

Certain railroads, he said, had increased their grain loadings 
as compared with 1944, and cited the following: Santa Fe, 89.7 
per cent; Rock Island, 46 per cent; Burlington, 56 per cent; 
Union Pacific, 43.6 per cent; Great Northern, 54 per cent; 
Northern Pacific, 23 per cent; Missouri Pacific, 51.5 per cent. 


The Transport Job Ahead 


After referring to the much reduced number of locomotives, 
freight cars, passenger cars, and manpower available in the 
present war period as compared with World War I, Director 
Johnson said the railroads, in 1944, carried 333,000,000,000 ton 
miles more, and 54,000,000,000 passenger miles more than in 
1918, and added that he “expected some things to wait a while 
now and then.” 

“With that shortage of equipment,” he continued, “we have 
massed the most powerful army in Europe the world has ever 
seen. There never has been an army to compare with it in 
equipment, in striking power, and in mobility. Now we propose 
to move it transcontinentally in 10 months.” : 

Director Johnson said the redeployment would mean six 
or seven moves per man, plus furlough travel. He said that, 
with 350,000 soldiers on leave ‘all the time,” civilians would be 
deprived of 75 per cent of thé Pullman cars and 10 to 12 per cent 
of the day coaches. The nation, he said, was going to have 
great difficulty in transacting its necessary business. 

Directing attention to the fact that the movement west 
would be on seven transcontinental lines, the O. D. T. head said 
the possibility of a civilian’s getting west of the Mississippi 
River before July 1 of next year would be “almost nil.” It 
would not be difficult to come east by train, air, or bus, he 
said, because the war movement to the west would be a one-way 
movement. In contrast, he said the railroads had “somehow” 
managed to make a two-way movement out of the necessary 
transportation to the east for the war in Europe. 

He said the O. D. T. would do all that was necessary to 
keep the business of the country moving, since the war could 
not be won without that movement. But those indulging in 
“idle traveling’’ would have to keep off the trains, he said. 


Rationing Discussed 


Asked about possible rationing of travel, he said the O. D. T. 
had contemplated it. for three years, but that he was still of the 
opinion that it would be a source of “headaches and heartaches.” 
He complimented the people of the United States for not using 
the trains, adding that there was about 6 per cent less passenger 
travel this year as compared with 1944 when, he said, ‘“‘we had 
about reached the saturation point.” 

He said three out of four passengers would have to forego 
travel, and added that people who persisted in trying to travel 
would be “left standing some place.” He said there were people 
in Florida who were still waiting to get home. He said the man 
who had necessary business to conduct for the nation had to take 
his chance with the casual traveler. 

Contrasting the military movement necessary under present 
army plans, Director Johnson said it had taken 38,500,000 “man 
moves” to put our army in Europe in four years, and that it 
was now proposed to make 20,000,000 “man moves” in 10 
months. 

He said that war production had been cut to 60 per cent. 
Previously, he added, 25 per cent of war production went to the 
Pacific. Now, he said, all of it would go to the Pacific, so that 
“you have twice the amount going to the Pacific.” The peak 
of the movement west would, he said, come when our men 
were fighting in the Pacific, as he said it had come in the period 
of the “Belgian bulge” in Europe. 

In answer to a question, the O. D. T. director said there 
had been a 60 per cent reduction in convention travel and a 20 
to 30 per cent reduction in travel for sports. He said that, if it 
became necessary to control baseball travel, that would have 
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When store shelves 
are filled again 


HERE’LL come a day when department stores, 
groceries, and other retail shops will again be 
filled with the clothing, domestic appliances, food, 


and the many other products all America needs. 


But how will millions of tons of these articles be 
carried quickly and inexpensively to hundreds of 
cities and towns when the green light is given on 


peacetime production? 


The answer: By railroad! For only your railroads 
have the capacity and equipment to provide the low- 


cost mass transportation that will be required. 


The Erie, as a progressive railroad, will continue to 
use training, research, engineering ingenuity and 


advanced technology to further improve its service. 


Erie Railroad 
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to be done by denying the teams ball parks in which to play, 
as conventions had been denied hotel space. 


Statement on Grain Situation 


A statement made available at the press conference said 
that the Frisco handled 606 cars of grain and grain products 
from El Dorado in the week of June 2, last year. This year, 
it said, 1,101 cars were shipped. In the week of May 26, it said, 
1.055 cars were handled this year, compared with. 782 last 
year. The statement contained a general review of the situa- 
tion. It said in part: y 


Up to June 2, railroads have hauled 1,018,300 cars of grain and 
grain products in 1945. In the same period last year 1,008,246 cars were 
handled—until this year, an all time record. In addition, the waterways 
now are carrying 10 per cent more grain than in 1944, 

This year’s grain crop will be the fourth consecutive record-breaker. 
And it must be hauled at a time when the nation’s transportation, due 
to the war shift from Europe to the Pacific, is at the most critical stage 
since Pearl Harbor. With a continuing shortage of both cars and man- 
power plus the added job of making up for the ten billion ton miles 
of transportation lost during last winter’s severe storms, the nation’s 
transportation system is actually setting up new records in grain haul- 
age. 


Director Johnson said the freight car situation, particularly 
box cars for grain movements, would continue tight until addi- 
tional equipment and manpower and some relief from the other 
transportation burdens was afforded. 

“Every freight car now running” he explained, “is do-ng 
a far greater job than ever before. Not only are loads heavier 
but the average length of haul increased in the war years of 
1939 to 1944 from 370 miles to 495 miles, well over 30 per cent. 
The longer overland route to the Pacific will undoubtedly still 
further increase the average haul.” 

As a result of last winter’s blizzards, O. D. T. explained, a 
peak of 2297 grain elevators were blocked (as of March 1). The 
number had been reduced by June 9, to 43, it said.and that in 
the blizzards when thousands of freight cars were literally 
frozen to the ground in the northeastern part of the country 
there was a disproportionate share of western freight cars.on 
eastern lines. That situation had been remedied, Director John- 
son commented. On May 15 of last year railroads in the central 
west had 146,753 box cars on their lines. On the same date this 
year the figure was more than 162,000 cars. As a result of 
quota orders placed with eastern roads, 163,000 empty box cars 
were delivered to western railroads from February 19 to June 
8, he said. 

Director Johnson said he could not guarantee that, despite 
the magnificent job done by transportation in grain and all 
other commodity movements, there would not be delays and 
continuing car shortages. 

“We have to move not only the tremendous grain crop, but 
a staggering amount of other essential war commodities as 
well,” he said. 


WROUGHT IRON FOR RAILROADS 


“Railroads will be among the principal beneficiaries of an 
increased supply of wrought iron resulting from recent heavy 
cutbacks in navy orders,’ says the War Production Board. 
“These cutbacks have changed the recent tight supply situation 
in that metal virtually overnight to one of a relative ample 
supply. 

“The increase in wrought iron for civilian needs directly 
reflects cancellations by the Navy Department for large ton- 
nages of chains. 

“Through this increase in the wrought iron supply, the 
carriers will probably be able to fulfill their heavy requirements 
for wrought iron staybolts and high-grade bar iron. The elastic 
quantities of wrought iron have caused railroads to use it where 
rolling stock and motive power are subject to sudden stresses 
and strains.” . 


W. P. B. TRANSPORT CONSULTANTS 


The War Production Board has announced the appointment 
of W. C. Glynn as transportation consultant, assisting Benton 
R. Cancell, director of W. P. B.’s forest products bureau. Mr. 
Glynn will handle all transportation problems for the con- 
tainers, paper, paperboard, printing and publishing, and the 
lumber and lumber products divisions. 

Mr. Glynn has been transportation consultant for the 
containers division since December, 1942, and prior to that 
time was assistant freight manager for the Pennsylvania Rail- 
road in his home city, Philadelphia, Pa. 

W. P. B. also announced the resignation of Franklin E. 
Ilufford, transportation consultant for the paper and paperboard 
divisions of the Office of Production. Management and W. P. B. 
since November, 1941. Mr. Hufford, who had performed “an 
outstanding job for the War Production Board,” had accepted 
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a position with the Minnesota and Ontario Paper Co., of Minne. 
apolis, the W. P. B. said. 


TROOP RAIL EQUIPMENT 


A total of 1,600 cars was involved in a Defense Plant Cor. 
poration commitment for acquisition of troop sleepers and 
kitchen cars for use in moving troops from the European 
theater to the Pacific area, it was stated at the Office of Defense 
Transportation. The Federal Loan Administrator had an- 
nounced that, at the request of the O. D. T., the Defense Plant 
Corporation had authorized a commitment for acquisition of 
the cars at a cost of approximately $20,000,000 (see Traffic 
World, June 9). Of the 1,600 cars, it was explained at O. D. T,, 
1,200 would be sleepers to be built by the Pullman Co., and 
400 would be kitchen cars to be made by Standard Car and 
Foundry Co. 


PULPWOOD AND CAR SHORTAGE 


The War Production Board, reporting on a meeting of the 
Eastern Pulpwood Industry Advisory Committee at which the 
problem of increasing pulpwood production was discussed, said, 
with respect to transportation: 


Railroad cars have been in short supply for some months, and 
the movement of wood by rail is a-prime factor limiting the movement 
of pulpwood to the mills today. This shortage of railroad cars and 
adverse weather conditions were said to have contributed greatly to 
lower pulpwood receipts in recent months. An increasing shortage of 
cars for the movement of pulpwood can be expected during the remain- 
der of 1945. The transportation shortage is caused by the tremendous 
requirements of the armed services to move men and material westward 
for the prosecution of the war against Japan. 

The planned acceleration of civilian truck and tire production in 
the third and fourth quarter of this year is expected to ease truck 
transport problems for the pulpwood industry. 





O. P. A. Wastepaper Shipping Rules 


The Office of Price Administration has announced “sub- 
stantial reduction” in the paper work that has been required 
of all shippers of commercially packed wastepaper in recent 
weeks, effective June 21. It said its action would reduce to a 
minimum the paper work necessary to enable O. P. A. to check 
widespread ceiling price violations that were being attempted 
chiefly through upgrading and upweighing of commercially 
packed wastepaper. 

Thorough consultation with wastepaper packers and other 
interested persons preceded the decision to make the revisions 
“which apply to invoicing, the furnishing of a list of details 
with each shipment, and record-keeping,” said the O. P. A. 

The O. P. A. said the principal changes, embodied in 
Amendment 13 to Maximum Price Regulation 30—Wastepaper, 
were: 


1. The reduced list of details that must go forward at time of 
shipment will be reported on a shipping notice. A manifest will no 
longer be required. - 

2. No shipping notice need be prepared or forwarded by an accumv- 
lator of wastepaper or by his broker or sales agent. An accumulator 
is one who collects wastepaper in the course of his own business, 
such as a department store, office and manufacturing plant, and includes 
also salvage collection agencies. 

3. Accumulators who customarily send shipping notices instead of 
invoices and settle accounts on the basis of periodic credits from the 
buyer may continue these practices. 

4. On shipments by rail, the shipping notice must now be mailed 
to the buyer instead of being posted in the railway car, but on truck 
shipments the shipping notice must still accompany the shipment. 

5. On straight shipments from a single packer: directly to the 
consumer, the weight of each bale need not be shown on the shipping 
notice. 

6. No reference need be made in invoices to the number of bales 
or the weight of each bale. 

7. Where trucks and rail or barge transportation are used for the 
same shipment, identification of the truck on both invoice and shipping 
notice is no longer necessary. Where the seller is prohibited by 
railroad or governmental authority from obtaining identification of 4 
rail car or the barge number or name, no vehicle identification whatever 
is needed. 

8. A broker need not attach to his file copy of an invoice the 
invoice or invoices covering his purchase of the same wastepaper, as 
formerly required. 

9. Both buyers and sellers are required to make their copies of 
invoices available for inspection by O. P. A. at any time. 


c. é& W. 1. RB. R. CO. vs. E. R. RK. .Co. 


The case of the Chicago & Western Indiana Railroad Co. 
vs. the Erie Railroad Co., scheduled for trial June 12 before 
Federal Judge Barnes in Chicago, will not be reached until 
next fall. The plaintiff seeks‘a judgment of $114,071.13 together 
with costs, etc., as the balance due on management expenses 
as provided under leases and. agreements. 
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June 16, 1945 


I. C. C. Loses Fare Cases 


The Supreme Court of the United States, in two decisions, 
each showing a 5 to 4 division of the justices on the question 
involved, has found not based on adequate findings supported 
by evidence a Commission order under section 13 of the inter- 
state commerce act requiring maintenance by railroads in North 
Carolina, Kentucky, Alabama and Tennessee of intrastate pas- 
senger fares no lower than the interstate passenger fares in 
those states. 

One of the decisions in which that finding was made was 
handed down in No. 560, State of North Carolina, North Caro- 
lina Utilities Commission, Charlotte Shippers and Manufactur- 
ers Association, Inc., et al., appellants, vs. United States of 
America, Interstate Commerce Commission, Aberdeen & Rock- 
fish Railroad Co. et al., and No. 561, William H. Davis, Eco- 
nomic Stabilization Director, by Chester Bowles, Price Adminis- 
trator, appellants, vs. United States of America, Interstate 
Commerce Commission, Aberdeen & Rockfish Railroad Co. et al. 
These two cases came before the Supreme Court on appeal 
from the federal court for the eastern North Carolina district. 
The Supreme Court reversed the district court, which had de- 
nied the appellants an injunction against enforcement of an 
order of the Commission issued May 8, 1944, in 258 I. C. C. 133, 
requiring that intrastate passenger fares in North Carolina, 
Alabama, Kentucky, and Tennessee, which had been reduced 
by the public service commissions of those states to levels be- 
low that of the interstate fares, be raised to the interstate pas- 
senger fare level. 


The other decision of the Supreme Court involving the 
Commission’s order of May 8, 1944, was made in No. 574, State 
of Alabama and Public Service Commission, State of Tennessee 
and Railroad and Public Utilities Commission of the State of 
Tennessee, and Commonwealth of Kentucky and Railroad Com- 
mission of Kentucky, appellants, vs. United States of America, 
Interstate Commerce Commission, and the Economic Stabiliza- 


tion Director, by Chester Bowles, Price Administrator, et al., ° 


and No. 592, William H. Davis, Economic Stabilization Director, 
by Chester Bowles, Price Administrator, appellants, vs. United 
States of America, Interstate Commerce Commission et al. 


Justice Reed Writes Dissent 


Justice Reed wrote a dissenting opinion in Nos. 560 and 561, 
saying his dissent was applicable also to the decision in Nos. 
574 and 592, and he was joined in the dissent by Chief Justice 
Stone and Justices Roberts and Frankfurter. 


Justice Black, who wrote the majority opinion in Nos. 560 
and 561, said that section 13(4) of the interstate commerce act 
empowered the Commission to prescribe intrastate railroad 
rates under certain conditions, despite conflicting state orders 
as to the same rates. The conditions that Congress imposed 
as a prerequisite to Commission action, he said, were that the 
state-prescribed rates either caused (1) undue or unreasonable 
advantage, preference, or prejudice, as between persons or local- 
ities in intrastate commerce on the one hand, or (2) undue, un- 
reasonable, or unjust discrimination against interstate com- 
merce. He added that in the cases here before the court the 
Commission had held hearings, which now were challenged on 
various grounds as being short of “full” hearings. He stated 
that the Commission found that the maintenance by railroads 
in North Carolina of an intrastate passenger rate of 1.65 cents 
a mile, while an interstate passenger rate of 2.2 cents a mile 
was maintained in the state contemporaneously, was unduly 
prejudicial to interstate passengers, and that the state rate con- 
stituted an undue and unjust discrimination against interstate 
commerce. He said the Commission’s conclusions were attacked 
on the ground they were not supported by findings or evidence. 

“The crucial question involved in all these contentions,” he 
continued, “is whether the indispensable prerequisites to the 
exercise of the federal Commission’s power over intrastate 
rates have been shown to exist with sufficient certainty.” 


“Over-simplification” by 1. C. C. 


Justice Black said that the Commission’s holding and its 
argument before the Supreme Court was that section 13(4) 
automatically required complete uniformity in intrastate and 
Interstate rates, and that, for a state to fix a lower intrastate 
rate than the interstate rate was an undue advantage to the 
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intrastate passengers and an unfair discrimination against the 
interstate passengers. 

“If Congress intended to permit such an oversimplified 
form of proof to establish ‘unjust. discrimination’,” said Justice 
Black, “then its requirement of a ‘full hearing’ was mere sur- 
plusage. In fact, it need have provided for no hearing at all 
since it could have easily stated in its legislation that intrastate 
rates shall never be lower than interstate rates. The argument 
of the Commission in this regard runs counter to the language 
of section 13(4), and. would call for a declaration by us that 
Congress intended by this section to reverse the transportation 
history of the nation... .” 

After observing that the Commission had found that the 
North Carolina railroads would have received $525,000 more 
annual income from the passengers they carried had the 2.2 
cents interstate rate been applied and that from this the Com- 
mission concluded that intrastate traffic was “not contributing 
its fair share of the revenue required to enable respondents to 
render adequate and efficient transportation service,” Justice 
Black said: 


This conclusion of the Commission, if based on findings supported 
by evidence, would justify its order. . . . Neither in its formal findings, 
nor in its discussion of the facts did the Commission indicate that the 
North Carolina railroad rates here involved were less than compensatory 
or insufficient to cover the full cost of service. Nor did they find that 
maintenance of these rates was necessary to the operation of a nation- 
ally efficient and adequate railway system. ... 


In a comparatively short opinion in Nos. 574 and 592, also 
written by Justice Black, the majority said that the Commis- 
sion’s findings with respect to the intrastate fares in Alabama, 
Tennessee and Kentucky possessed the same infirmities as those 
in the North Carolina case, and that “it follows that our judg- 
ment must be the same.” 


Reed Says Order Justified 


Justice Reed, in his dissent, called attention to the finding 
in the Commission’s report on the intrastate fare cases here 
considered, that traffic moving under the lower intrastate fares 
was not contributing its fair share of the revenue required to 
enable the interstate railroads to render adequate and efficient 
transportation service and that this ‘“unlawfulness should be 
removed by increasing” the intrastate fares to the level of the 
interstate fares. 


“This finding, if supported by evidence,” he said, “is in 
our opinion sufficient to justify the applicable order of May 8 
which is under review in this appeal. That order required the 
carriers to maintain and apply intrastate fares on bases no 
lower than those applied by the carriers in interstate trans- 
portation to, from and through the four states.” 

He declared that section 13(4) of the act gave authority to 
the Commission to raise intrastate rates so that traffic might 
produce its fair share of the required earnings, and that sec- 
tion 13(4) in conjunction with section 15a of the act now em- 
powered the Commission, in accordance with the statutory pro- 
visions, to remove the discrimination against interstate com- 
merce by prescribing intrastate fares. 

“The four states,” he continued, “attack the finding of 
discrimination against interstate commerce which finding is 
essential to the validity of the present order .. . on the ground 
that there is neither finding nor evidence that the intrastate 
rates are not producing a proper proportion of the carriers’ 
needed revenue. This court sustains the attack as sufficient to 
invalidate the Commission’s order. We think the argument, 
which the court has sustained, has its source in a misconcep- 
tion of the purpose of this present proceeding. .. . 

“The court apparently accepts as a premise the contention 
of the states that the present proceeding is an isolated investi- 
gation by the Commission into an application by the respective 
carriets in the four states to have their intrastate fares raised 
to the level of their interstate fares because the intrastate 
earnings were below a fair proportion of the carriers’ total re- 
quired income. Instead we think that these proceedings are but 
another step in the comprehensjve regulation by the Commis- 
sion of the general passenger fare structure... .” 

After a discussion of proceedings in which the Commission 
had acted to regulate passenger fares, Justice Reed said the 
cases he cited made it plain that “beginning with the compre- 
hensive investigation on passenger fares, which was instituted 
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by Commission order of June 4, 1934, and resulted in the order 
of February 28, 1936, 214 I. C. C. 174, the state regulatory 
authorities have not only been advised of the rate proceedings 
but have participated in them.” He said that a national inter- 
state basis schedule, universally applicable, was established by 
the report and order of the Commission in No. 26550, Passenger 
Fares and Surcharges, and that this basis was increased to 2.2 
cents a mile by the January 21, 1942, order of the Commission 
in Ex Parte No. 148, 248 I. C. C. 545. He concluded that, in 
view of the nature of the proceedings before it, no further 
hearings or findings by the Commission were necessary to en- 
able it to authorize the application of the national basis of 2.2 
cents to their interstate fares by the appellee railroads, instead 
of — cents in effect prior to the I. C. C. order of August 
1, 1942. 
Question of Discrimination 


With respect to the question of discrimination against in- 
terstate commerce, Justice Reed said, in part: 


To the court’s requirement, which it reads into sections 13(4) and 
15a, of a specific finding on the issue of whether the present 1.65 cent 
intrastate rate produces now the proper intrastate proportion of revenue, 
there seems to us a conclusive answer. The interstate maximum was 
adopted by the Commission on the assumption that the intrastate rates 
would be adjusted to the same level. Therefore revenue from intra- 
state rates at the interstate fares is required to produce the needed 
income. ... 

If it appears that interstate fares have been fixed with the suppo- 
sition of an equal level for intrastate fares, then it is clear that intra- 
state rates are not producing their expected revenue... . 

The general considerations on the decline in railroad passenger 
traffic which motivated the Commission in establishing the new inter- 
state rate applied to both intrastate and interstate traffic. 214 I. C. C. 
at 176; 248 I. C. C. at 551. As a matter of fact, separation of interstate 
and intrastate income is not required by the Commission in its annual 
reports. These proceedings convince us that the Commission 
reached its conclusion as the proper interstate rate with the under- 
standing that the interstate rate would be applied to intrastate traffic 
and that such revenue as might result from that applicaion were 
needed by the carriers involved to furnish adequate service. .. . 

It may be that the intrastate fares prescribed by the Commission 
are unjust or unreasonable in certain items. The report of the Com- 
mission provides a remedy for such a situation. ... 

The remedy for a readjustment of the basic interstate fare or for 
a separation of the levels of interstate and intrastate fares is by appli- 
eation to the Commission for reopening of Passenger Fares and Sur- 
charges, 214 I. C. C. 174... 


Pacific Northwest Motor Rights 


The Supreme Court of the United States will review No. 
1267, the United States of America, Interstate Commerce Com- 
mission, Consolidated Freightways, Inc., et al., appellants, vs. 
Pierce Auto Freight Lines, Inc., Los Angeles-Seattle Motor Ex- 
press, Angelo Colletti, Pacific Motor Trucking Co. et al., having 
noted probable jurisdiction therein June 11. 


The case is on appeal from the district court of the United 
States for the Oregon district, which, February 6, 1945, set 
aside and suspended the order of March 1, 1943, of the Com- 
mission in MC 42487, Sub. Nos. 15, 18, 19 and 20, Consolidated 
Freightways, Inc., Extension Application, and MC 9115, Sub. 
No. 1, Oregon-Nevada-California Fast Freight, Inc., Extension 
Application. The Commission, by its report of March 1, 1943, 
found that both Consolidated Freightways and Oregon-Nevada- 
California Fast Freight were fit, willing and able to perform the 
service proposed in their respective applications, to the extent 
such service was authorized in the report, and that future public 
convenience and necessity required such services. Applicants 
sought in this case permission to establish through-line service 
by each between San Francisco, Calif., and Portland, Ore. 

In their statement as to jurisdiction, defendants said that, 
in effect, the applicants proposed the through service as a sub- 
stitute for joint similar service between the same points, under 
the previous interchange arrangement, as conducted under cer- 
tificates issued without question, which generally authorized 
such service by Consolidated between Portland and Medford, 
Ore., and by O-N-C between Medford and San Francisco. Sep- 
arate hearings were held on each application and separate rec- 
ommended reports and orders were entered in each case, but 
the Commission, division 5, disposed of both cases in one report 
-— order “because of the relation between the two applica- 

ions.” 

The complainants contended, and were upheld therein by 
the lower court, that the report intermingled the evidence in the 
two records and based findings as to one applicant on the record 
of the other. The defendants contend that the findings, as to 
each applicant, are supported by the evidence, considered sepa- 
a Defendants, in their jurisdictional statement, said 

urther: 


The court has injected a new question, not before presented or 
urged by applicants, protestants, or their respective counsel, either be- 
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fore the Commission or to the court, that the two applications repre. 
sented some sort of contest between these applicants as to which one 
might be granted the authority which both sought. To have so cop. 
sidered the two applications would have required consolidation of the 
two applications, with consequent comparison of the evidence in one 
case with that of the other, intermingling of the two records, and a 
joint rather than a separate, finding and decision by the Commission 
thereon. The statutes make no provision for any such joint considera. 
tion, but obviously requires each application to stand upon its Own 
record and it would have been clear error on the part of the Commis. 
sion, had the Commission decided either case upon any other basis 
than the evidence which the particular applicant submitted to support 
its claim. No agreement of parties permitted consideration other than 
that provided by the statute. This holding of the lower court erects 
a new standard for the granting of certificates, different from and ip 
addition to that which the statute provides. Strangely the court opinion 
and findings, without identifying the particular evidence involved, held 
that the two cases were considered as consolidated, and evidence of 
one record used to support general findings in respect to both. Appar. 
ently the lower court conceives that a decision in two separate cases 
in one report or decree, a common practice in both Interstate Commerce 
Commission and court procedure, to be, in itself, evidence of consoli- 
dation and joint consideration of the two cases. The lower court, on 
the one hand, would require complete separation of the Commission 
consideration, even to decision in separate reports, and on the other 
hand would require a consolidated consideration of both of them, in 
order to decide whether one or the other of the two applications should 
be granted. These conflicting rulings of the lower court would result 
in utter confusion to administrative process necessary to the application 
of the statutory provisions. 


The lower court has here substituted its judgment for that of the 
Commission, upon the administrative question as to the ability of one 
of the applicants to perform the proposed service, and as to public 
convenience and necessity requirements of the proposed services of 
both applicants, without reference to the substantiality of the evidence 
which separately supports each. The opinion plainly holds that the court, 
and not the Commission, has the authority to make such final decisions. 
This is contrary to previous court decisions. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commission con- 
cerning prosecutions, in federal courts, for violations of motor carrier 
provisions of the interstate commerce act or of Commission rules and 
regulations thereunder, appear below.) 


District of Connecticut, at Hartford. A permanent manda- 
tory injunction was granted, June 1, in proceedings instituted 
by the Commission, directing and requiring Linnea Nelson, dba 
L. Nelson & Sons Transportation Co., of Ellington, Conn., a 


-Class I common carrier of property by motor vehicle, to com- 


ply with the orders of the Commission with respect to the 
filing of annual and quarterly reports. The injunction required 
Linnea Nelson and her agents, employes and representatives, 
and those persons in active concert or participation with her, 
to file such reports with the Commission in the future, so long 
as she shall continue to be a Class I motor carrier, at such 
times and for such periods as the orders of the Commission 
shall require. 

Western Pennsylvania district, at Pittsburgh. Robert C. 
Beatty, dba R. Beatty Motor Express, of Washington, Pa., was 
fined $1,000 and costs of $27.50, June 8, following entry of his 
plea of nolo contendere to an information charging him with 
transporting property as a contract carrier for compensation 
without a permit having been issued to him by the Commission 
authorizing the particular operations described in the informa- 
tion; without having on file with the Commission and without 
having published any schedule of minimum rates applicable to 
such transportation; and with offering, granting and giving 
rate concessions. The fine and costs were paid. 

Western Pennsylvania district, at Pittsburgh. John Suwak, 
dba Suwak Trucking Co., of Washington, Pa., was fined $850 
and costs of $27.50, June 8, following entry of his plea of nolo 
contendere to an information charging him with transporting 
property as a common carrier for compensation without a cer- 
tificate having been issued to him by the Commission authoriz- 
ing the particular operations described in the information and 
without having on file with the Commission and without having 
published any rate or charge applicable to such transportation; 
with charging, demanding, collecting and receiving a greater 
compensation than the rates and charges specified in his tariffs 
on file with the Commission and in effect; and with offering, 


granting and giving rate concessions. The fine and costs were 
paid. 


BLOCK SIGNAL INSTALLATION 


Trustees of the Chicago, North Shore & Milwaukee Rail- 
road Co. on June 13 were given leave by. Federal Judge Igo of 
Chicago to proceed with a block signal installation in the state 
of Wisconsin, at an estimated cost of $44,446. This is an addi- 
tion to the original authorization of $105,940 for the installa- 
tion. 
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REGULATION OF COMMON CARRIERS 


(District Court, D. Nebraska, Omaha Division.) An action 
by motor carrier to set aside order of Interstate Commerce 
Commission invites neither a trial de novo of the plaintiff’s 
original demand nor a judicial review after the manner of an 
equity appeal of the commission’s determination. Jud. Code 
Secs. 24(27, 28), 208, 209, 28 U. S. C. A. Secs. 41 (27, 28), 46, 
45; 28 U.S. C. A. Secs. 42-44, 47. 

In the exercise of the jurisdiction committed to them, the 
courts will not review determinations of the Interstate Com- 
merce Commission made within the scope of its powers or sub- 
stitute their judgment for its findings and conclusions. Jud. 
Code Secs. 24 (27, 28), 208, 209, 28 U. S. C. A. Secs. 41 (27, 28), 
46, 45; 28 U. S. C. A. Secs. 42-44, 47. 

The hearing of evidence is an exclusive function of the 
Interstate Commerce Commission, which may disbelieve or dis- 
regard any evidence if it seems unconvincing and may give as 
much or as little weight to evidence as to the commission seems 
proper, so long as commission does not fail or refuse to consider 
any of the relevant evidence or act arbitrarily in the considera- 
tion of the evidence presented. Jud. Code Secs. 24 (27, 28), 208, 
209, od S. C. A. Secs. 41 (27, 28), 46, 45; 28 U.S. C. A. Secs. 
42-44, 47, 

Upon recourse to it, the court is not allowed to weigh and 
appraise independently the evidence before the Interstate Com- 
merce Commission, but it is the commission’s findings that are 
to be either sustained or overturned. Jud. Code Secs. 24 (27, 
28), 208, 209, 28 U. S. C. A. Secs. 41 (27, 28), 46, 45; 28 U. S. 
C. A. Secs. 42-44, 47. 

The court may not generally upon its own analysis of the 
evidence support an order of the Interstate Commerce Commis- 
sion upon a ground or theory other than that relied upon by the 
commission. 

An order of the Interstate Commerce Commission will not 
be enjoined if it is within the constitutional and statutory juris- 
diction of the commission and made in a case where its exercise 
of jurisdiction has been completely invoked, if a full and fair 
hearing has been granted to the parties, and if the order is not 
arbitrary or capricious or made without consideration of all 
the evidence or without supporting evidence. Jud. Code Secs. 
24 (27, 28), 208, 209; 28 U. S. C. A. Secs. 41 (27, 28), 46, 45; 
28 U. S. C. A. Secs. 42-44, 47. 

Only questions affecting constitutional power, statutory 
authority, and the basic prerequisites of proof can be raised in 
action to enjoin order of Interstate Commerce Commission, and, 
if such tests are satisfied, the commission’s order becomes in- 
contestable. Jud. Code, Secs. 24 (27, 28), 208, 209, 28 U.S. C. A. 
Secs. 41 (27, 28), 46, 45; 28 U. S. C. A. Secs. 42-44, 47. 

An order of the Interstate Commerce Commission denying 
to a common carrier by motor vehicle of general commodities 
authority to render service to and from intermediate and off- 
route points on a regular route between whose termini the 
order allows service is within the constitutional and statutory 
authority of the commission. Interstate Commerce Act Secs. 
17 (9), 208 (a), 49 U. S. C. A. Secs. 17 (9), 308 (a). 

The burden of showing an invalidating infirmity in chal- 
lenged order of Interstate Commerce Commission rests upon the 
plaintiff suing to enjoin such order. 

_ A motor carrier applying to Interstate Commerce Commis- 

Sion for a certificate of public convenience and necessity had 
burden of establishing the existence of the facts necessary to 
Support its claim. Interstate Commerce Act Secs. 206 (a), 227, 
49 U.S. C. A. Secs. 306 (a), 327. 

There is a rebuttable presumption that in reaching its con- 
clusion the Interstate Commerce Commission considered all the 
pertinent evidence before it. 

In application by motor carrier for rights under grand- 
father clause, the commission was obliged to require as a test 
of bona fide operation that the service be substantial as distin- 
guished from incidental, sporadic, or infrequent. Interstate 
Benmerce Act Secs. 206 (a), 227, 49 U. S. C. A. Sees. 306 (a), 
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Operations over irregular routes do not provide the requi- 
site continuity to support an application by motor carrier for 
regular service between fixed termini under the grandfather 
clause, neither will a contract carrier’s practice support a gen- 
eral carrier’s permit. Interstate Commerce Act Secs. 206 (a), 
227, 49 U. S. C. A. Secs. 306 (a), 327. 

Mere holding out as ready and able to render service at 
critical period by motor carrier seeking rights under grand- 
father clause is not enough, but holding out must concur with 
bona fide operations, to constitute which actual and substantial 
service is required. Interstate Commerce Act Secs. 206 (a), 
227, 49 U.S. C. A. Secs. 306 (a), 327. 

That during extended proceedings there was some varia- 
tion in the declared positions of the several acting examiners, 
and in the Interstate Commerce Commission’s own orders, could 
not overturn the considered final ruling of the commission 
where no examiner’s recommendation was suffered by default 
of exceptions to become a report of the commission, and none 
of them were exactly adopted, though the last one was sub- 
stantially followed. Interstate Commerce Act Secs. 17 (5), 49 
U-: S. C. A. See. 17.(5). 

In action by motor carrier to enjoin order of Interstate 
Commerce Commission denying rights under grandfather 
clause, where the several examiners’ recommended reports were 
before the court and had been discussd at great length in plain- 
tiff’s brief, and no possible harm could result from allowing 
reports to remain in the record, the court would as a practical 
measure overrule defendants’ objection to offer of such report. 
Interstate Commerce Act Secs. 206 (a), 227, 49 U.S. C. A. Secs. 
306 (a), 327. 

In proceeding by motor carrier before Interstate Commerce 
Commission for rights under the grandfather clause, the com- 
mission properly considered testimony by witnesses who were 
actively engaged in localities involved in various phases of mo- 
tor transportation that petitioner was unknown to them in al- 
leged operations on which his claim rested until long after June 
1, 1935. Interstate Commerce Act Secs. 206 (a), 227, 49 U.S. 
C. A. Secs. 306 (a), 327. 

In proceeding before Interstate Commerce Commission by 
motor carrier seeking rights under grandfather clause, the com- 
mission properly considered testimony of witnesses that for a 
substantial period of time including June 1, 1935, and sometime 
thereafter, the plaintiff interlined most of its freight easterly 
from Des Moines except that destined through to Chicago. 
Interstate Commerce Act Secs. 206 (a), 227, 49 U.S. C. A. Secs. 
306 (a), 327. 

In proceeding by motor carrier for alleged rights under 
grandfather clause, it was the function of the Interstate Com- 
merce Commission to determine how far, if at all, it would 
believe and act upon oral testimony offered by petitioner, what 
weight it would give to its supporting documentary evidence, 
and how it would appraise the testimony of witnesses appearing 
for the protestants, and, where commission had performed such 
office, the court could not in action to enjoin order of commis- 
sion overturn such order. Interstate Commerce Act Secs. 206 
(a), 227, 49 U. S. C. A. Secs. 306 (a), 327. 

In proceeding by motor carrier for alleged rights under 
grandfather clause, order of Interstate Commerce Commission 
denying petition was not void as being premised on findings 
without substantial basis in or contrary to the evidence. Inter- 
state Commerce Act Secs. 206 (a), 227, 49 U. S. C. A. Secs. 
306 (a), 327. 


In proceeding before Interstate Commerce Commission on 
petition of motor carrier for alleged rights under grandfather 
clause, denial of petitions for vacation and reconsideration of 
order denying alleged rights and for further hearing was sus- 
tained by the record. Interstate Commerce Act Secs. 206 (a), 
227, 49 U. S. C. A. Secs. 306 (a), 327. 

Order of Interstate Commerce Commission denying alleged 
rights under grandfather clause was sustained by findings of 
fact. Interstate Commerce Act Secs. 206 (a), 227, 49 U. S. 
C. A. Secs. 306 (a), 327. ‘ 

The Interstate Commerce Commission is not obliged to 
include in its report precise and detailed findings of fact and 
conclusions of law comparable to those required of a judge 
who tries a civil action without a jury. Federal Rules of Civil 
Procedure, rule 52 (a), 28 U. S. C. A. following section 723c; 
Interstate Commerce Act Sec. 14 (1), 49 U. S. C. A. Sec. 14 (1). 

In proceeding by motor carrier for alleged rights under 
grandfather clause, the Interstate Commerce Commission is 
required to make only quasi-jurisdictional findings essential to 
the constitutional or statutory validity of order entered. Inter- 
state Commerce Act Sec. 14 (1), 49 U. S. C. A. See. 14 (1). 

Even where factual findings are required of Interstate 
Commerce Commission, only the ultimate as distinguished from 
the evidentiary, or primary, facts need be found, and those 
without separately identifying and numbering them. Inter- 
state Commerce Act Sec. 14 (1), 49 U. S. C. A. Sec. 14 (1). 
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Denial by Interstate Commerce Commission of motor car- 
rier’s petitions for vacation and reconsideration of order deny- 
ing alleged rights under the grandfather clause and for further 
hearing were not arbitrary or unreasonable. Interstate Com- 
merce Act Secs. 206 (a), 227, 49 U. S. C. A. Secs. 306 (a), 327. 

Expansion of operations during pendency of proceeding 
before Interstate Commerce Commission for alleged rights 
under grandfather clause was made at risk of motor carrier, 
which could not complain upon denial of alleged rights. Inter- 
state Commerce Act Secs. 206 (a), 227, 49 U. S. C. A. Sec. 
306 (a), 327. (Watson Bros. Transp. Co. vs. United States, 59 
Fed. Supp. 762.) 





(District Court, S. D. Ohio, E. D.) Quasi judicial, admin- 
istrative orders such as orders of Interstate Commerce Com- 
mission requiring rate reductions, are void if hearing was 
denied, if hearing granted was inadequate or manifestly un- 
fair, if finding was contrary to indisputable character of evi- 
dence, or if facts found did not, as a matter of law, support 
order made. 

Where, in representative suit by railroad to annul and en- 
join enforcement of Interstate Commerce Commission’s order 
requiring reduction in rates for transportation of scrap iron, 
no evidence was introduced to establish unreasonableness of 
rates, but only evidence in record established that rates were 
reasonable, Commission’s action in holding that rates were 
unreasonable wholly on basis of its decisions in other cases 
was prejudicial error. Urgent Deficiencies Act, Jud. Code Secs. 
24 (27), (28), 208, 209, 211, 28 U. S. C. A. Secs 41 (27), (28), 
45, 46, 48; 28 U. S. C. A. Secs. 42, 43, 44, 47; 49 U.S. CLA. 
Sec. 15 (1). 

A decision of Interstate Commerce Commission reducing 
freight rates which is not grounded on evidence fails to apply 
standard of “full hearing” set by statute as guide to Commis- 
sion in performance of its quasi judicial duties. 49 U. S. C. A. 
Sec. 15 (1). 

Where essential finding of Interstate Commerce Commis- 
sion reducing freight rates was made without supporting evi- 
dence, Commission’s action was arbitrary and required re- 
versal. Urgent Deficiencies Act, Jud. Code, Secs. 24 (27), (28), 
208, 209, 211, 28 U. S. C. A. Secs. 41 (27), (28), 45, 46, 48; 
28 U. S. C. A. Secs. 42, 43, 44, 47; 49 U. S. C. A. Sec. 15 (1). 
(Erie R. Co. vs. United States, 59 Fed. Supp. 748.) 





(District Court, N. D. California, S. D.) Where Interstate 
Commerce Commission determined that practice which had 
obtained between tank car company and renter of a fixed 
number of tank cars at stipulated monthly sum, whereby tank 
car company agreed to pay over to renter the excess of mileage 
income received from railroad carriers over and above stipu- 
lated monthly rental, constituted an unlafwul preference or 
rebate to renter as shipper, contrary to Elkins Act, and com- 
mission thereafter discontinued proceeding, the decision was 
not an order that could be reviewed by three-judge district 
court under Urgent Deficiencies Act. Jud. Code Secs. 24 (28), 
209, 208, 211, 28 U. S. C. A. Secs. 41 (28), 45, 46, 48; 28 U. S. 
C. A. Secs. 43, 44, 47; Elkins Act, 49 U. S. C. A. Secs. 41-43. 
(El Dorado Oil Works vs. United States, 59 Fed. Supp. 738.) 


DUQUESNE WAREHOUSE STATUS 


The Supreme Court of the United States has granted a 
petition for a writ of certiorari to the U. S. Court of Appeals 
for the District of Columbia in No. 1338, Duquesne Warehouse 
Co., petitioner, vs. Railroad Retirement Board and Brotherhood 
of Railway & Steamship Clerks, Freight Handlers, Express and 
Station Employes, involving the question of whether the 
Duquesne company, whose stock is owned by the Pennsylvania 
Railroad Co., is an employer within the meaning of the railroad 
unemployment insurance act. The U. S. Court of Appeals 
reversed the judgment of the district court of the United States 
for the District of Columbia, which set aside and annulled a 
decisiqn of the Railroad Retirement Board that the Duquesne 
company was an employer within the meaning of the act. A 
similar issue is before the court in No. 1324, Railroad Retire- 
ment Board et al. vs. Duquesne Warehouse Co., in which a 
petition for a writ of certiorari to the U. S. Circuit Court of 
Appeals for the Second circuit also was granted, the question 
there being whether the Duquesne company is subject, as an 
employer, to the railroad retirement: act. 


ELKINS ACT PROSECUTION 
The Commission has been advised that, on April 27, in- 
formations in 25 counts each were filed against the Kansas City 
Southern Railway Co. and Port Iron & Supply Co., in the east- 
ern district of Texas, Beaumont division, according to a “mem- 
orandum to the press” issued by Secretary Bartel, of the Com- 
mission. 


The memorandum said the informations charged the car- 





-the government and for the Toledo, Peoria & Western Railroad. 
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rier with having granted concessions and the shipper with hay. | 
ing solicited and received them, in violation of section 1 of the © 
Elkins act, in respect of carload shipments billed as scrap stee] 
plates from Ecorse, Mich., to Port Arthur, Tex. 

The memorandum said the cases were investigated by the 
Commission’s Bureau of Inquiry. 






































T. P. & W. LINE SUIT 


_ Judge Walter J. LaBuy, of the federal district court at 
Chicago, has called a pre-trial conference with attorneys for 























The conference will be held at 10:30 a. m. June 20 in the judge’s 
chambers. 

Judge LaBuy had found the railroad to be illegally in the 
possession of the government and on June 1, at a conference 
with attorneys for the government and the railroad,-had given 
the government attorneys 45 days in which to file an answer 
to the suit initiated by the railroad corporation to oust the 
Office of Defense Transportation officials who have been run- | 
ning the railroad (see Traffic World, May 26, p. 1389). 















































c. R. |. & P. SWITCHING LOCOMOTIVES F 

Trustees of the Chicago, Rock Island and Pacific Railway | 

Co. were given leave to purchase five diesel switching locomo- | 
tives at an estimated cost of $392,500. Leave was granted June 

12 by Federal Judge Igoe of Chicago. 3 























NEW C. M. St. P. & P. TRUSTEE : 

Federal Judge Igoe of Chicago on June 12 ordered John D, | 

Allen substituted as a member of the Reorganization Commit- — 

tee of the Chicago, Milwaukee, St. Paul & Pacific Railroad 
Co., in lieu of William C. Cummings, deceased. 





























Rail Antitrust Suit 


John Dickinson, general counsel of the Pennsylvania Rail- 
road and former Assistant Attorney General of the United 
States, analyzed the proceedings brought against the railroads 
by the Department of Justice at Lincoln, Neb., and by the 
State of Georgia, in the Supreme Court, as attempts at “rate- 
making through anti-trust suits,’ June 6, before the Delta 
Nu Alpha transportation fraternity at the Governor Clinton 
Hotel, New York City, Mr. Dickinson summarized his views 
as follows: 


















































First, the Department (of Justice) attacks the existing rate structure 
and insists that radical change is necessary, because in rate-making two 
contrary and incompatible principles, the distance principal and the in- 
dustrial development principle, are not adhered to. Then it proposes 
as a cure for this alleged evil a return to the method of making rates 
by competitive pressures, which would result in the annihilation of all 
principles of rate-making whatever, destroy the stability of the rate 
structure, produce violent rate fluctuations, and dissolve rate relation- 
ships into a welter of chaotic oscillations. Next it claims that these 
undesirable consequences would be prevented by the regulatory power 
of the Commission. At the same time, however, while thus greatly in- 
creasing the difficulties of the Commission’s task, it proposes to deprive 
it of the assistance which the rate bureau’s now render in the perform- 
ance of that task. And in the end, it emerges with the inescapable, but 
entirely futile, conclusion that if rates are thus to be shaped by Com- 
mission policy, they can hardly be expected to be greatly different from 
the rates which already exist as a result of that policy. In other words, 
after all the confusion, conflict, uncertainty and effort involved in the 
present anti-trust campaign, things will in the end have to come back 
very much to where they already are. 








































The Georgia suit, he said, involved an appeal to two simple, 
popular, but contrary theories: There must be equal mileage 
rates everywhere for equal distances, and rates should be so 
made as to encourage, or at least interpose no obstacles to, the 
industrial development of parts of the country not hitherto in- 
dustrialized. 


To illustrate the effect the adoption of the uniform mileage 
principle would have on the movement of commodities, Mr. 
Dickinson said: 


The rate on lumber from Waycross, Georgia, to New York, which is 
now 40 cents per hundred-weight would be increased to 46 cents, but the 
rate from Seattle, Washington, which is now 82 cents would rise to 
$1.44. . . . The rate on apples from Winchester, Virginia, to New York, 
which is now about one-fourth the rate on Pacific apples from Washing- 
ton, would be only about one-tenth of the new rate. Western apples, in 
other words, would suffer a disadvantage, percentagewise, of about 
per cent. California oranges, which now pay twice the rate of Florida 
oranges, would have to pay approximately three times the Florida rate. 
Perhaps the most striking dislocation would be in the export rate on 
wheat from Chicago to eastern ports. This would have to be increased 
from 17% cents per hundred-weight to 44 cents, which would take more 
than 16 cents a bushel cut of the pockets of western farmers. At the 
same time the western farmers would be even more seriously disadvan- 
taged in competition with the wheat farmers of the east. Today, the 
export rate on wheat to New York from Pennsylvania and Maryland 


There’s a HIGHWAY 
for every kind of job 


Whether your problem involves the hauling of a multitude of small 
parts or large, heavy units, there’s a Highway Trailer specifically 
built to do your job easily, quickly, economically! 
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AMERICA’S NEW BONUS-MILEAGE TIRE 


@ The zew General Highway Tire introduces 
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longer mileage at lowest cost. 


And, to make certain that you get all the 
Bonus-mileage built into this new General . . . the 
extra-mileage that pays dividends . . . your General 
Tire Dealer has “packaged” a complete mainte- 
nance service. His expert tire care ... plus the new 
General’s extra-sturdiness . . . assures you of more 
original miles . . . and thousands more recap miles. 


THE GENERAL TIRE & RUBBER COMPANY - AKRON, O. 





ECONOMY 


MEW ne, 
> 


fled Every Truck Tire Service 
you need in a complete 


EXTRA-MILEAGE PACKAGE 


* Maintenance * Repairing 
* KRAFT SYSTEM 
BALANCED RECAPPING 


une 16, 


points is s 
while the 
he rate t 
0 cents, 1 
omparisol 


The 
was incor 
advanced 
developm 
adopted, 
abandone 
peting Pp’ 
to develc 
Disc 
bof servic 
section © 
the advé 
at a lowe 
it would 
bit of its 
promote 
Pwhose Ci 
It woulc 
'dustriali 
panies.” 
In t 
} Departir 
bof the r 
employe 
the con 
through 
all part 
otherwis 
mission, 
should : 
fto the | 
railroad 
would b 
conform 
ment. . 
haphaza 
} The dist 
strong € 
their m 
when th 
strong — 
sumptio 
tive rat 
pressur¢ 
of a ra 
made w 
only w 
charact 
find the 
learned 
market: 
Certain 
Justice 
enlist ix 
results 
disillusi 
succeed 
eG: 
Mr. Dic 
this sta 
propose 
interest 
relevan 
to prev 
tainly ; 

which 
confusi 
Th 

was th 
abled i 
of cont 
action. 
of the 
Said hi 








J lye 
to am¢ 
— 

0 per 
bridge: 
free }; 
























une 16, 1945 


points is substantially the same as from Chicago. On a mileage basis, 
nile the rate from Chicago would rise by 27 cents a hundred-weight, 
he rate to the Maryland and Pennsylvania farmers would decrease by 
0 cents, thus creating a differential of 37 cents against the west, in 
omparison with the competitive equality which now exists. 


The uniform mileage rate principle, said Mr. Dickinson, 
as inconsistent with the other plausible principle of rate-making 
advanced in the Georgia suit, the principle of the industrial 
development rate. If the latter theory of rate-making were 
adopted, “Georgia must submit to have the distance principle 
abandoned so that her markets may be opened to the com- 
peting products of other states which are likewise ambitious 
to develop.” 

Discussing the principle of rate-making based on the cost 
of service, Mr. Dickinson said that “it may be that a particular 
section of the country, which has long been industrialized, has 
the advantage of a transportation system which can operate 
at a lower cost than is possible for railroads elsewhere. Clearly 
it would not seem reasonable to penalize that section, or deprive 
it of its natural advantages, in the interest of a campaign to 
promote the industrialization of other parts of the country 
whose conditions are such as not to have attracted industry. 
It would be even more unfair to conduct a campaign of in- 
dustrialization at the private expense of the railroad com- 

anies.” 

‘ In the suit at Lincoln, Nebraska, Mr. Dickinson said, the 
Department of Justice was proposing the complete abolition 
of the rate bureaus and conferences the railroads had always 
employed as an aid in the process of making rates. Defending 
the conferences, which “simply provide an instrumentality 
through which adjustments may be devised which will satisfy 
all parties and eliminate grounds of complaint which might 
otherwise form the subject of a controversy before the Com- 
mission,” Mr. Dickinson said that “if the Department of Justice 
should succeed . . . in throwing open ‘the railroad industry 
to the unrestricted operation of competition, and in making 
railroad rates primarily responsive to competitive forces, there 
would be no possibility whatever that rates would be made in 
conformity to the principles of mileage or of industrial develop- 
rment.... Instead, they would inevitably be a mere jungle of 
haphazard and accidental components of forces and pressures. 
The distance principle would prevail when local interests were 
strong enough to compel the exclusion of distant products from 
their markets. The distance principle would be annihilated 
when the pressure of distant producing interests was sufficiently 
strong to force their admission into remote centers of con- 
sumption. . . . Nothing could be more destructive of even rela- 
tive rate stability than to make rates depend on competitive 
pressures and leave them to result from the direct negotiation 
of a railroad and an individual shipper. Inevitably rates so 
made would fluctuate violently and ‘without predictability. Not 
only would they embody no principles, but they would be 
characterized by no certainty. Communities would suddenly 
find themselves deprived of the products on which they had 
learned to depend. Producers would suddenly be shut out of 
markets which they had established themselves to supply. 
Certainly these are not the results which the Department of 
Justice is promising to the interests whose aid it seeks to 
enlist in its campaign against the rate bureaus, but they are the 
results which those interests would find, to their sorrow and 
disillusionment, would be the outcome if the Department should 
succeed in its efforts.” 

“One of the most valuable functions of the rate bureaus,” 
Mr. Dickinson said, “is that in some degree they help to promote 
this stability of the rate structure. The necessity of subjecting 
proposed rate changes to preliminary examination by all the 
interests affected, and to considerations in the light of all the 
relevant factors of decision, has a necessary and proper tendency 
to prevent hasty and ill-considered changes which would cer- 
tainly result from the isolated action of separate carriers and 
Which would soon throw the rate structure into irreparable 
confusion.” 

The great and essential function of the bureaus, he said, 
was that they reduced the burden on the Commission and en- 
abled it to keep up with its work by minimizing the number 
of contested cases which have to be submitted for Commission 
action. “In this sense the bureaus are indispensable auxiliaries 
ae Commission in the performance of its regulatory task,” 
al e, 


FEDERAL FINANCING OF BRIDGES 
The House roads committee has reported H. R. 169, a bill 
to amend section 8 of the act of July 13, 1943 (57 Stat. 562), 
relating to provision of federal aid for the states covering up to 
50 per cent of “the current reasonable value” of certain toll 


rg on federal-aid highways that have been converted into 
et 


ridges. This provision under the existing law applies to 
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bridges in that category that have been converted to free 
bridges prior to January 1, 1945. H. R. 169 would extend that 
“deadline” to January 1, 1947, and would eliminate from the 
law a requirement for certification by the Secretary of War 
or the Secretary of the Navy that any such bridge would con- 
tribute to the war effort. 


Overcharge, Undercharge Suits 


A subcommittee of the Senate interstate commerce com- 
mittee has reported favorably to the full committee S. 356, to 
amend part II of the interstate commerce act so as to provide 
a limitation on the time within which actions may be brought 
for the recovery of undercharges and overcharges by or against 
motor common carriers, and S. 432, to increase the period of 
limitation on actions against rail carriers for recovery of over- 
charges. Senator McMahon, of Connecticut, is chairman of the 
subcommittee. 

S. 432, as introduced by Senator Shipstead, of Minnesota, 
provided for extension of the period within which suits might be 
brought against rail carriers for recovery of overcharges from 
two years to four years, but the subcommittee proposed amend- 
ment of the bill so as to make the limitation period three years 
instead of four. It also proposed that paragraph (a) of section 
16(3) of the interstate commerce act be similarly amended “in 
order that carriers will have a corresponding period within 
which to bring actions against shippers for recovery of under- 
charges.” 

The subcommittee noted that section 16 of the act had been 
amended in 1924 to increase the statutory limitation period from 
two to three years, and that the three-year provision had re- 
mained in effect until 1940, when it was reduced to two years 
under the transportation act of 1940. 


“The reduced period has proved unsatisfactory to many 
shippers,” said the subcommittee. ‘Due to conditions existing 
in the present emergency it has in many instances been difficult 
for shippers to make the various audits and examinations neces- 
sary for them to determine whether overcharges have occurred. 
While the subcommittee agrees that extension of the period is 
desirable, it feels that a period of three years would suffice.” 

In its report to the full committee on S. 356, introduced by 
Senator Cordon, of Oregon, the subcommittee observed that 
federal law did not now provide for limitations on time within 
which suits might be brought for recovery of undercharges or 
overcharges by or against motor common carriers. Recovery 
of undercharges or overcharges in the case of interstate motor 
carriers, it said, was now subject to the laws of the states in 
which the actions were brought, and there was considerable 
diversity among the statutes of limitations of the various states. 
It said that S. 356 would eliminate the lack of uniformity by 
providing a period that would be applicable in all cases, wher- 
ever brought. The bill, as introduced, provided for a two-year 
limitation period for the filing of such suits, and the subcom- 
mittee recommended amendment of the bill to make it a three- 
ee period, for the reasons set forth in its report on 


Executive Control of I. C. C. 


S. 1120, a bill giving the President the authority sought 
by him to reorganize government departments and agencies, 
has been introduced in the Senate by Senator Overton, of 
Louisiana, for Senator McCarran, of Nevada, and referred to 
the Senate judiciary committee of which the Nevada senator 
is chairman. 

In an answer to an inquiry at Chairman McCarran’s office 
it was stated that the bill represented an effort to give the 
President precisely the authority he asked in his message to 
Congress May 24 (see Traffic World, May 26, p. 1397). The 
President said that no agency of the executive branch of the 
government should be exempted from the scope of the legis- 
lation. 


S. 1120, if finally approved, would give the President the 
authority, if he wished to exercise it, to present to Congress 
a plan for reorganization of the Interstate Commerce Commis- 
sion, for example, and such plan would become effective on the 
expiration of 60 calendar days after date of submittal of the 
plan to Congress “but only if during such 60-day period there 
has not been passed by the two Houses a concurrent resolution 
stating in substance that the Congress does not favor the 
reorganization plan.” 

The bill follows the language of the reorganization act of 
1939 except that the exemptions of a number of agencies, in- 
cluding the Commission, in the 1939 act, is not provided for in 
the proposed law. 

S. 1120 does provide that no reorganization plan shall have 
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the effect of transferring to. any other agency any executive 
department or the municipal government of the District of 
Columbia or all the functions thereof, of consolidating such 
departments and district government or of abolishing such 
departments and district government. This part of the bill, it 
was stated in explanation thereof, was intended to preserve 
the existing Cabinet departments and the government of the 
District of Columbia. These exemptions, it was stated did not 
apply to such agencies as the Commission. The General Ac- 
counting Office is exempted from the bill. The President may 
recommend reorganization within the District of Columbia 
government. 

H. R. 3325, introduced in the House by Chairman Manasco, 
of the House committee on expenditures in the executive de- 
partments, provides for exemption of the Commission and other 
named agencies from the reorganizing power of the President 
(see Traffic World, June 2, p. 1456). 


Scope of Authority 


Under the provisions of S. 1120, the President could present 
to Congress plans for: 


(a) the transfer of the whole or any part of any agency or func- 
tions thereof to the jurisdiction and control of any other agency; or 

(b) the consolidation or coordination of the whole or any part 
of any agency or the functions thereof with the whole or any part of 
any other agency or the functions thereof; or 

(c) the consolidation or coordination of any part of any agency 
or the functions thereof with any other part of the same agency or the 
functions thereof; or 


(d) the utilization by any agency of the whole or any part of any 
other agency or of the facilities, services, authority, or personnel there- 
of; or 


(e) the authorization of any officer to delegate any of his functions; 
or 


(f) any other measure relating to the organization or administra- 
tion of any agency; or 

(g) the abolition of the whole or any part of any agency which 
agency or part (by reason of reorganization under this act or otherwise, 
or by reason of termination of its functions in any manner) does not 
have, or upon the taking effect of the reorganizations specified in the 
reorganization plan will not have, any functions... 


Objectives of Bill 


The bill directs the President to investigate the organiza- 
tion of all agencies of the government and determine what 
changes therein are necessary to— 


(1) reduce expenditures to the fullest extent consistent with the 
efficient operation of the government; 

(2) increase the efficiency of the operations of the government to 
the fullest extent practicable; . 

(3) group, coordinate, and consolidate agencies and functions of 
the government, as nearly as may be, according to major purposes; 

(4) reduce the number of agencies by consolidating those having 
similar functions under a single head, and by abolishing such agencies 
as may not be necessary for the efficient conduct of the government; 

(5) eliminate overlapping and duplication of effort; and 

(6) promote better execution of the legislative policy and other- 
wise expedite the public business. 


The bill provides that, when used in the act, the term 
“agency”, means “any executive department, commission, inde- 
pendent establishment, corporation owned or controlled by the 
United States, board, bureau, division, service, office, officer, 
authority, administration, or other establishment in the execu- 
tive branch of the government, except General Accounting Office, 
and means also the municipal government of the District of 
Columbia.” 


Transportation Commission? 


Speaking in the Senate, June 16, 1938, President Truman, 
then a senator from Missouri, said: 

“I believe that every kind of transportation should be 
treated alike by the government, equally regulated, equally 
taxed. I think a transportation commission to control all trans- 
portation is coming.” 

If S. 1120 becomes a law, it is believed the President could 
bring about the establishment of such a “transportation com- 
mission,” if Congress did not disapprove the plan. It would 
not necessarily follow, some contend, that such a commission 
would be placed within a Cabinet department such as the 
Department of Commerce. It is also suggested that the Uresi- 
dent might submit a plan calling for placing in one agency 
all administrative functions with respect to transportation 
while the regulatory functions would be placed in another body. 
A commission might be established which would regulate the 
rates and practices of all transportation agencies, and exercise 
the power with respect to abandonments, certificates of public 
convenience and necessity, and the issuance of securities, it is 
pointed out, without such a body being made subject to the 
supervision of a Cabinet officer. 

Under S. 1120 the President could designate the name of 


TRAFFIC WORLD 


any agency affected by a reorganization—in other words there 
might be created a consolidated transportation commissioon and 
named “Transportation Commission” instead of “Interstate 
Commerce Commission,” it is pointed out. 


ADMINISTRATIVE PROCEDURE BILLS 


Chairman Sumners, of the House judiciary committee, has 
announced that the committee will begin hearings June 21 on 
six bills proposing revision of existing procedural methods and 
practices of federal government agencies, including the Com. 
mission. The bills constituting the subject matter of the hear. 
ings, according to the announcement, are: H. R. 184, H. R. 339, 
H. R. 1117, H. R. 1203, H. R. 1206 and H. R. 2602, introduced, 
respectively, by Representatives Celler, of New York; Smith, 
of Virginia; Cravens, of Arkansas; Sumners, of Texas; Walter, 
of Pennsylvania, and Gwynne, of Iowa. 

The Sumners bill, H. R. 1203, is a companion bill to S. 7, 
introduced by Chairman McCarran, of the Senate judiciary 
committee, embodying provisions supported by the American 
Bar Association. Opposition to these bills, to the extent they 
would affect existing practices and procedures of the Interstate 
Commerce Commission, has been expressed in a circular pre- 
pared by John S. Burchmore, National Industrial Traffic League 
counsel, and Lee J. Quasey, member of the League’s legislative 
committee, at the request of F. F. Estes, chairman of the leg- 
islative committee (see Traffic World, March 10, p. 587). 


TRANSPORT TRAINING FOR CHINESE 


Foreign Economic Administrator Crowley has announced 
that 593 young Chinese technicians chosen for special training 
in American industry, transportation and agriculture “in a 
lend-lease program to increase the effectiveness of China's 
efforts in the war against the Japanese” will arrive in an Amer- 
ican port late in June. . 

This was the largest group yet scheduled to arrive under 
a program providing for the training in the next 12 months of 
1,017 Chinese by American railroads, state highway commis- 
sions, and industrial firms and by American colleges and uni- 
versities offering specialized courses of training, Mr. Crowley 
said. He said that 144 Chinese were now obtaining training in 
this country under that program and that another group of 280 
was expected later in the summer. The trainees, he said, had 
been selected by the Chinese Ministries of Economic Affairs, 
Communications, and Agriculture and Forestry. His announce- 
ment included the following: 

The communications group is divided into three groups experienced 
in railway, highway, posts and telecommunications and aviation and 


navigation. These include civil, mechanical and signal engineering, and 
administration and management.... 

In addition to this program, the United States also has under way 
as a lend-lease wartime project the training in China of young Chinese 
in the operation and maintenance of motor trucks, operation of ware- 
houses and other aspects of transportation. This program is designed 
to strengthen the mobility of the forces engaged with the Japanese on 
the Chinese mainland. 


A serious handicap in the fighting in China and Burma has been 
the lack of adequate transportation facilities and lack of knowledge 
of modern transport techniques among the Chinese. Already this pro- 
gram has helped greatly in strengthening the Chinese war effort. 


ILLINOIS CENTRAL SYSTEM VETERANS 


President Wayne A. Johnston of the Illinois Central System 
will present gold passes marking half a century of railroad 
service, to twenty-five veteran members of the road, at a 
luncheon at the Stevens Hotel, Chicago, June 15. Five hundred 
members of the organization will join to honor the veterans, 
of whom ten are from Illinois, five from Mississippi, four from 
Tennessee, three from Kentucky, two from Iowa and one from 
Indiana. 

The annual presentation of such passes was established 
in 1936. Those qualifying for the 1945 presentations include 
seven locomotive engineers, five station agents, three conductors, 
two hostlers, an executive general agent, a pass bureau chief, 
a trainmaster, a local surgeon, a traveling engineer, train dis- 
patcher, pipefitter and crossing watchman. The twenty-five 
veterans are: 


J. S. Berry, E. O. Byers, W. M. Flack, Dr. R. L. Hagaman, J. L. 
Harrington, J. P. Keenan, J. O. Kenney, J. K. Lauder, F. A. McGinnis, 
N. P. Mills, C. C. Neely, H. S. Newnam, W P. Patrick, J. J. Powers, 
C. H. Redus, E. P. Russell, J. M. Ryan, C. S. Sanders, C. E. Sessler, 
Charles Shauger, J. R. Smith, J. W. Snyder, Benjamin Sur, Mark 
Underhill and O C. Walker. 


GENERAL AMERICAN ACQUIRES PLASTICS COMPANY 

The General American Transportation Corporation has an- 
nounced that negotiations have been completed for acquisition 
of Eclipse Moulded Products Co. of Milwaukee, manufacture!’ 
and distributors of plastic products. Operations of the latter 
company will continue as before under the same management. 
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June 16, 1945 


Rail Transport Situation 


Improvement Noted in Freight-House Conditions and 
Mexican Interchange—Car Supply Generally 
Tight—Ports “Excellent” 


. Substantial improvement in the last month in general 
conditions with respect to traffic being handled through 
freight houses and transfers throughout the United States was 
reported this week by W. C. Kendall, chairman of the car serv- 
ice division of the Association of American Railroads, in his 
monthly review of the national transportation situation sent to 
general chairmen of the Shippers’ Advisory Boards and to offi- 
cers of the Natoinal Association of Shippers’ Advisory Boards. 
“The weekly report made Friday, June 8, covering 280 
houses, showed approximately 2,100 cars on hand in excess of 
normal, which was at least 2,000 cars better than the same 
date a month earlier,” said he. “Of this number two transfers 
alone are responsible for 1,150 cars. Only one in the country is 
as much as three days behind and at this point a special L. C. L. 
committee appointed by the association, with the collaboration 
of the railroad concerned, is making a special investigation with 
a view to developing relief, including ways and means of in- 
creasing the volume of overhead traffic so as to reduce the 
number of cars required to be reworked at this point. 

“In general, the only other situations at all behind are some 
of the smaller houses in the east, but here the improvement has 
been marked even in the past week. The southeast is entirely 
clear and in the entire west there are only about two points 
that are at all behind.” 


Suggestions for Improvements 


Chairman Kendall said that while this improved situation 
would result in much better handling of L. C. L. freight for 
industries, nevertheless even greater improvement could be 
accomplished by industrial loading of trap cars as far as pos- 
sible so as to reduce intermediate transferring and rehandling. 
He urged the loading of cars either to final destinations or to 
points in the direction of destination, by-passing one or more 
transfers, in the interest of expediting final delivery of the 
freight. He pointed out that individual railroads had numerous 
special permits allowing the loading of L. C. L. freight, under 
specified conditions, with less than the standard ten tons re- 
quired by G. O. ODT-1. Under General Permit ODT-1-4, said 
he, shippers in any territory might load cars containing not 
less than five tons of merchandise when destined to points 
within the specified grain loading territory, or when cars were 
loaded directly to destination by-passing all regular transfer 
stations, provided such movements were in the direction of the 
movement of empty box cars. Continuing, he said: 


The latter means that shippers in the east or southeast may load 
to or toward the west. Grain loading territory under this permit is 
defined as the territory west of Lake Michigan and of the Chicago 
Switching District and west of the eastern and southern boundary of 
the State of Illinois to Cairo, Illinois, thence west of the Mississippi 
River, and the territory east of the eastern boundaries of the States of 
New Mexico, Colorado, Wyoming and of the western boundary of Mon- 
tana, but includes loading to Denver, Colorado, and Cheyenne, Wyo. 

This subject has already been discussed in considerable detail with 
Shippers Advisory Boards’ L, C. L. Committee, with Chambers of 
Commerce and with numerous industries. The response indicates that 
the larger L. C. L. shippers are appreciative of the opportunity this 
affords to improve the handling and speed the movement of their L. C. 
L, freight. Car service district managers will be happy to cooperate 
in every possible way in assisting to achieve these results. 


Routing Aids 


Another way in which L. C. L. shippers can assist in better han- 
dling of their freight is through cooperation with the carriers in rout- 
ing traffic. It is probably true that a large percentage of all L. C. L. 
freight comes to the railroads unrouted. When shippers desire to 
Specify routing certain points kept in mind will improve the handling 
of their freight. For instance, we have found numerous instances 
where shippers bill two consignments the same day, or on consecutive 
days, to the same destination but routed via different carriers. Natur- 
ally there is no objection to any distribution of traffic which the ship- 
pers may desire, but the handling would be far better if all of the 
L. C. L. freight from any industry on any one day to a single destina- 
tion be given the same routing, and any adjustment of traffic between 
railroads accomplished by a similar solid routing of traffic via another 
railroad on some other day. Another practice which results in exces- 
Sive handling of L. C. L. freight is a division of traffic between two 
railroads on a shipment when a single line haul will suffice. Whenever 
it is possible to route freight from originating point via the destination 
railroad it should be done. Here again any desired adjustment of ton- 
Nage between carriers can still be made through the routing of other 
shipments, 

Passenger Transportation 


“tf the army returns at the peak levels now predicted, 
Passenger transportation will mount to unprecedented peaks 
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between now and January 1, 1946,” said Chairman Kendall, 
after asserting that it was expected that the return of the 
armed forces from Europe would impose on the American rail- 
roads the heaviest burden of passenger transportation ever 
experienced. In the eleven-month period beginning June 1, said 
he, was estimated approximately 3,000,000 men would be re- 
turned to the United States. 

“The normal trend at this time of the year is towards in- 
creasing passenger travel,” said he. “However, under present 
conditions and with curtailed service under O. D. T. orders, the 


possible civilian travel will probably be considerably hampered 
during the coming months.” 


Detention, Embargoes, Etc. 


Incomplete reports of car detention on the weekly checks 
in May showed the percentage of detention as less than 15 per 
cent, that being the percentage of cars detained over 48 hours, 
said Chairman Kendall. This record compared with 17.1 per 
cent in May, 1944, 23.2 per cent in May, 1943, the results for 
May _ year being the lowest in the car efficiency committee 
record. 

“Unquestionably,” remarked Chairman Kendall, “this good 
showing is due in great measure to the continued enthusiasm 
of the efficiency committee members and members of the ship- 
per boards generally in all sections of the country.” 

On May 1, 1945, 57,573 cars, or 3.4 per cent of all freight 
cars, were awaiting repairs, as compared with 47,544 cars or 
2.8 per cent on May 1, 1944. 

No general embargoes had been issued since the May re- 
port, said Chairman Kendall, except the one issued at Chicago 
ae of the truck strike there. The embargo was canceled 

une 2. 

The following tabulation shows the total number of em- 
bargoes placed on account of accumulation and car delay dur- 
ing the period January 1 through June 7, 1945, compared with 


the number placed during the corresponding period of the two 
preceding years: 


Year Embargoes Placed 
By RR By CSD Total 
MBE oa aa santos 179 340 519 
BOE iia 4,5 o4-e ness cannes 108 407 515 
REESE ona sduslooaccae male 89 211 300 


Port Situation “Excellent” 


Chairman Kendall said the situation at the ports was ‘“‘ex- 
cellent.” Unloadings in May were 17 per cent above those in 
May, 1944, due particularly to the increase of 66 per cent at 
Pacific Coast ports. Unloadings at North Atlantic ports de- 
creased 18 per cent due to sharp falling off in movement of 
traffic to the European theater of operations. On June 1, said 
Chairman Kendall, there were 26,125 cars of export freight 
on wheels and 2,426 in railroad storage, a total of 28,551. Using 
the average daily unloading for May as a divisor, said he, this 
meant that there were 4.0 days’ supply in cars and 4.3 days’ 
supply as a total on hand. Unloadings of export and coastal 
freight at U. S. ports in May totaled 203,444 cars. 


Mexican Interchange 


Chairman Kendall reported an encouraging improvement 
in the return of U. S. cars by the National Railways of Mexico, 


a some of the losses previously experienced. Continuing, 
e said: 


As a whole the interchange balance with Mexico through all junc- 
tion points so far this year is now about even. The change in trend 
has made it possible for the Permit Agent, Mr. H. J. Arnett, to slightly 
increase the allowed movement of traffic to that country. If interchange 
conditions continue favorable, this more liberal permit basis will be 
continued. The situation will not allow anything approaching free and 
unlimited loading to Mexico, but it is hoped it may be possible to 
slightly relieve the accumulation that has resulted from necessary re- 
strictions due to poor interchange balance. Car supply conditions in 
the United States are entirely too critical to allow any abnormal accu- 
mulation of U. S. cars in Mexican service. 


Freight Car Supply 


The part of the report dealing with freight car supply 
follows: 


Box cars: Except on roads in the southwestern territory serving 
the early winter wheat harvesting areas, where the supply continues 
tight, there has been some improvement in the box car supply on 
western lines. Harvesting of the winter wheat in the southwest terri- 
tory is now under way and roads serving that territory will require 
all assistance possible through increased deliveries of empty box cars 
from their connections in order to take care of this year’s crop and 
adjusted quota arrangements set up by the car service division con- 
tinue in effect to provide all relief possible to the grain harvesting 
roads. 

The box car. supply on eastern and southern roads in exceedingly 
tight due principally to heavy requirements at Atlantic seaboard ports 
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to release inbound cargoes of returning ammunition and other war 
materials since the close of the war in Europe. Additionally, the south- 
eastern roads are faced with the necessity of providing ventilated box 
cars to take care of an abnormally heavy crop of watermelons neces- 
sitating taking this type of equipment out of general service in order 
to provide suitable equipment to load melons. Further relief to south- 
eastern lines has been provided through movement of surplus stock 
cars to assist in meeting melon loading requirements. 

Because of present heavy box car requirements in eastern and 
southeastern territory in releasing cargoes at ports, together with 
greatly reduced flow of war materials to eastern ports for export, it 
has been necessary to give some relief through temporary reduction 
of box car quotas for movement to Western lines. 

In connection with the movement of grain, carloadings of this 
commodity during 11 weeks’ period ending June 2, 1945, totalled 549,613 
compared with 434,766 cars of grain loaded during the corresponding 
period of 1944, or an increase of 26.4 per cent, and total carloadings 
during the 11 weeks’ period this year were only 47,142 cars less than 
for comparable period during last year’s winter wheat harvest, June 11 
to August 26, inclusive. Carloadings of grain during the first 22 weeks 
of 1945 aggregated 1,018,306 compared with 1,008,246 during the corres- 
ponding period of 1944, or a gain of 10,060 cars. 

While there have been some recent reports concerning unfavorable 
growing conditions in the southwest wheat area, resulting in some 
deterioration in the total crop as compared with earlier estimates re- 
leased by the U. S. Department of Agriculture, it should be remembered 
that in spite of any such reduction there still remains a considerable 
amount of last year’s grain which must be moved and this, together 
with continued heavy movement of munitions and other military sup- 
plies to our armed forces in the Pacific as well as food, clothing, etc. 
to liberated countries in Europe, will tax heavily box car supply gen- 
erally for some time to come. With the cooperation of all concerned 
in the matter of prompt loading and unloading and handling of this 
type of equipment it is felt that in the long run all transportation re- 
quirements will be satisfactorily taken care of and no one will be 
actually hurt. 

Stock cars: There has been some falling off in the loading of 
livestock in the recent past, but it is anticipated that requirements 
for this type of car for loading of stock will again be on the increase 
in the near future. 


Open Top Cars 


Coal cars: Coal production during the month of May was far 
below normal due to a complete shut down of anthracite mines for 
three weeks account labor trouble and frequent closing of scattered 
bituminous mines as a result of local labor disputes. Both anthracite 
and bituminous mines are now working full and while there was no 
coal car shortage up until Wednesday of this week the supply has 
become increasingly thin and it is anticipated that some deficiencies 
will occur on some lines at week-ends. 

In the 22 week period ended June 2, 1945, 3,532,000 cars of coal 
were shipped, which was a decrease of 315,000 cars shipped for the 
same period last year. 

Every effort should be made to give coal cars, both loaded and 
empty, the best possible handling to prevent a serious shortage devel- 
oping. 

Gondolas: VE day brought on a decided change in the trend of 
traffic using this type of car. During the war in Europe it was pre- 
dominately to east coast and Gulf ports with a comparatively short 
Yoaded and empty movement from and to production centers. While 
this movement has not entirely ceased, the emphasis is now on the west 
coast and in the past month there has been a decided decrease in East- 
ern-Allegheny gondolas on eastern lines with a corresponding increase 
on western roads. 

So far requirements for gondolas have been successfully met with 
only occasional deficiencies or deferred shipments cropping up at scat- 
tered points, particularly in the southeast. The increased turn around, 
however, makes it doubly necessary that the movement of gondolas 
be expedited all possible as a shortage, affecting the movement of vital 
war goods, could easily develop. 

Flat cars—plain: There has been no falling off in demand. Supply 
in the east has been uncomfortably thin due to the same factor in- 
fluencing gondolas. Some slight deficiencies or deferred shipments 
have occurred recently and it is essential that the movement of flats 
be carefully supervised to keep them moving regularly into producing 
areas. 

Flat cars—heavy capacity: All requirements have been satisfactor- 
ily met except for short delay in protecting one or two shipments re- 
quiring special types of which the ownership is small. 

Covered hoppers: The demand for this type of car is now in excess 
of supply and the number available has to be still further stretched to 
take care of important shipments that must use covered hoppers. Not- 
withstanding reported shortages of this type of equipment in many 
localities, reports are being received of numerous very serious delays 
to these cars. The covered hopper car situation at present requires 
particularly prompt handling and release of all such cars. 


Tank Cars 


The tank car situation continues etxremely tight, with no pros- 
pects that it will be alleviated to any appreciable extent during the 
months ahead. 


More than 75 per cent of all tank cars are in petroleum service and 
it is necessary that these cars be operated with maximum efficiency 
to meet current P. A. W. requirements. The movement to the Pacific 
Coast territory has increased steadily to the present average of about 
830 cars per day. There has been no change in the east coast demand 
for approximately 2,500 cars per day to take care of military and essen- 
tial civilian requirements. Approximately 85 per cent of the tank cars 
assigned to east and west coast service are operated in symbol oil 
trains on assigned schedules for both the loaded and empty movement. 

It has been necessary to transfer a considerable number of tank 
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ears to take care of asphalt and road oil shipments which are now 
moving in volume and will continue throughout the summer and early 
fall. ; 

The peak vegetable oil movement has passed and some few ¢ajs 
have been withdrawn from this service and are now being used fo 
petroleum. There is a possibility that additional cars may be release 
from alcohol service later on and these will also be assigned to the 
oil movement. 


Revenue Traffic Statistics 


Ton-miles of revenue freight handled by Class I steam raj]. 
ways, exclusive of switching and terminal companies, iotaleq 
64,424,041,000 in March, 1945, as compared with 62,665,125,000 
in March, 1944, and 176,732,142,000 in the three months ended 
with March, 1945, as against 182,459,451,000 in the same period 
of 1944, according to a compilation by the Commission’s Eureay 
of Transport Economics and Statistics of revenue traffic sta. 
tistics of those roads, statement M-220. 

Revenue tons carried in March, 1945, amounted to 258. 
142,887, as against 252,648,593 in March last year, and 703. 
313,557 in the three months ended with March, 1945, as against 
726,382,970 in the like 1944 period. Freight revenue totaled 
$623,470,637 in March, 1945, as compared with $597,241,945 in 
March, 1944, and $1,719,700,036 in the three months ended with 
rr 1945, as against $1,697,608,997 in the comparable 1944 
period. 

Revenue passengers carried totaled 73,512,999 and pas. 
senger revenues amounted to $133,626,619 in March, 1945, as 
compared with 73,105,211 and $147,755,530, respectively, in 
March a year ago. For the three months ended with March, 
1945, revenue passengers carried totaled 216,547,511 and pas. 
senger revenues totaled $398,720,609, as against 214,029,429 
~~ $423,750,969, respectively, in the same three months of 

Freight traffic averages for March, 1945, compared with 
March, 1944, respectively, were reported as follows: 

Miles a revenue ton a road, 249.6 and 248; revenue a ton- 
mile, 0.968 cents and 0.953 cents; revenue a ton a road, $2.42 
and $2.36. 

For the three months ended with March, 1945, and March, 
1944, freight traffic averages were reported, respectively, as 
follows: 

Miles a revenue ton a road, 251.3 and 251.2; revenue a 
ton-mile, 0.973 cents and 0.930 cents; revenue a ton a road, 
$2.45 and $2.34. 


RAIL FINANCIAL DATA 

At the end of March, 1945, Class I railroads, exclusive of 
switching and terminal companies, had total current assets of 
$4,555,098,213, including $1,031,808,186 cash, as compared with 
$4,490,277,897 at the end of March, 1944, the latter figure in- 
cluding $1,010,757,439 in cash, according to a statement, M-125, 
selected income and balance sheet items of those roads, pre- 
pared by the Commission’s Bureau of Transport Economics 
and Statistics. 

The statement showed that $114,131,985 of funded debt 
would mature within six months from March 31, 1945, as com- 
pared with funded debt of $106,203,683 matured in the com- 
parable period of last year. 

Total current liabilities stood at $2,799,502,462 at the end 
of March, 1945, as against $2,853,212,281 at the end of March, 
1944. Included in the current liabilities was accrued tax lia- 
bility of $1,630,469,933 at the end of March, 1945, as against 
$1,720,574,210 at the end of March, 1944. U. S. government 
taxes accounted for $1,492,364,484 of the accrued tax liability 
at the end of March, 1945, as against $1,580,292,503 at the end 
of March, 1944. 


Motor Passenger Statistics 


The Commission has issued two statements of revenues, 
expenses, other income and statistics of Class I intercity and 
local motor carriers of passengers, Q-750, one for the fourth 
quarter of 1944, and one for the year 1944. The statements 
were prepared by the Commission’s Bureau of Transport Eco- 
nomics and Statistics. 

For the fourth quarter of 1944, intercity and local 
suburban carriers, 280 in number, reported $32,993,463 net 
income before income taxes and $8,057,812 net income afte! 
taxes, as compared with $32,538,211 and $7,920,707, respectively, 
for the same quarter of 1943. 

For the 1944 quarter the carriers reported total operating 
revenues of $115,649,091 and.expenses amounting to $82,915,070, 
leaving net operating revenue for the quarter at $32,734,021. 
For the comparable 1943 quarter, operating revenues totaled 
$113,302,064, expenses totaled $80,498,126, with net operating 
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revenue standing at $32,803,938. Other income for the 1944 
quarter amounted to $2,297,471 and other deductions totaled 
$2,038,471. In the 1943 quarter, other income was $1,807,182 
and other deductions $2,072,909. The intercity passenger rev- 
enues rose from $92,834,153 in the 1943 quarter to $94,496,251 
in the 1944 quarter. 

The intercity carriers reported net income before income 
taxes of $29,276,736 in the 1944 quarter, with net income after 
taxes at $7,047,158, compared with $29,302,061 and $7,716,195, 
respectively, for the 1943 quarter. 


1944 Figures 


For the year 1944, the 280 intercity and local or suburban 
carriers reported net income before income taxes of $157,- 
801,195 and net income after taxes of $45,020,199, as against 
$161,785,831 before income taxes, and $49,107,688 after taxes 
in 1943. 

They reported total operating revenues of $479,136,423 and 
expenses amounting to $321,456,784, leaving net operating 
revenue of $157,679,639 in 1944. Other income amounted to 
$7,474,740 and other deductions to $7,353,184. For the year 
1943, operating revenues totaled $453,250,505, expenses amounted 
to $290,372,311, leaving net operating revenue of $162,878,194. 
Other income in that year totaled $6,410,734 and other deduc- 
tions, $7,503,097. 

Intercity passenger revenue increased from $373,528,474 in 
1943 to $394,704,706 in 1944. 

The intercity carriers, 211 in number, reported net income 
before taxes in 1944 of $141,134,812 and $39,385,990 after 
income taxes, as compared with $144,909,186 and $43,393,100, 
respectively, in 1943. 

The operating ratio of the intercity and local or suburban 
carriers was 71.7 per cent in the fourth quarter of 1944 as 
against 71 per cent in the same quarter of 1943. For the year 
1944, their operating ratio was 67.1 as compared with 64.1 in 
1943. 


Block Signal Statistics 


Secretary Bartel, of the Commission, has issued a memor- 
andum stating that the annual tabulation of statistics pertaining 
to block signals, interlocking, automatic train control, and the 
use of the telegraph and telephone for transmission of train 
orders on the railroads. of the United States as of January 1, 
has been compiled and is available for reference at the offices 
of the Commission’s Bureau of Safety. ; 

The tables, he said, were compiled from reports submitted 
by the carriers and contained information concerning railroad 
signal systems for the individual roads and for the country as 
a whole. He showed the total automatic and non-automatic 
black signal systems as 112,530.6 total road miles and 145,635.9 
total track miles, increases of 659.1 and 846.9 miles, respectively, 
over January 1, 1944. ; 

The memorandum continued: 


There are 7,732.3 miles of road, 14,103.0 miles of track and 6,599 
locomotives and motor cars equipped with automatic train stop or 
train control devices, with or without automatic cab signals, and in 
addition there are 2,885.3 miles of road and 6,509.5 miles of track, and 
4,208 locomotives and multiple-unit electric cars equipped with auto- 
matic cab signals only without automatic train control devices. A 








Revenue Freight Loading 


Loading of revenue freight the week ended June 9 totaled 
884,285 cars, according to the Association of American Rail- 
roads. This was 46,765 cars or 5.6 per cent above the preceding 
week, 11,111 cars, or 1.3 per cent above the corresponding week 
of 1944, and 29,799 cars or 3.5 per cent above the corresponding 
week of 1943. 
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total of 4,338.6 miles of road and 8,964.9 miles of track are equipped 
for operation of locomotives with automatic cab signals. 

On January 1, 1945, there were 4,387 interlockings in service, a 
decrease of 65 during the year. Also, there were 307 installations of 
centralized traffic control on 5,165.3 miles of road. This indicates an 
increase Curing the year of 19 installations and 1,161.0 miles of road. 
The installations now in service include a total of 922 passing sidings, 
3,035 switches and 9,052 controlled signals. 

The miles of road over which train orders are transmitted by 
telegraph decreased from 77,224 on January 1, 1944, to 74,946 on Janu- 
ary 1, 1945, and the miles of road over which train orders are trans- 
mitted by telephone increased from 148,937 to 150,608. 


FREIGHT COMMODITY STATISTICS 


The Commission has issued statement, M-550, prepared by 
its Bureau of Transport Economics and Statistics, of tons of 
revenue freight originated and tons terminated, in carloads, 
by classes of commodities and by geographic areas—Class I 
steam railways—for November, 1944. The statement shows a 
total of 121,162,452 tons of revenue freight originated and 
114,345,143 tons terminated. As to forwarder traffic, tons orig- 
inated totaled 282,437 and tons terminated totaled 285,195. By 
groups of commodities, tonnages originated and terminated, 
respectively, were reported as follows: 

Products of agriculture, 15,261,151 and 15,967,519; animals 
and products, 2,349,766 and 2,437,215; products of mines, 61,- 
437,468 and 53,019,378; products for forests, 6,439,662 and 
6,753,178; and manufactures and miscellaneous, 35,674,405 and 
36,167,853. 

The current statement was the first in which full figures 
were given for all commodity groups, certain figures having 
been withheld since the first quarter of 1942 by reason of 
security regulations. It was said in the Commission’s Bureau 
of Transport Economics and Statistics that complete figures 
would be contained in the commodity statements from this 
time forward. 


LEASED CAR STATISTICS 


The Commission, by its Bureau of Transport Economics 
and Statistics, has issued a summary of quarterly reports of 
persons furnishing cars to or on behalf of carriers by railroad 
or express companies, covering the fourth quarter of 1944, 
statement Q-900. - 

The data was compiled from 267 reports of car companies. 
It showed a total of 266,863 cars owned at the close of the 
period, consisting of the following: Refrigerator, 117,108; petro- 
leum tank cars, 125,241; other tank cars, 10,647; stock cars, 
4,547; gondola and hopper cars, 6,567; and other cars, 2,753. 

Of the cars owned by the reporting companies, a total of 
15,551 were leased to railroad and express companies, and 
67,104 were leased to “all others,” making a total of 82,655. 
Cars leased by the reporting companies from railroad and 
express companies and all others at the end of the period totaled 
17,055, of which 3,415 were refrigerator cars; 7,830 were petro- 
leum tank cars; 5,544 were other tank cars; 125 were stock 
cars; 116 were gondola and hopper cars; and 22 were other 
cars. 

Revenue received from hire of cars, based on mileage, per 
diem basis, or other car service basis, was as follows: Refrig- 
erator, $18,889,145; petroleum tank cars, $17,331,086; other 
tank cars, $786,252; stock cars, $339,576; gondola and hopper 
cars, $397,896; other cars, $224,268; total, $37,968,223. 


RAIL EMPLOYMENT 


Employes of Class I steam railways, excluding switching 
and terminal companies, total 1,426,624 at the middle of May, 
an increase of 0.13 per cent over May, 1944, and an increase 
of 0.35 per cent over April this year, according to a rail em- 
ployment compilation based on preliminary reports, prepared 
by the Commission’s Bureau of Transport Economics and Sta- 
tistics. The May, 1945, employment was reported as follows: 
Executives, officials, and staff assistants, 14,924; profes- 





Revenue Freight Car Loading—Week Ended Saturday, June 9 


Grain and Live 
grain-prod. stock Coal 
{ 1945 53,011 14,468 175,280 
etal Gl MORNE. 3.4 cade teaser anes 4 1944 43,895 14,143 181,228 
1943 45,466 12,891 170,513 
Preceding week June 2........... 1945 48,513 12,850 160,811 
Per cent increase over............ 1944 20.8 2.3 
Per cent decrease under.......... 1944 3.3 
Per cent increase over............ 1943 16.6 12.2 2.8 
Per cent decrease under.......... 1943 
{1945 1,071,317 340,457 3,708,262 
Cumulative 23 weeks to June 9.. 41944 1,052,141 346,561 4,028,759 
1943 1,065,284 312,889 3,737,916 
Per cent increase over............ 1944 1.8 
Per cent decrease under.......... 1944 1.8 8.0 
Per cent increase over............ 1943 6 8.8 
Per cent decrease ‘under.......... 1943 8 
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sional, clerical, and general, 232,186; maintenance of way and 
structures, 303,688; maintenance of equipment and _ stores, 
386,570; transportation (other than train, engine, and yard), 
169,636; transportation (yard-masters, switch-tenders, and 


hostlers), 18,363; transportation (train and engine service), 
301,257. 


Retirement Board Figures 


Retirement benefit payments to railroad employes in April 
totaled $12,168,000, a record amount for the third successive 
month. The new payments brought to $940,876,000 the total 
benefits paid since the board began operations. Annity appli- 
cations numbered 1,990, bringing the total for the current fiscal 
year to 19,330 as compared with 16,699 for the corresponding 
ten months of 1943. The 3,857 survivor annuities in force at the 
end of April were at an average monthly rate $31.79, and the 
453 death benefit annuities were at an average of $34.41. 

The board stated that unemployment insurance activities 
in April were at a lower level than in the preceding months. 
A total of 381 applications for certificate of benefit rights, and 
3,136 claims for benefits, were filed. New accounts were opened 
for 361 workers, and 97 beneficiaries exhausted their accounts. 
One-third of the new accounts were opened in the Chicago and 
Minneapolis regions. Unemployment insurance benefits paid 
amounted to $66,899. 

The board said 130,584 placements were reported in April, 
as compared with 133,746 for the preceding month. Of the 101,- 
038 primary placements, 85,973 were of civilians and 15,065 of 
servicemen. There were 29,546 supplementary placements re- 
ported. An additional 8,900 Mexican workers entered the coun- 
try in April for railroad jobs, and contracts for nearly 52,000 
of these workers were in force at the end of the month. 


RAIL WAGE STATISTICS 


Class I steam railways, exclusive of switching and terminal 
companies, reported total compensation of $332,956,471 paid to 
1,422,756 employes in March, 1945, according to a compilation 
of wage statistics of those roads, statement M-300, prepared by 
the Commission’s Bureau of Transport Economics and Statis- 
tics. 

The employment was an increase of 23,008, or 1.64 per cent, 
over the number reported for March, 1944. The total number 
of hours paid for was 1.81 per cent more and the total com- 
pensation was 2.40 per cent more in March, 1945, than in March, 
1944. A comparison of the number of employes who received 
pay in the month with the total hours paid for showed 221 
hours an employe in March, 1945, and 220 hours in March, 1944. 
Employes paid on an hourly basis in March, 1945, received pay 
for 33,779,543 hours of overtime, which was 12.05 per cent of 
the straight time paid for. The corresponding percentage for 
March, 1944, was 11.11. 

Compensation for “time paid for but not worked” for 
March, 1945, was reported as follows: Executives, officials, and 
staff assistants, $44,592; professional, clerical, and general, 
$2,002,691; maintenance of way and structures, $467,646; main- 
tenance of equipment and stores, $1,909,203; transportation 
other than train, engine and yard, $481,275; and transportation 
yardmasters, switch tenders, and hostlers, $177,303. 

In the train and engine service, compensation for March, 
1945, was reported as follows: Straight time actually worked, 
$63,587,081; straight time paid for, $76,585,833; overtime paid 
for, $11,758,939; constructive allowances, $5,173,365; total, 
$93,518,137. Miles actually run totaled 575,302,866, and miles 
paid for but not run totaled 66,948,044. 


Western Rail Manpower 


With the western railroads facing an immediate 27 per 
cent over-all increase in traffic for the Japanese war, with a 
manpower shortage of thousands of workers on western lines 
and with the roads facing further inroads by Selective Service 
on their skilled workers, officials of the Western Association of 
Railroad Executives held a two-day session in Chicago, June 11 
and 12, with Washington and western Office of Defense Trans- 
portation personnel, a ranking representative from General 
Hershey’s Selective Service office, Railroad Retirement Board 
officials, personnel representatives of western rail lines and 
United States Army officers. 

The meeting was held at the request of Robert L. Glenn, 
acting director, division of transport personnel, Office of De- 
fense Transportation, Washington. Others from Washington in 
attendance were G. R. Gallagher, assistant director of the rail 
division of O. D. T., and Colonel John M. Baker, director of 
operations for Selective Service under General Hershey. 

The manpower committee of the Western Association of 
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Railroad Executives was represented by C. E. Johnston and 
Fred Wilson, chairman and assistant chairman, respectively, 
of the association. 

Colonel Baker announced that Selective Service must take 
within the next few months approximately 10,000 skilled trans- 
portation workers from the 47,000 previously deferred by 
O. D. T. certification. He asked that O. D. T. re-certify the men 
and that office personnel be dropped from the lists in favor of 
‘men actually engaged in keeping the trains rolling. He said 
that the 470,000 skilled deferred men in the United States must 
now be tapped in order to meet Army and Navy requirements 
of 90,000 men per month following V-E Day. 

Mr. Glenn told the group that O. D. T. had gotten more 
than 90 per cent deferment by Selective Service from its recent 
certification lists and that most of the deferred men to be taken 
by Selective Service would come from the eastern lines, where 
traffic pressure had dropped. What small loss there would be 
on western lines, he believed, could be made up from furloughed 
men from the eastern lines. 

Mr. Glenn, who recently was instrumental in getting top 
rating for the railroads on the War Production Board’s Produc- 
tion urgency list in Washington, declared that the only solution 
to the western rail lines’ problem of manpower was to back 
the recent request of Director Johnson, of O. D. T., to the Army, 
“that 50,000 skilled rail workers be released from the Army 
now that the European war is over.” 

Representatives of western railroads told of their diffi- 
culties in recruiting men on the west coast where, they said, 
they were losing more than they were gaining from the exodus 
of the temporary population further east. Chairman Johnston, 
of the W. A. R. E., told the meeting: 

“The western railroads have reached the limit in the reduc- 
tion of force. This most essential activity in the war effort can- 
not hold its standard against constant lowering of efficiency if 
we lose one more man.” 

Western operating officials expressed concern over the 
drop in efficiency as a result of the necessary employment of 
such a high proportion of inexperienced employes. 

It was the consensus that every effort to recruit new men 
should be made, and that the utmost be done to back the at- 
tempt to get skilled rail men released from the Army, in spite 
of the expressed Army attitude that men must be released on 
points only and not on occupational appeal. 

Among other O. D. T. officials in attendance at the confer- 
ence were: 


T. C. McKeen, Chicago regional representative of the division of 
transport personnel; Hjalmar Petersen, acting regional representative, 
San Francisco; Colonel Robert Gray, regional representative, Dallas, 
Tex.; C. M. Ballou, regional representative, Cleveland, O.; Edgar M. 
Hymans, regional representative from Kansas City, Mo. 


The Sixth, Seventh and Ninth Service Commands of the 
Army Transportation Zones were also represented at the meet- 
ing. 


MEDIATION BOARD CHAIRMAN 
Harry H. Schwartz, who has served as chairman of the 
National Mediation Board since July 1, 1944, has again been 
designated by the board as chairman for the fiscal year begin- 
ning July 1, 1945. 


REPRESENTATION OF EMPLOYES 

The Railroad Workers Industrial Union, District 50, United 
Mine Workers of America, has been designated as the collec- 
tive bargaining agent of licensed and unlicensed deck person- 
nel and of marine engineers, firemen and oilers of the Marine 
department of Erie Railroad Co., according to certification of 
the National Mediation Board, based on elections held in ac- 
cordance with the railway labor act. In the case of the deck 
personnel the U. M. W. union received 95 votes against 72 for 
the Masters, Mates and Pilots of America, while in the case 
of the engineers, firemen and oilers the U. M. W. union re- 
ceived 87 votes as against 7 for the Railroad Marine Workers 
of America, I. L. A. 


Pacific Longshoremen Increase 


A three-man panel has recommended to the National War 
Labor Board that 15,000 Pacific Coast longshoremen be granted 
a general wage increase of five cents an hour the “Little Steel” 
formula, retroactive to October 1, and vacation privileges, among 
other things. The industry member dissented to the recom- 
mendations for the general wage increase and for vacation 
privileges. 

The panel was composed of Arthur S. Meyer, as chairman. 
Mr. Meyer is chairman of the New York State Board of Media- 
tion. Other panel members were Arthur E. Phillips, executive 
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secretary of the C. I. O. Maritime Committee and a labor 
member of the National War Labor Board shipping panel, and 
Lee G. Paul, an industry member of the N. W. L. B. ship- 
pui!ding commission. 

The panel also recommended denial of employer demands 
for a return to the eight-hour basic work day, and union de- 
mands for an increase in the hourly rate from $1.10 to the 
$1.25 rate prevailing on the Atlantic coast, where time and a 
half is not paid until after eight hours a day. The five-cent raise 
prings the longshoremen’s pay to $1.15 an hour and the panel 
chairman found that this basic hourly rate on the west coaost, 
with time and a half after six hours, appeared to constitute 
the closest practical equivalent to the present east coast long- 
shore wage rate, where, he said, $1.25 was paid with time and 
a half after eight hours. The union, according to the report, 
claimed at least $1.20 an hour was necessary to bring about 
parity with the east coast. 

The majority recommended that longshoremen be found 
entitled to one week’s vacation with pay if they worked 1,500 
hours in the preceding contract year, the employer to pay two 
and a half cents an hour for every hour worked for him by an 
employe under the contract to a vacation fund, to be admin- 
istered by the union, which would render a detailed annual 
report to the employers’ association. 

The panel majority determined that a five-cent increase 
granted in December, 1940, effective February, 1941, was not 
chargeable against the 15 per cent limit of the “Little Steel’ 
formula which, it said, used January, 1941, as the base date. 
The majority also rejected the contention of the employers that 
the full amount of the “Little Steel” formula should not be 
allowed under the so-called Lever Brothers principle which, it 
said, precluded such an increase where the effect would be 
“unstabilizing.” 

In general, the panel found that an effort should be made 
to increase efficiency, but denied that government statistics of 
the Army and the War Shipping Administration indicated that 
east coast efficiency was greater than west coast efficiency. 


Chicago Truck Drivers’ Pay 


Members of Local No. 705 of the Chicago Truck Drivers, 
Chauffeurs and Helpers Union of Chicago and Vicinity will 
have to wait for reconsideration of the National War Labor 
Board’s decision under which it recently denied a reduction of 
the straight-time work week from 51 to 48 hours and the 
straight-time work day from eight and one-half to eight hours, 
until the board and the Director of Economic Stabilization re- 
view the “in lieu of’ policy followed by the board in the truck- 
ing industry, under a decision of the board issued June 13. 
Recently the board heard representations of the union and the 
Chicago operators as to the action that should be taken by 
reason of the week-long strike called by the union, May 17, 
before the board agreed to review its decision (see Traffic 
World, June 9, p. 1534). 


The board said that, if the review being undertaken with 
the Director of Economic Stabilization resulted in a change of 
the “in lieu of” policy or its interpretation, “both sides will be 
given an opportunity to be heard concerning the effective date 
of the adjustments, if any, which the board determines are 
appropriate.” 

It ordered the 8-cent an hour increase awarded May 15, in 
the same decision in which it denied a reduction of the basic 
work-day and work-week, put into effect immediately following 
determination of the question of price relief raised by the em- 
ployers. The board continued: 

The trucking industry wage policy, called the ‘‘in lieu of’’ policy, 
was agreed upon with the Economic Stabilization Director last August 
26 and permits certain hourly wage increases where employes are on 
a long work-week and in lieu of any other changes in the contract. 
There was also provision for a review of the policy in 60 days. 


After reviewing the facts of the Chicago trucking decision 
and its interpretation of the “in lieu of” policy, the board stated 
that “fairness to the employer requires that the present decision 
remain unchanged as. long as the present policy and the board’s 
interpretation thereof remain the same.” 

The board added that fairness to the unions required that 
they be not precluded from requesting relief based on any 
change in the policy or its interpretation resulting during the 
contract term from the forthcoming review of that policy. The 
directive order in this case, it said, gave due recognition to the 
equities of both sides. 

.. _the board said it was making “no commitment that the 
in lieu of’ policy or its interpretation will be changed.” 


New Strike Ballot 
The National War Labor Board will conduct a coincidental 
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strike ballot among members of both the independent Chicago 
Truck Drivers Union Local 705 and the International Brother- 
hood of Teamsters’ Chicago Local 705, on June 15. Voting will 
take place from 6 a. m. to 10 p. m., and the results are expected 
to be made known at 11:30 p. m., according to Mr. Schneid, 
senior field examiner for the N. W. L. B. Mr. Schneid said 
that voting would take place only among employes of the 1,660 
trucking firms which are not listed as in the custody of the 
Office of Defense Transportation. About 930 firms are still in 
O. D. T. custody as a result of the week-long strike in May of 
the independent Local 705. 


The N. W. L. B. and the O. D. T. do not agree as to which 
trucking firms are in government custody. An O. D. T. official 
stated that, formally, all trucking firms in the area are in cus- 
tody of his agency, as a result of President Truman’s executive 
order. A N. W. L. B. representative, however, said that the 
O. D. T. lists only about 930 trucking firms as in its custody. 


The N. W. L. B. in Washington issued a statement June 13, 
that it will not reconsider its decision in the Chicago truck 
drivers’ wage dispute until the board and the Director of Eco- 
nomic Stabilization review the “in lieu of’’ policy followed by 
the board in the trucking industry. 


Ellis T. Longenecker, assigned by J. Monroe Johnson, direc- 
tor of the O. D. T., to operate the truck lines under presidential 
order, stated that he will continue to keep transportation mov- 
ing. 

Henry Burger, international organizer of the International 
Brotherhood of Teamsters, stated that his union does not sanc- 
tion strikes anywhere during the war. He said he did not know 
what action the membership of I. B. T. Local 705 would take 
following the strike vote. 


Officials of the independent Local 705 have asserted their 
organization will not compromise on its demands for a $5 in- 
crease for a 48-hour week, and vacation pay (see Traffic World, 
June 9, p. 1535). The union has no membership meeting 
scheduled in the immediate future. 





E. J. & E. Rail Labor Decision 


In a decision in No. 160, Elgin, Joliet and Eastern Railway 
Co., petitioner, vs. G. W. Burley et al., the Supreme Court of 
the United States, June 11, affirmed the decision of the U. S. 
Circuit Court of Appeals for the Seventh Circuit bringing 
into issue questions concerning the authority of a collective 
bargaining representative under the railway labor act. The 
controversy, said the court, related to operations in the E. J. 
& E. “Whiting Yard.” The case was returned to the lower 
court to determine certain facts. 


Justice Rutledge, who delivered the opinion of the court, 
said that the ultimate issues were whether the collective bar- 
gaining agent had authority, by virtue of the act or otherwise, 
either to compromise and settle accrued monetary claims of ten 
employes or to submit them for determination by the National 
Railroad Adjustment Board to the exclusion of their right, after 
the settlement and after the board’s adverse decision, to assert 
them in a suit brought for that purpose. The claims, said 
Justice Rutledge, were for “penalty damages” for alleged viola- 
tion of the starting time provisions of a collective agreement, 
varying from $3,500 to $14,000, and in the aggregate amounting 
to $65,274. The district court found for the carrier, holding 
that the board’s award was a final adjudication of the claims 
within the power of the Brotherhood of Railroad Trainmen, the 
collective bargaining agent, to seek and the board’s to make, 
precluding judicial review. As indicated hereinbefore, the 
Court of appeals reversed the judgment, holding that the record 
presented a question of fact whether the union had been 
authorized by respondents ‘“‘to negotiate, compromise and settle” 
the claims. 


After a long discussion, Justice Rutledge said that the 
crucial issue was initially whether respondents had authorized 
the brotherhood in any legally sufficient manner to represent 
them individually and until that question was determined, “‘it is 
not necessary for us to pass upon the important issue concerning 
the finality and conclusive effect of the award, or to determine 
the validity and legal effect of the compromise agreement.” 
Accordingly, he said, the court expressed no opinion concerning 
those issues. The cause was remanded to the lower court for 
further proceedings in conformity with the opinion. 

Justice Frankfurter wrote a dissenting opinion in which 
Chief Justice Stone and Justices Roberts and Jackson joined 
They said that the railway labor act precluded review of the 
board’s award; and, since authorization of the brotherhood 
Officials to make a settlement was not now open to judicial 
inquiry, the judgment called for reversal. 
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Railroad Courtesy 


Editor the Traffic World: 

Don’t you think that you are a little too harsh, or at least 
taking in rather too large a territory in your editorial “An 
Unrecorded War Casualty?” 

Granting that there have been instances where passengers 
or prospective passengers have been “shoved around,” there 
are daily instances, which the writer has personally observed, 
of the greatest courtesy in handling inexperienced passengers 
in city ticket offices, railroad stations and trains. 

Our organization has frequent occasion to call on ticket 
agents for.reservations, etc., and our employes have not only 
never complained of lack of courteous treatment, but frequent- 
ly remarked about the outsanding even temper of the various 
clerks in dealing with difficult situations. 

The writer, personally, has made occasional trips during 
the war and has always been treated courteously by train men 
and porters, and while the meals in dining cars have not been 
up to pre-war standards, what was available was neatly and 
pleasantly served, much more pleasantly than in the average 
hotel or restaurant. 

If occasionally an overworked and tired out railroad em- 
ploye loses his patience and answers a question (possibly for 
the tenth time) curtly, don’t condemn all railroad men for 
there are hundreds or maybe thousands that are invariably 
courteous for every one that is not. 

F. C. Anger, President 
Freight Traffic Service Co. 
Detroit, Mich., June 13, 1945. 


Traffic Men and Solicitors 


Editor the Traffic World 
Dear Sir: 

The letter from Mr. King, of Baltimore, which appeared 
in your Open Forum of May 27, was timely and instructive. I 
have read much of your editorial comment and some of the 
letters written to your magazine in the interest of promoting 
a better appreciation of traffic departments in commercial 
firms. These efforts are highly commendable. I believe the 
readers of your magazine appreciate that you endeavor to 
foster this appreciation, even though advertising in other maga- 
zines is suggested. It does seem that Mr. King’s letter comes 
nearest to presenting the immediate problem. Undoubtedly the 
problem is one of reaching the heads of concerns with the 
proper education and persuasion. 


This brings to my mind a suggestion that may be of value 
—that is that employees in traffic departments should make 
every effort to enlist the support of rail traffic officials—the 
higher the better. This is no effort to have you start a cam- 
paign to build up appreciation of traffic solicitors; but it is to 
say that every railroad has a certain number of high officials 
in its traffic department who have the ear of the leading execu- 
tives in their cities. If encouraged, these rail traffic executives 
will accomplish much by efforts to promote appreciation of the 
importance of the industrial traffic department. 


The above is the sum and substance of the suggestion I 
have to make with reference to this campaign, but, before 
closing, I would like to say something here that would persuade 
your editorial staff to take a new viewpoint toward freight 
solicitors. From a selfish standpoint, it would do you no harm, 
for most solicitors over a long period of years have come to 
feel that the Traffic World is no friend of the freight solicitor. 
Your magazine should be read by every freight solicitor; but 
your antagonism has deprived you of a large potential sub- 
scription list. In the 25 years I have been reading the Traffic 
World I can’t recall having ever seen a kind word said for 
traffic representatives of railroads. From time to time there 
have been carping criticisms. Possibly someone would lash out 
at some indefensible freight solicitor for having taken one 
drink too many; but I don’t recall any article in the Traffic 
World that sought to credit freight solicitors with achieving 
much. 

If you feel that railroad solicitors are inadequately trained 
for their jobs, then you are the logical ones to encourage better 
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training. You made one lame attempt in this direction when 
you published a series of articles on the salesmanship of trans- 
portation, but my observation was that few freight solicitors 
read the articles, for they were written by a man who had 
never been a freight solicitor. To do a good job of soliciting 
freight is intricate work; but there seems to be no end to the 
number of people who feel qualified to tell the freight solicitor 
just how it should be done. 

There is nothing particularly magnanimous on my part in 
writing this letter. Every traffic manager who is interested in 
seeing free enterprise continue in this country would probably 
write the same thing if he happened to observe that the views 
of the traffic representative have been totally missing from the 
columns of the Traffic World these many years. 

This is not to say that your magazine is entirely at fault, 
but your policy of refusing to print any letter, however meri- 
torious, without publishing the name of the writer, comple- 
mented the unfortunate situation. The solicitor found it diffi- 
cult to write a letter for publication on the simplest subject 
without offending some individual who happened to have the 
responsibility of routing traffic. Furthermore, the solicitor can- 
not write to you on many subjects that would not be considered 
by his superiors to be unwise matters for comment. These con- 
siderations, coupled with your policy, pretty well deprives the 
railroad traffic representative of the opportunity to contribute 
an idea to your Open Forum. 

T. J. Barnes, Manager, Traffic & Sales Departments, 
R. D. Pringle & Co., California Frozen Fruits, Inc. 
Modesto, Cal., June 6, 1945 


MILITARY POLICE TRAIN SERVICE 


A plaque, representing appreciation for the service rendered 
by the army’s military police on railroad trains throughout the 
United States, was presented by David A. Crawford, president 
of the Pullman Company, to the Corps of Military Police, June 
13, at the Union Station Plaza, Washington, D. C. 

Ten MP’s, representing the nine Service Commands and 
the Military District of Washington, and Major General A. L. 
Lerch, The Provost Marshal General, were present at the cere- 
mony. . 


RAIL MEETING ON CLASS RATE DECISION 


A meeting of the Western Association of Railway Execu- 
tives was held June 13 in Chicago, to discuss the recent Class 
Rate decision of the Commission. The meeting was preliminary 
to a meeting of executives of all roads throughout the country 
interested in the decision, scheduled to be held June 15 in Chi- 
cago. The Commission by its decision has required the railroads 
to make “interim” changes in class rates, effective August 30. 
It is expected that the line of action to be pursued by the rail- 
roads will be debated at the June 15 meeting. 


FRUIT AND VEGETABLE TRANSPORTATION 


In a report on marketing margins and costs for fresh fruits 
and vegetables in “The Marketing and Transportation Situa- 
tion,” issued by the Bureau of Agricultural Economics of the 


U. S. Department of Agriculture, says, with respect to trans- 
portation: 


Fresh fruits and vegetables are shipped to market from distances 
varying from a fraction of a mile to several thousand miles. The prod- 
uce is shipped by rail, truck, and boat, and in the future some prob- 
ably will be transported by air. Transportation costs vary greatly, de- 
pending on particular conditions and distances. Studies have indicated 
that on the average, transportation costs accounted for about 19 per 
cent of the retail value of produce. This does flot include short hauls 
and delivery within a city. 


REDECORATION OF GRAND CENTRAL TERMINAL 


The “heavens” of Grand Central Terminal, New York, 
showing the signs of the Zodiac, were revealed June 13 to pub- 
lic gaze with the removal of the scaffolding from which the ten 
months’ work of redecoration was done. The original design of 
the mural, first displayed when the Terminal was opened in 
1913, has been restored in oil paint and gold leaf on a new 
permanent, rock-board surface. 
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Military Transport Job 


Major General Gross Tells Why Transportation Facilities 
Will Be Taxed to Limit—Data on Eastern and 
Gulf Port Movements Revealed 
By STANLEY H. SMITH 


ry An unusual statement of what the nation’s transportation 
agencies accomplished in the movement of military traffic 
through the eastern and Gulf coast ports of embarkation and 
what they now face with the deployment of our armed forces 
to the Pacific theater of operations has been issued by the 
War Department. 

Data not heretofore made available for publication and esti- 
mates as to transportation requirements this summer and fall 
and next spring are set forth by the department. 

“Redeployment of America’s armed might, to bring its full 
force to bear upon the Japanese enemy in the Pacific, will bur- 
den the nation’s transportation facilities—rail, highway, marine 
and air—to a greater degree than ever before,” it said. © 

“Use of the rails in the transportation of military person- 
nel is expected to reach its peak in December this year, when 
about one and one-half million members of the combined armed 
forces will be criss-crossing the nation in Pullman cars, coaches, 
hospital cars and in troop sleepers. 

“The peak month in the movement of troops from the 
European and Mediterranean theaters of operation by water 
will occur in August, when approximately 400,000 men will em- 
bark from ports in those areas. The top month in outbound 
movements occurred in January of this year, when 278,000 
troops were embarked.” 

Major General Charles P. Gross, Chief of Transportation, 
Army Service Forces, predicted that the war’s previous peak 
in rail transportation of military personnel “will be topped re- 
peatedly during redeployment operations.” 


Record Movement August, 1943 


The department said that the “high” to date in rail trans- 
portation of armed forces occurred in August, 1943, when or- 
ganized movements—of 40 or more men—totalled 1,104,426. 
This figure, it said, would rise to about one and one-half mil- 
lion in December this year. Travel by troops as individuals— 
on furlough, emergency leave, passes—or in groups numbering 
less than 40, would increase the December travel to a total of 
approximately 2,000,000. Continuing, the department said: 


In making these estimates available, the Chief of the Transporta- 
tion Corps, whose job it is to move War Department personnel and 
materiel by rail, water and highway to and from the battlefronts, re- 
vealed for the first time the scope of operations of the eastern and 
Gulf coast ports of embarkation. The bulk of the job was done by the 
New York port, commanded by Major General Homer M. Groninger. 
Through this installation, between the time of America’s entry into 
the war late in 1941, and the end of April, 1945, passed 35,511,286 meas- 
urement tons of outbound cargo and 3,155,578 outbound troops. 


Movement By Ports 


The Boston port of embarkation, commanded by Brigadier General 
Calvin DeWitt, Jr., ranks second in personnel embarked, with a total 
of 738,215, but is third to Hampton Roads, commanded by Brigadier 
General John Reed Kilpatrick, in outloading of cargo. 

Hampton Roads dispatched to destinations overseas 11,245,044 meas- 
urement tons of cargo and 721,175 troops. Boston’s cargo-loading stands 
at 8,437,081 measurement tons. 

The New Orleans port of embarkation, commanded by Brigadier 
General Fremont B. Hodson, outloaded 5,008,273 measurement tons of 
cargo and embarked 158,223 troops. 

The Charleston (S. C.) port of embarkation, commanded by Briga- 
dier General James T. Duke, dispatched 2,648,596 measurement tons 
of cargo to overseas destinations. Since this port was employed only 
on special occasions or in emergencies for the embarkation of troops, 
its outbound movement of personnel stands at only 30,363. 


Through the Philadelphia port of embarkation, a subsidiary in- 
Stallation of the New York port of embarkation, went 4,885,457 measure- 
ment tons of supplies, and through the Baltimore cargo port of em- 
barkation, a satellite of the Hampton Roads port, went 5,254,948 
Measurement tons. 

Total tonnage of army material and army-procured Lend Lease 
transported overseas from these Transportation Corps installations 
aboard Army-employed ships, runs to 72,990,685 measurement tons, 
and personnel to 4,803,554. Inasmuch as security restrictions have not 
been relaxed on the army’s west coast ports of embarkation, no figures 
on their operations are available for publication. 


Rail Equipment Necessary 


“An idea of the vast amount of rail equipment necessary to 
movement of troops in the Zone of the Interior may be gained 
from a study of rail travel of army personnel and its equipment 
between September, 1942, and March, 1945,” said the depart- 
ment, adding: 
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This study shows the use of 347,510 Pullman (tourist type) cars, 
195,453 coaches, 101,094 baggage cars, 82,275 flat cars and 61,747 cars 
of other descriptions for a total of 788,709. If these cars could be 
formed into one train, they would reach almost the exact distance in 
statute miles from New York to Yokohama via the Panama Canal and 
Honolulu, or almost half-way around the equatorial circumference of 
the world. 

Employed for organized moves alone in April, 1943, when that type 
of movement reached its peak insofar as army personnel is concerned, 
were 12,526 Pullman cars, 11,266 coaches, 4,064 baggage cars, 6,552 flat 
cars and 2,190 cars of other types for a total of 36,598. 


Economies Effected 


As the war progressed, the army and allied agencies effected many 
economies in the use of rail equipment in order to hold to an absolute 
minimum dislocation of the civilian economy while keeping at the 
highest possible degree of efficiency and speed the prosecution of the 
war. Through purchase by the Defense Plant Corporation it obtained 
the use of 1,200 new-type, triple-deck troop sleepers and 380 troop kit- 
chen cars. The army purchased, in addition, 320 hospital cars and 60 
medical kitchen cars, many of which are in service and all of which 
will be in service by August 1, of this year. 

This new equipment will be augmented by purchase for the armed 
forces by the Defense Plant Corporation at the request of the Office 
of Defense Transportation, which acted upon the suggestion of the 
Association of American Railroads, of 1,200 troop sleepers and 400 troop 
kitchen cars. It is expected that the first of these new units will be 
delivered in August, with a steady stream of deliveries continuing 
until the order is completed. 

Further economies in the use of commercial rolling stock: were 
achieved by abandonment in June, 1943, of the practice of shipping 
with divisions on the move all organizational equipment. A new pro- 
gram provided for incoming organizations to pick up and use equip- 
ment left behind by outgoing organizations. In this manner through 
improved and increased loadings of flat cars, and in other ways, thous- 
ands of units of rolling stock were made available for other critical 
uses. 









































































































































Peak Next April 


The army estimates that the coming peak in movements of freight 
by rail, highway and inland waterways will not be reaehed until April 
of next year when, it is expected, a little more than 11,000,000 tons 
will be hauled by these carriers. Highway motor carriers, on the basis 
of precedent, will carry from nine to ten per cent of the load, the 
waterways about two per cent, and the railroads the balance. 

It will be noted that the peak in freight movement is expected to 
occur some four to five months later than the expected zenith in tropp 
travel. This should not be construed to mean that troops deployed to 
the Pacific at a date preceding the high in materiel movement in the 
Zone of the Interior will have been short of necessary equipment. 
Nearly all of their supplies have been and will be moved direct to the 
Pacific from the European and Mediterranean theatres, and in many 
cases will have preceded troops to the points at which they and their 
equipment will be ‘‘married up.’’ 

It is estimated that for the top month in the movement of troops, 
the Transportation Corps will require 24,500 Pullman cars, 11,385 
coaches and 6,375 baggage cars. This vast operation probably will tax 
to the utmost the rail facilities of the nation, and especially those over 
which the west coast ports of embarkation are serviced. These roads 
have expanded their facilities in anticipation of the increasing load and 
confidently expect to meet any and all tasks the war in the Pacific 
imposes upon them. 








































































































“It is a notable fact that one of the smoothest-working of 
all war-time operations has been that involving the army, the 
navy and other services, the railroads and their Association of 
American Railroads, the Office of Defense Transportation and 
the various highway motor carrier and inland waterways 
groups,” said the department. ‘These agencies have planned 
together for a long time their respective and coordinate parts 
in the over-all redeployment program, and have so geared their 
machinery that all cogs figure to mesh without grating. 





















































Ocean Shipping Data 


“The army is confident that all troops in the European and 
Mediterranean theaters excepting those who will make up our 
garrison strength, will have been evacuated in about one year 
from V-E Day. Some slight acceleration will be possible if 
enemy passenger liners which have fallen into our hands can 
be brought into service rapidly. Full reports on such vessels 
are not yet comprehensive, but Brigadier General John Merry- 
man Franklin, Assistant Chief of Transportation and Director 
of Water Transportation, is in Europe now exploring all possi- 
bilities in this direction. It is presently believed that at least 
eight captured German liners, among them the giant ‘Europa,’ 
can be pressed into service Without undue delay.” 

Continuing, the department said: 


To accomplish the return of those troops now in Europe who are 
destined for the United States rather than for the Pacific direct from 
the European and Mediterranean theaters, the army will employ ap- 
proximately 370 vessels as against the 287 which engaged in outbound 
movements. Of the 370, there will be 50 U. S. ‘‘troopers,’’ three British 
‘‘troopers’’—the Queen Elizabeth, the Queen Mary and the Aquitania, 
which starting July 1, will be devoted to this work for six months— 
and 317 converted cargo ships of the Victory and Liberty classes. Six: 
of the ‘‘troopers’’ are navy-owned and operated, 18 are army-owned, 
and 343 are allocated by the War Shipping Administration to the army 
for employment under the direction of the Chief of Transportation. 
































































































































1614 


The British ships will be crewed by British officers and seamen, 
whilé the army-owned and W. S. A.-allocated vessels will be crewed 
by Maritime Commission and Merchant Marine officers and men. The 
navy ships operating for the army are navy-crewed. 

Of some 3,100,000 American troops to be redeployed, approximately 
50,000 per month are to be moved by air under the aegis of the Air 
Transport Command. After clearance through the air ports of debarka- 
tion in this country, these troops will be taken over by the Transpor- 
tation Corps for movement to and processing through disposition cen- 
ters and movements to reception stations. The one exception in this 
direction is the temporary disposition center set up at Camp Blanding, 
Florida, for processing troops returned by air via Miami. This center 


operates under the direction of the Commanding General of the Fourth 
Service Command. 


The pressure of redeployment will be so great that the New York 
Port will average about 3,000 debarkee per day for 12 months starting 
with V-E Day, and Boston and Hampton Roads each about 1,500 per 
day. Men coming through New York will be processed through Camps 
Shanks, Kilmer and Fort Hamilton, and at Hampton Roads, through 
Camp Patrick Henry. Camp Myles Standish will process Boston debar- 
kees and troops returned by air via Bradley Field in Connecticut and 
Presque Isle, Maine. Troops debarked at the New Orleans Port will 
be processed through Jackson Barracks, a part of that installation. 


Troop Movements in U. S. 


“Once troops reach this country, they move in a steady 
stream through the disposition centers in not more than 48 
hours and in most instances in 24 hours or less, to the reception 
stations nearest their homes,” said the department. “In these 
stations, they are furloughed after their papers are put in order, 
they are paid and necessary clothing is provided. In most cases 
these operations require no more than 48 hours. Men eligible 
for discharge are on their way as civilians within at least 48 
a after non-essentiality is determined at the reception sta- 
ions. 

“In many cases, troop ships are and will be evacuated at 
the ports in as little as two hours; other evacuations may take 
up to eight or ten hours depending upon passenger types. But 
from start to finish, the process is designed to be lightning 
fast with no place for red tape, no time for passes to town, no 
time for anything not vitally important to getting the soldier 
home whether for furlough or as a dischargee. 

“This speed, which is imperative unless the return of the 
troops is to be stretched out for 18 months or longer, naturally 
precludes any possibility of relatives or friends seeing the re- 
turnees at the ports, in the port cities, in the disposition centers 
or reception stations. For this reason, and because rail facili- 
ties will bear heavier military burdens than ever before, the 
army counsels the civilian public to await the returning soldiers 
at their homes. Those who fail to observe this advice and at- 
tempt to meet returning troops prior to their arrival in their 
home towns are doomed to disappointment, just as the soldier 
probably will be disappointed to find upon reaching his home 
that his family is not there. 


Battle Casualties 


“The Charleston Port of Embarkation which, since Novem- 
ber, 1943, has been the home port for the Atlantic fleet of the 
U. S. Army Hospital Ships (those army-owned “mercy ships” 
protected by the Hague Convention -X of 1907) will continue to 
receive the majority of such vessels employed to return patients 
from the European and Mediterranean theaters. -In order to 
return all battle casualties by the end of August, utmost use 
will be made of transports equipped with necessary facilities, 
and these will discharge their patients wherever they put in. 
Twenty troop transports will augment the U. S. Army Hospital 
Ship fleet for a time in order to speed return of casualties. 

“The transport-hospital ships are scheduled to return 18,210 
casualties in June, 4,304 in July and 2,144 in August. The Air 
Transport Command is to bring back 5,000 patients per month 
through June, July and August. The U. S. Army Hospital Ships 
are scheduled to return 6,790 patients in June, 8,772 in July and 
4,856 in August. By the end of August, all movable battle 
casualties will have been returned to the United States, accord- 
ing to present plans. Air lift and those U. S. Army Hospital 
Ships which are not transferred to the Pacific as their need 
in the Atlantic is removed will service our garrison strength 
in Europe. 

“In addition to receiving returning, or redeployed troops, 
the Fast and Gulf coast ports of embarkation also will receive 
materiel returned for use in this country, for rehabilitation and 
future forwarding to the Pacific, and for other purposes. Their 
activities will decrease, naturally, as the flow of personnel and 
materiel from the European and Mediterranean theaters begins 
to taper off. The west coast ports, on the other hand, already 
find their activity accelerated, and are geared to capacity oper- 
ations until victory is achieved in the Pacific.” 


GREAT LAKES REGIONAL ADVISORY BOARD 

The Great Lakes Regional Advisory Board will hold its 
sixty-first regular meeting at the Commodore Perry Hotel, 
Toledo, June 27. President F. J. Armstrong, traffic manager, 
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U. S. Radiator Corporation, Detroit, will deliver the opening 
remarks. 

C. T. Stripp, traffic manager, National Malleable Stee] 
Castings Co., Cleveland, will report for the executive commit- 
tee. The report of the railroad contact committee will be made 
by R. J. Bowman, president, Pere Marquette Railway, Detroit. 
B. M. Baldwin, manager, transportation department, Toledo 
Chamber of Commerce, will report for the committee on ar- 
rangements. D. T. Meyers, assistant sales manager, Huron 
Portland Cement Co., Detroit, will report for the nominating 
committee. K. A. Moore, general traffic manager, Automotive 
Council for War Production, Detroit, will present a forecast 
of carloadings and production trends. W. J. McGarry, man- 
ager, Ore and Coal Exchange, Cleveland, will report on ore, 
coal and grain traffic on the Great Lakes. 

The following will report for their committees: Chamber 
of Commerce, E. A. Momberger; car efficiency, Allen Dean; 
freight loss and damage and results of the April perfect ship- 
ping campaign, J. L. Harris; inter-regional, W. J. Holehouse; 
L. C. L. service, L. H. Baughman; passenger transportation, M. 
De Witt; special committee on railroad equipment, W. H. 
Markle; tariff simplification, D. T. Meyers. C. R. Megee, man- 

rager, Open Car Section, Association of American Railroads, 
will report on national transportation conditions. 

~ “The guest speaker, Delmar G. Roos, vice-president and 
phiet engineer, Willys-Overland Co., Toledo, will talk on ‘What 
o Expect of the Automobile Industry in the Post-War Period.” 


PACIFIC COAST ADVISORY BOARD 


The Pacific Coast Transportation Advisory Board will hold 
its summer meeting at Los Angeles, in the Pacific Electric Audi- 
torium, June 20-21. There will be a luncheon June 20, sponsored 
by the Los Angeles Transportation Club, in the Biltmore Hotel, 
at which Colonel J. Monroe Johnson, director, Office of Defense 
Transportation, will speak. William Gorman, president of the 
Los Angeles Transportation Club, will be toastmaster. 

At the business session June 21, there will be reports from 
commodity committee chairmen and from executives of rail- 
roads serving the area. Irving F. Lyons, general secretary, will 
report for the executive committee; W. H. Guild as chairman 
of the railroad contact committee; Walter A. Rohde as chair- 
man of the legislative committee; Charles A. Bland, chairman 
of the port traffic committee; T. F. McCue, chairman, freight 
claim committee; and George D. Cron, chairman, car efficiency 
committee. H. A. Huckaba will report on transportation condi- 
tions in the board territory. Officers of roads serving the dis- 
trict will report on car supply, service, equipment and improve- 
ments. 

Harold D. Weber, general chairman, will deliver opening 
remarks. W. M. Hoad, research specialist of the Federal Re- 
serve Bank, San Francisco, will analyze the reports of the com- 
modity committee. W. M. Jeffers, president of the Union Pacific 
Railroad, will make the main address. 


OHIO VALLEY ADVISORY BOARD MEETING 


The Ohio Valley Transportation Advisory Board will hold 
its seventy-seventh meeting, in Columbus, Ohio, at the Deshler- 
Wallick Hotel, June 25-26. Mendel A. Keith, general chairman 
of the board and general traffic manager, International Der- 
rick & Equipment Co., Columbus, will preside. The meeting is 
sponsored jointly by the Columbus Chamber of Commerce and 
the Columbus Transportation Club. 

The Hon. John W. Bricker will be guest speaker at a 
luncheon June 26, at which Delmar Starkey, executive secre- 
tary, Columbus Chamber of Commerce, will be toastmaster. 

C. J. Goodyear, president of the National Association of 
the Shippers Advisory Board, Philadelphia, will speak at the 
morning session June 26. 

Others who will take an active part in the meeting are: 
Ralph Morden, traffic manager, Marble Cliff Quarries Co.; 
C. E. Veth, secretary, Smith Agriculture Chemical Co.; J. F 
Powers, traffic manager, William Ritter Lumber Co.; and C. E. 
Page, traffic manager, Kinnear Mfg. Co. 


1. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
Commission: 


Anthony F. Arpaia, New Haven, Conn.; Joseph E. Bass, Jr., Lake 
Charles, La.; Herbert W. Bryan, St. Albans, W. Va.; Preston L. Camp- 
bell, Washington, D. C.; Frederick C. Gilbert, Lincoln, Neb.; David 
Leslie Golden, Highland Park, Mich.; Jesse Charlton Greene, Valdosta, 
Ga.; Emil Hersh, Milwaukee, Wis.; Robert Lee Hunter, Chicago, IIl.; 
Harold M. Kelley, Omaha, Neb.; Stanley Livingstone Kennedy, Wash- 
ington, D. C.; Richard Marshall, Nashville, Tenn.; Robert Pitkin Mc- 
Dowell, Elmira, N. Y.; Earle Munger, Kenosha, Wis.; Edward O’Donnell 
Neel, Philadelphia, Pa.; Edward Everett O'Neill, Washington, D. C.: Z. 
Townsend Parks, Baltimore, Md.; Gerald B. Riley, Toledo, O.; James H. 
Ronald, Richmond, Ind.; James Benjamin Simmons, Washington, D. C.; 
Webster Carl Tall, Baltimore, Md.: and Max L. Weinberg, Quincy, Ill. 
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Why bother? It has been built for you by General American 
—to hold your liquid product. Five great storage terminals, 
strategically located throughout the United States, give you 
quickest, most efficient access to production points and con- 
suming markets. 


General American Terminals are yours to use. They give 
you all the advantages of your own private facilities with- 
out any investment on your part. 


General American Terminal Service is flexible to suit your 
needs. You may use one tank or as many as you require. 
You may use a Gulf Terminal for one shipment, an Atlantic 
port for another. 


Overnight, you can build these General American Terminal 
advantages into your own business. 


Could you build 
this overnight ? 



















Six Exclusive General American 
Advantages for YOU: 


J] RELIABLE CUSTODIANSHIP. Our ware- 
house receipts are highest type of col- 
lateral everywhere. 


SPEED with SAFETY. Day and night 


crews eliminate delays. : 


INDEPENDENT OWNERSHIP. Strict pri- 
vacy. We do not buy, sell, or refine oils, 


MODERN PROTECTION. Latest safety 
appliances; lowest insurance rates, mini- 
mum evaporation losses. 


LARGE TANK CAR FLEET. 


ag A © N 


NO CONTAMINATION. Separate pumps, 
lines, storage zones for dissimilar com- 
modities. 


GENERAL AMERICAN TANK STORAGE TERMINALS 


Goodhope and Westwego, La. (Port of New Orleans) 
Corpus Christi, Texas © 


Carteret, N. J., (Port of New York) 


Galena Park, Texas (Port of Houston) 
A Division of General American Transportation Corporation 
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Mathew S. Sloan, 63, president and 
chairman of the board of the Missouri- 
Kansas-Texas Railroad, died unexpect- 
edly of a heart attack June 14 in New 
York City. A native of Alabama, Mr. 
Sloan spent the greater part of his 
career as an executive in the electric 
light and power industry. In the early 
1930’s he became head of M-K-T and 
its affiliated roads. He was also a di- 
rector of many business enterprises. 
a 





























E. H. Forbes, for 31 years an employe 
of the Nashville, Chattanooga & St. 
Louis Railway, died May 20. Mr. Forbes 
entered the company’s service in 1914 as 
traveling freight agent. From 1920 until 
his death he was general agent at Macon, 
Ga. 
















* * * 


J. P. Foster has been appointed general 
superintendent of transportation, Rail- 
way Express Agency, with headquarters 
in San Francisco. Edward Stern has 
been appointed superintendent of traffic, 
with headquarters in the same city. The 
positions of western traffic manager and 
assistant traffic manager of the Railway 
Express Agency have been abolished. 
Robert G. McLain, superintendent of 
public relations, has been named man- 
ager, air express, eastern departments, 
succeeding Ralph W. Starkey who will 
shortly become director of cargo at 
Pennsylvania-Central Airlines. Mr. Mc- 
Lain began as a driver with Wells Fargo 
in Seattle more than 25 years ago. 

* * * 


J. Monroe Johnson, director of the Of- 
fice of Defense Transportation, will 
speak June 21 at a luncheon sponsored 
jointly by the Los Angeles Transporta- 
tion Club and the Pacific Coast Trans- 
portation Advisory Board, in the Bilt- 
more Hotel. 














































































* * * 


Eileen Roddick-Roberts, traffic repre- 
sentative with TACA Airways Agency, 
Inc., in New York, has been appointed 
passenger traffic manager. 

* * * 


















_ R. P. Hock has been appointed travel- 
ing freight agent at Columbia, S. C., for 
the Norfolk & Western Railway Co. 

* * * 





C. E. Astler has been appointed gen- 

eral agent of the Union Pacific Railroad 

Co., with headquarters at Cheyenne, Wy. 
* * * 








Royce A. Hoyle has been appointed 
division freight agent, Savannah, Ga., for 


succeeds J. Y. Bruce, deceased. 
ak * ca 







M. T. Brockman, manager of air-motor 
service for United Air Lines’ air cargo 
department, has been elected a director 
of the local projects division, Chicago 
Junior Association of Commerce. He will 
specialize on aviation matters, including 
sponsorship of air scouting. 

* * * 






Neil S. Laidlaw, associate regional di- 
rector of the Office of Defense Trans- 
portation at San Francisco, has been ap- 
pointed San Francisco port manager by 
the Board of State Harbor Commission- 
ers. Mr. Laidlaw, a native of San Fran- 







the Central of Georgia Railway Co. He™ 


cisco, will take over his new duties about 
Sept. 15. 
* * * 

A. G. Kann, general master mechanic 
at Waterloo, Iowa, has been appointed 
general superintendent of equipment of 
the Illinois Central System. He will be 
succeeded by R. W. Ellis, master me- 
chanic at Memphis, Tenn. J. N. Fox, 
superintendent of equipment at Chicago, 
will succeed Mr. Ellis. H. E. May, 
shop engineer at Chicago, will succeed 
Mr. Fox. H. L. Harrell, assistant shop 
engineer, will succeed Mr. May. II] 
health has caused the granting of a 
leave of absence to P. O. Christy, general 
superintendent of equipment, Chicago, 
and the retirements of R. R. Royal, 
shop superintendent at Paducah, Ky., 
and H. N. Seely, master mechanic at 
Centralia, Ill. 

* * 

William L. Sims II has been elected 
vice-president in charge of the foreign 
department of the Colgate-Palmolive- 
Peet Co. He has been associated with 
the organization for over twenty years. 

* * * 


William W. Collin, Jr., has been 
elected chairman of the Pittsburgh re- 
gion chapter, Association of I.C.C. Prac- 
titioners. Other officers elected at the 
May 28 meeting are: Vice-chairman, 
F. M. Garland, secretary-treasurer, D. O. 
Moore; members, executive committee, 
R. S. Kern, T. J. McLaughlin, V. H. Mc- 
Lean and M. C. Richards. The retiring 
chairman is Roy S. Kern. 

* * * 

G. G. Heller has been elected presi- 
dent of the New York chapter Delta Nu 
Alpha transportation fraternity, for the 
1945-46 term. Other officers chosen are: 
Vice-president, J. F. Rose; treasurer, 
L. E. Liddy; secretary, H. L. Effron; 
director, three year term, R. W. Benning- 
ton; director, two year term, F. E. Asher; 
director, one year term, J. Gottschalk. 
John Dickinson, general counsel of the 
Pennsylvania Railroad, spoke before the 
New York chapter June 6 on the traffic 
aspects of the anti-trust proceedings of 
the Department of Justice against the 
railroads. 

K * * 


Navy Lieut. Carl Gray,-one of the 
Navy’s traffic managers; Major William 
V. Davidson, who has returned from 
three years’ service in the Pacific, and 
Robert J. Bayer, editor, Traffic World, 
will speak at the meeting of the Alumni 
Association of the College of Advanced 
Traffic, to be held June 19 in the Mor- 
rison Hotel, Chicago. Sound movies of 
the war in Europe and the South Pacific 
will also be presented according to “Bud” 
Swanson, chairman of the program com- 


mittee. 
* * * 


A. C. Martin has been appointed man- 
ager, airplane tire department, of United 
States Rubber Co., with headquarters in 
New York City. He succeeds R. E. Hed- 
lund, who has resigned. 

* * 


Charles F. Feltham, division passenger 
agent of the Lackawanna Railroad, New- 
ark, N. J., has been promoted to general 
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eastern passenger agent, with headquar- 
ters at New York. He succeeds Michael 
H. Murphy, deceased. Robert H. Taylor, 
city passenger agent at Newark, succeeds 
Mr. Feltham. Mr. Feltham entered Lack- 
awanna service in 1905. 

* * * 

Theodore W. Gibson has been named 
superintendent of maintenance for Bran- 
iff Airways. Mr. Gibson is a native of 
Missouri and joined the company in 
1931. 

* * * 

Fifty-four veterans who have conm- 
pleted 25 years of service with the Wil- 
lard Storage Battery Co. were presented 
with certificates for post-war’ gold 
watches at a company dinner May 25. 
One of the veterans is B. H. Shaffer, 
vice-president in charge of manufactur- 
ing. 

* * * 

Percy E. Benjamin has been appointed 
manager of the newly-created depart- 
ment of industrial development of the 
New Haven Railroad Co., with head- 
quarters in Boston. A native of Con- 
necticut, Mr. Benjamin joined the road 
in 1915. 

* * * . 

Joseph M. Arnold has been appointed 
assistant manager of the Maritime As- 
sociation of the Port of New York. Ac- 
tive in traffic work for many years, he 
has been a practitioner before the Com- 
mission, and was research analyst for 
the Association of American Railroads 
in New York City. 

* * * 

R. W. Plemmons, division passenger 
agent at Washington, has been appointed 
district passenger agent at Birmingham, 
Ala., of the Southern Railway System. 
R. A. Matheson, New England passenger 
agent at Boston, will succeed Mr. Plem- 
mons. J. R. Ford, district passenger 
agent at Miami, will succeed Mr. Mathe- 
son. T. F. Davidson, district passenger 
agent at Atlanta, will suceed Mr. Ford. 
T. L. Reed, passenger agent at Atlanta, 
will succeed Mr. Davidson. 

* * 


J. S. Brown has resigned as manager 
of the transportation department of the 
Chicago Board of Trade, effective Jan. 
1, 1946. Mr. Brown has been with the 
board for 31 years. His assistant, I. M. 
Herndon, will succeed him as depart- 
ment manager. No successor has yet 
been named to fill the post which Mr. 
Herndon will vacate. 


Charles B. Sudborough, southwestern 
freight traffic manager of the Pennsy]l- 
vania Railroad, with headquarters in St. 
Louis, retired June 16, and will be suc- 
ceeded in St. Louis by Earl W. Fisher, 
assistant to the general traffic manager 
at Philadelphia. Mr. Sudborough is a 
native of St. Louis and joined the rail- 
road 48 years ago. 

* * * 

Claude M. Martin has been appointed 
superintendent of Kansas City Southern 
Lines at Pittsburg, Kan. Succeeding 
Mr. Martin as chief dispatcher will be 
Vincent F. Lindsey, who returns to Pitts- 
burg, where he worked for many years. 
Leslie M. Hough, a dispatcher at Heav- 
ener, Okla., takes over Mr. Lindsey’s 
job as chief dispatcher there. 

* * * 

R. E. Johnson, superintendent of the 
Joint Texas Division of the Rock Island 
Lines, has been transferred to the road’s 
Pan Handle Division, where he becomes 
superintendent, with headquarters at 
Liberal, Kansas. C. C. Cunningham, has 
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been appointed superintendent of the 
Southern Division, and Richard B. Smith, 
superintendent of the Joint Texas Divi- 
sion with headquarters at Houston, 


Texas. 
* oa a 


Three appointments in the accounting 
department of the Norfolk & Western 
Railway are announced. F. G. Minter, 
assistant comptroller, is appointed dep- 
uty comptroller. J. W. Shields, auditor 
of disbursements, succeeds Mr. Minter 
as assistant comptroller. C. R. Fichten- 
ger succeeds Mr. Shields as auditor of 
disbursements. All have served the road 
for many years. 

* * 

Nelson C. Dezendorf has been ap- 
pointed director of sales of the Electro- 
Motive Division of General Motors 
Corporation, effective June 15. Mr. Dez- 
endorf is a native of Portland, Oregon. 
He is a veteran of the First World War, 
a graduate of the University of Cali- 
fornia, and entered the corporation’s 
employ in 1922. 

* * * 

The Mack-International Motor Truck 
Corporation has announced three new 
appointments in the Mack sales depart- 
ment. Harold Connor has been named 
manager of the Bronx and White Plains 
branches. John J. Byrne has been ap- 
pointed bus sales manager for the same 
territory. His post as national account 
sales manager will be filled by R. J. 
Meinert. 

*” * * 

Frances Hall has been elected pres- 
ident of the Transportation Society of 
Texas Christian University. Other offi- 
cers chosen are: first vice-president, 
Raymond C. Meak; second vice-presi- 
dent, Ruth Turner; secretary, Paul R. 
Pearce; treasurer, Michael U. Jenkins; 
publicity, Duncan D. Myers. A state- 
wide convention of Texas traffic clubs 
is planned for November. 


D. R. Crotsley, who recently severed 
connections with the Joe Lowe Corpo- 
ration, has been elected secretary of the 
Midtown Warehouse, Inc., New York 
City, effective June 1. 

* * * 

The Niagara Frontier Industrial Traf- 
fic League will hold its annual stag out- 
ing Thursday, June 21, at Kudara’s 
Grove, Hamburg, N. a. 

ok 


C. Thomas, president of Chrysler Ex- 
port Corporation, has been appointed a 
member of Major General J. S. Hat- 
cher’s committee to study the automo- 
tive situation in Europe. Mr. Thomas 
will also inspect Chrysler properties in 
Belgium and England. 

* ok * 

Dr. Kan Lee, commercial counselor 
of the Chinese embassy at Washington, 
will talk on “China’s Place in Future 
World Economy” at the June 7 meeting 
of the Oakland, Calif., Foreign Trade 
and Harbor Club, at the Athens athletic 
club. Dr. Lee is a graduate of the Uni- 
versity of Missouri and of Harvard, and 


has served the Chinese government since 
1927. 


* * * 


Charles J. Murphy, 63, general super- 
intendent of the Cleveland Stevedore 
Co., passed away May 30. Mr. Murphy 
had been with the company for thirty- 
four years, and was well known in ma- 
rine circles of the Great Lakes. 

* of * 

Francis D. Miller has been named di- 

rector of sales training for American 


Airlines, Inc. In December, 1944, he 
was honorably discharged from the 
Navy as lieutenant commander, having 
served two years. 

* * * 


Lindsay Crawford, secretary of the 
National Foreign Trade Council since 
1933, and secretary of the Council’s Na- 
tional Foreign Trade conventions since 
that year, died suddenly June 3 at St. 
Luke’s hospital, New York, at the age 
of 76. Born in Ireland, he served as an 
editor in that country and in Canada 
for many years. 

* * 

John F. Brady, 77, of Cranston, R. I., 
has received a diamond pin and a spe- 
cial gold pass in recognition of 50 years’ 
service with the New Haven Railroad. 

* * * 


On May 31 Wyley W. Perry, veteran 
parlor car porter, completed his 44th 
year on the New Haven Railroad’s 
“Yankee Clipper” and retired from serv- 
ice. Mr. Perry was acquainted with 
many celebrities who have ridden the 
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“Clipper,” and received several gifts ang 
offers of lighter employment from pas. 
sengers whom he had served for many 
years. 






* * * 


Locomotive engineer Clarence M. 
Parker of Sharon, Mass., locomotive en. 
gineer Frank J. King of Somerville 
Mass., and signal station operator Freq 
O. Thomas of Taunton, Mass., have re. 
ceived diamond pins and special gold 
passes from the New Haven Railroad as. 
reward for their combined service of 
more than 150 years. 















Captain William Adams of the Lib. 
erty ship Charles Morgan was presented 
June 1 with the United Fruit Co.’s gold 
medal for meritorious service at sea 
beyond the call of duty, in a ceremony 
at the company’s New York office. Cap- 
tain Adams carried out the discharge of 
explosive cargo in the D-Day action at 
the Normandy beachhead under a heavy 
concentration of enemy artillery fire, his 
ship being severely damaged by an 
enemy dive bomber. 






































Thomas R. Speakman, assistant traf- 
fic manager of the Pacific Coast Divis- 
ion, Owens-Illinois Glass Co., has been 
chosen president of the Industrial Traf- 
fic Club of San Francisco for the coming 
year. Other officers elected are: Vice- 
president, Theodore J. Label, traffic 
manager, Baker & Hamilton; secretary, 
George S. Beach, traffic manager, Cali- 
fornia Fruits Division, Libby, McNeill 
& Libby; treasurer, James L. Roney, 
traffic manager, Sussman & Wormser. 





The South Bend Transportation Club 
will hold its summer golf outing June 
20 at the Morris Park Country Club, ac- 
cording to Emil Sharp, chairman of the 
outing. 





The Traffic Club of Denver on June 
12 held a dinner and exercises at the 
Cosmopolitan Hotel to honor students 
completing a course in freight traffic. 
F. C. Hogue of the Denver & Rio Grande 
Western Railroad was the speaker. 





The Women’s Traffic Club of Greater 
New York held its concluding dinner 
meeting for the year on June 12 at the 
Park Central Hotel. 





The annual spring golf outing of the 
Indianapolis Traffic Club was held June 
14 at the Indianapolis Country Club. 
The Ladies Auxiliary Traffic Club met 
at the Columbia Club June 12. 





E. P. Curran, vice-president of the 
Curran Printing Co., was installed as 
president of the Traffic Club of St. Louis 
at the twenty-first annual meeting of the 
club held June 5 in the Hotel Jefferson. 
Other officers installed were: first vice- 
president, F. S. Fuerst, division freight 
agent, M. K. & T. Railroad Co.; second 
vice-president J. E. Hitt, vice-president, 
Walter Bledsoe & Co.; third vice-presi- 
dent, Oris A. Vinyard, Southern Railway 
System; secretary-treasurer, Larry V. 
Gudiswitz, traffic manager, Graham 
Paper Co. Members of the board are: 











At its May meeting, the Women’s 
Traffic Club of Detroit elected the fol- 
lowing officers 
to take office 
in September: 
President, Anne 
M. Wager, 
Wager Machin- 
ery Company; 
first vice-presi- 
dent, Loretta 
Gens, D. L. & 
Ww. BR. RR. Ge 
second ‘ vice- 
president, Helen 
Giddey, Federal 
Motor Truck 
Company; treas- 
urer, Margaret 
Henry, Pennsy]- 
vania Railroad; 
secretary, Mar- 
garet Thamergo, 
Grand Trunk 
Railway; chairman of the board, Ruby 
D. Young, New Center Secretarial Serv- 
ice; board members, Mary J. Sheehan, 
Ford Motor Company; Helen Inman, 
Green Bay & Western Railroad; Irene 
Wager, Robert F. Brown Machinery; 
Louise Cook, formerly with the St. Louis 
Southwestern Railway Company. 













Anne M. Wager 
















Joe H. Williams, C. J. Dinkelkamp, C-. S. 
J. Flood, C. W. Heidemann, Vernon R 
Hudder, Carl Giessow, L. W. Peters, C. 
E. Dapron, C. W. Brandenburg and T. R. 
Atchison. There were 650 members 
present. 














C. C. Martin, agent, Norfolk Southern 
Railway, was chosen president of the 
Charlotte, N. C., Traffic and Transporta- 
tion Club at the annual election May 24. 
Other officers chosen were: first vice- 
president, H. W. Winterling, traffic man- 
ager, Great Atlantic & Pacific Tea Co.; 
second, vice-president, E. L. Roberson, 
vice-president and general manager, 
Harris Motor Lines, Inc.; _ secretary- 
treasurer, E. A. Woolen, chief clerk, 
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Use Full Color 


“TASTE 


-” 





Courtesy Williams Baking Co., Inc., Scranton, Penna.\ 


...with MEYERCORD DECALS 


s 


A 


Telling an appetizing ‘‘taste’’ story on 
your truck is easily and quickly accom- 
plished with Meyercord Truck Decals... 
at a fraction of handpainting, time and 
cost. Full color Decal reproduction of 
products, trademarks, slogans or other 
subjects may be produced economically 
for a dozen trucks or a thousand. They’re 
durable, washable, weather resistant and 


can be produced in any number of colors, 
size or design. Cash in on the “‘free adver- 
tising space”’ on your truck. Reduce ‘“‘idle 
truck time’ with overnight Meyercord 
Decal decorations. Free designing service. 


Please address all inquiries to Dept. 63-6. 


FREE TRUCK VISUALIZER 


Contains helpful hints on lettering, decorating; 
with outline diagrams for experimental designing 
of many body types — from panel deliveries to 
vans and tank trucks. Send for free copy TODAY! 


THE MEYERCORD CO. 


World’s Largest Decalcomania Manufacturers 


S20 WEST LAKE STREET : 


» CHICAGO 44, ILLINOIS — 
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Chesapeake & Ohio Lines; members of 
the board of governors: J. K. Andrews, 
J. W. Armstrong, J. L. Dew, J. T. Griffis, 
R. A. Hand, L. Worth Harris, W. R. Hill, 
A. R. Pegram, S. P. Shaw and Porter 
Wimbish. The club will hold a fish fry 
June 26 at Maynard’s Lake. 





James Shollenberger has been elected 
president of the Fort Wayne Transpor- 
tation Club. Following are other officers 
chosen in the May election: Vice-presi- 
dent, Virgil Johnson; treasurer, H. J. 
Greiser; members of the board of gov- 
ernors, J. S. Andrew and E. M. Berg. 
The new board of governors will consist 
of the above elected officials and Gerald 
Shoup, retiring president, and a secre- 
tary to be appointed by the incoming 
president. The club will hold its golf 
outing June 28 at the Elk’s Country 
Club. 





A. Watson Chapman, manager of tech- 
nical operations, Celotex Corporation, 
Marrero, La., spoke on “A Bird’s-Eye- 
View of Celotex’” at a luncheon of the 
Traffic Club of New Orleans June 4 
in the Hotel Roosevelt. Mr. Chapman, 
a native of New Orleans, has been with 
Celotex for the past eighteen years. 
The club has recruited twenty new mem- 
bers. 





The eleventh annual picnic of the 
Omaha Traffic Club will be held June 21 
at Peony Park. Henry Volz is general 
picnic chairman, and William Foral is 
co-chairman. 





The Traffic Club of Baltimore, Inc., 
will hold a crab feast June 26 at the 
Post Office Outing Club. 





Fred A. Thompson, new president of 
the Traffic Club of Hagerstown, Md., is 
assistant traffic 
manager, Fair- 
child Aircraft 
Division of the 
Fairchild En- 
gine and Air- 
plane Corpora- 
tion. He is a 
graduate of the 
traffic manage- 
ment course of 
the Interna- 
tional Corre- 
spondence 
Schools and 
completed the 
traffic manage- 
ment course at 
the Baltimore, 
Md., College of 
Commerce. He 
has had twelve years experience in indus- 
trial traffic and transportation work with 
various companies in Baltimore. For two 
years he was merchandise inspector for 
the Trunk Line Freight Inspection Bu- 
real, at Baltimore. He joined the Fair- 
child organization in 1943. He completed 
courses in airline traffic management at 
the University of Baltimore, and in traf- 
fic management at the U. S. E. S. & M., 
Chambersburg, Pa., in 1945. 





Fred A. Thompson 





The board of directors, Traffic Club 
of Denver, has elected a new board 
member, Walter C. Crew, traffic man- 
ager, Denver Union Stock Yards. Mr. 
Crew replaces L. R. Schramm of the 
Burlington who has been general agent 
in Chicago. F. A. Doebber, president of 
the Associated Traffic Clubs of America, 
will be guest speaker at a luncheon of 


the Traffic Club of Denver to be held 
June 18 in the Cosmopolitan Hotel. 





Lt. Fred Harris, who was on the U.S.S. 
Franklin, spoke at the June 11 luncheon 
of the Transportation Club of Dallas in 
the Adolphus Hotel. Norman Mansfield 
was chairman of the program committee 
for the day. 





The June dinner meeting of the Berk- 
shire County, Mass., Traffic Association 
will be held at Pontoosuc Lake, Pitts- 
field, Mass., on June 20. The July meet- 
ing will be preceded by a golf tourna- 
ment at the Taconic Golf Club, Williams- 
town, July 11. The association will re- 
cess during August, and will hold its 
annual golf tournament and clam bake 
at the Wahconah Golf Club in Dalton, 
Sept. 12. President James J. Knox will 
preside at all three affairs. 





The Traffic Club of Kansas City will 
hold its second golf tournament June 22 
at the Milburn Country Club. George 
Stroup is recreation chairman. 


At the recent annual meeting of the 
Buffalo Traffic Club, Oscar Schweins- 
burg, Grand 
Trunk Railroad, 
was elected 
president; Gene 
Smith, Transit 
Bureau, was 
elected vice- 
president; Gor- 
don McBride, 
Standard Eleva- 
tor, secretary; 
William Leav- 
ers, Nickel Plate 
Railroad, treas- 
urer. The fol- 
lowing were 
elected club di- 
rectors: Jim 
Griffin, Erie 
Railroad; Carl 
Buchheit, Rals- 
ton Purina; 
Reggie MacArthur, Canadian Pacific 
Railroad. Mr. Schweinsburg has been 
associated with transportation in and 
around Buffalo since 1931, when he be- 
came clerk-stenographer in the office of 
general agent of the Grand Trunk. In 
1935, he became secretary to the gen- 
eral freight agent at Buffalo and, in 
1938, he became general clerk. In 1941 
he was promoted to assistant. rate clerk 
and, in 1944, he became rate clerk, which 
position he holds today. He has been 
active in traffic circles, having been one 
of the original members of the Buffalo 
Traffic Club, which he formerly served 
as secretary. The club held an outing, 
June 9, at the Automobile Club, Clar- 
ence, N. Y., for members and their 
friends. 





Oscar Schweinsburg 





Brig. General Thomas B. Wilson, for- 
merly Chief of Transportation, Trans- 
portation Corps in the Southwest Pa- 
cific, and now chairman of the board 
of directors, Transcontinental Western 
Airlines, spoke June 15 before the New 
York Chapter of the Army Transporta- 
tion Association, at a luncheon held in 
the Hotel Commodore, New York City. 


Warren T. White, special assistant to 
the receivers of the Seaboard Air Line 
Railway, spoke on “Postwar Opportuni- 
ties and Responsibilities of Business” at 
the June 11 luncheon of the Traffic Club 
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of Jacksonville, held in the Seminole 
Hotel. 











The annual election of The ‘lraffic 
Club of Pittsburgh was held June 1, 
The following 
were elected: 
Charles F. Mc. 
Bride, general 
traffic manager, 
Pittsburgh Stee] 
Company, presi- 
dent; Warner 
B. Shepherd, 
assistant gen- 
eral traffic 
manager, Alu- 
minum Com. 
pany of Ameri- 
ca, first vice. 
president; C. G, 
Magruder, divi- 
sion freight 
agent, Pennsyl- 
vania Railroad, 
second vice. 
president; R. E. Rogers, general coal 
freight agent, New York Central, third 
vice-president; Norman J. Conboy, gen- 
eral agent, Texas and Pacific Railway, 
secretary; S. B. Duff, traffic department, 
United States Steel Corporation, treas- 
urer; members of the board of govern. 
ors: L. G. Hults, traffic manager, United 
Engineering & Foundry Company; F. G. 
Moore, traffic manager, Pittsburgh Plate 
Glass Company (Columbia Chemical Di- 
vision); M. C. Richards, general traffic 
manager, National Supply Company; A. 
C. Schweitzer, traffic manager, United 
States Steel Corporation; A. H. Farrar, 
Freight Traffic Manager, Baltimore & 
Ohio Railroad. 

Mr. McBride was born near Murrays- 
ville, Pa. His father, a contractor, died 
when he was six years of age and the 
family moved to Pittsburgh. He was 
graduated from the Ralston Public 
School and Duff’s Business College, and 
went to work at fourteen as stenogra- 
pher with the National Tube Company 
in 1900. In 1903, he obtained a position 
with the Gulf Refining Company but 
when that company’s general office 
moved to Texas in 1904, he moved to 
the Rock Island Railroad as stenographe! 
to the general agent. He continued with 
the Rock Island in various capacities 
until March 24, 1917, when he became 
assistant traffic manager of the Sharon 
Steel Hoop Company, Sharon, Pa. On 
January 1, 1937, he returned to Pitts: 
burgh to become general traffic man- 
ager of the Pittsburgh Steel Company, 
which position he now holds. 




















Cc. F. McBride 












































The New Haven Traffic Club held its 
annual outing at the Pines in North 
Haven, on June 16. J. Palmer Williams 
was chairman of the outing. 















The twenty-first annual outing of the 
Bridgeport, Conn., Traffic Association 
will be held June 30 at Ejichner’s Farm 
near Trumbull. General chairman of the 
affair is William V. Goldemen, Midwest 
Freight Forwarding Co. 















“Radio Through the Back Door” was 
the subject of a talk delivered by Henly 
Goodman, Station KMBC _newscastel, 
before a dinner meeting of the Juni 
Traffic Club of Kansas City, Mo., June 
13 in the Union Station. 
















Robert J. Bayer, editor of the ‘Traffic 
World, will be the speaker at a meetiné 
of the Traffic Club of, Racine, Wis: 
June 20. 
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The Right Truck for All Trades 


There is a place fora pick-up in every business 


Chevrolet's popular pick-up 
truck is in production again 
—because the Government 
recognizes the importance of 
this versatile vehicle to agri- 
culture, industry and trade, 
and their need for replace- 
ments... . Of course, produc- 
tion is limited —still, thousands 
of essential users will be en- 
abled to procure these high- 
utility units. (Better see your 
Chevrolet dealer now, if your 
business makes you eligible 
to purchase a new truck.) 

There is hardly a farm ora 
tradesman or an industry that 
cannot use a pick-up to good 


advantage—especially a 
Chevrolet pick-up, with its 
unequaled combination of low 
price and high quality, plus 
its famous Chevrolet efficiency 
and economy of operation, 
its long life and durability. 


These 1945 models are all- 
Chevrolet—with chassis, cab 
and pick-up box engineered 
and built by Chevrolet to meet 
Chevrolet's exacting stand- 
ards of excellence. 


Don't delay . . . see your 
Chevrolet dealer now and 
discuss your transportation 
and service requirements. 


ONE OUT OF EVERY THREE TRUCKS IS A CHEVROLET 


CHEVROLET MOTOR DIVISION, General Motors Corporation, DETROIT 2, MICHIGAN 


BUY MORE WAR BONDS...HELP SPEED THE VICTORY 





QUALITY FEATURES 
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“In more ways than one our precious supplies 


a La 

HEAVEN “Sx NW 77 Based on a true story taken from the 

we re war record of the Curtiss Commande 
# 


a 


““Out of Hope and Penicillin on Tinian. No relief in sight. And 
more wounded Marines streaming in every hour. Suddenly the roar of 
an airplane. Friend or enemy? A friend indeed . . . a Curtiss Commando. 
Loaded with 6 tons of drugs, food and ammunition, it had slipped 
threugh the Jap fighter screen over miles of open water. Ten times 
that day the Commando flew that gruelling trip...and made it!” 


THAT'S WHY 
| WANT TO RIDE 


THE AIRLINES THAT 


een ee 


Wide Open Spaces. The 2 huge holds 
of a Commando provide 526 cubic feet of 
space for 314 tons of luggage and cargo. 
They’re large enough to accommodate big 
cases and dress racks with ease... and the 
merchandise that Flies Commando is deliv- 
ered direct from airport to store, sale-fresh. 


i oy 


No Loafing Allowed for shipments that 
Fly Commando! Its top cruising speed is 
251 mph...50 mph. faster than any 
other present-day, twin-engined airliner! 
And the Commando is so much more acces- 
sible for flight stop maintenance and loading 
that less time is spent on the ground. 


Walk Into Wonderland as you boarda Curtiss 
Commando. Through the wider doorway with- 
out stooping ...down the broad aisle with its 
deep-pile carpeting and overhead, fluorescent 
lighting. Relax in the noise-proofed cabin, where 
you can talk in a normal tone of voice, and where 
the air is changed completely every 1144 minutes. 


Today's Great Lifeliner 
Tomorrow's Great Airliner 


CURTISS 


“a 


WRIGHT 


FIRST IN FLIGHT 
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_ Ford Announces 


NEW DEVELOPMENTS 
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Hleres Good Neus 
FOR TRUCK OPERATORS 


The Model 59 engine is now offered as original 
equipment only. It will eventually be made avail- 
able as a service replacement in Ford Trucks and 
Commercial units already on the road. 


\ 


\ 


Here are some of the important improvements in 
this engine: 

NEW long-life Tri-Alloy connecting rod bearings .. . 
NEW aluminum alloy pistons with four rings for oil 
economy ... NEW larger capacity oil pump with more 
screen area for improved lubrication . . . NEW crank- 
shaft rear bearing oil seal . . . NEW rust-proofed valve 
springs . . . IMPROVED cooling of valve seats... 
NEW flat-type waterproof distributor with full auto- 
matic advance and vacuum control . . . NEW high 
efficiency fan . . . IMPROVED carburetion ... IM- 
PROVED intake manifold for easy vacuum pipe con- 
nections ... SIMPLIFIED design provides easier accessi- 
bility for service . . . clutch can be replaced without 
removing oil pan ... more parts are interchangeable, 
reducing the number of service items required. 








ORD V3 
TRUCK 
ENGINE 


T’S HERE—the first of wartime truck engi- 
neering developments by Ford to be made 
available to civilian operators. 


An improved Heavy-Duty, 100 H.P. V-8 
Engine now powers Ford Trucks and Com- 
mercial units which are in limited production 
for civilian priority holders. 








This great power plant is the Model 59. 
You'll be hearing a lot about its fine qualities. 
It includes many of the Ford Truck engineer- 
ing advancements made in response to military 
needs which are proving valuable in civilian 
trucking. : 
These improvements, affecting virtually every 
operating part of the engine, raise Ford Truck 
engine performance to new high levels of 
stamina, economy and efficiency—with new 
and important service benefits of interest to 
every truck owner and maintenance man. 


Read about them in the text at the left. 


FORD MOTOR COMPANY 
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Limitation of Actions—Motor Carriers— 
Overcharges 


New York—Question: I would like an 
opinion as to whether there is any stat- 
ute of limitations governing actions 
against motor truck carriers for recov- 
ery of alleged overcharge claims. 

We have filed a number of overcharge 
claims against a motor truck carrier in 
Alabama on intrastate shipments within 
the state of Alabama, as well as inter- 
state shipments. This carrier completely 
ignores claims filed, never acknowledges 
the receipt of them, although claims are 
never returned to us, which makes us 
feel very confident that they have been 
received. This carrier never answers any 
correspondence addressed to it with re- 
spect to claims filed. 

We ask that you give this question 
consideration and advise if we have any 
legal standing regarding same, quoting. 
any ruling of the Public Service Commis- 
sion of Alabama that would pertain to 
intrastate shipments, as well as Inter- 
state Commerce Commission rulings on 
interstate shipments. 


Answer: Unless statutory provisions 
of the several states, under which motor 
carriers are regulated with respect to 
their intrastate transportation, give au- 
thority to the State Commission to order 
the refund of overcharges or contain 
provisions fixing periods of limitation 
which are specifically applicable to over- 
charges the motor carrier acts of the 
states have no application. The ordinary 
statutory limitation periods of the sev- 
eral states would govern. 


A bill recently introduced in the Sen- 
ate, S. 864, has for its purpose the fixing 
of a limitation period for shipments mov- 
ing in interstate commerce, there being 
no federal statute of limitation at the 
present time, as to motor carriers. 

The Motor Carrier Act of Alabama, so 
far as we can see, contains no authority 
for the Commission to order the refund 
of overcharges and contains no limita- 
tion provision covering overcharges. 

Such amounts apparently must be re- 
covered in an action at law. 


Routing and Misrouting—Shipper Must 
Designate Terminal Delivery 


Connecticut: — Question: We would 
like your opinion on the following ques- 
tion: 

As wholesalers of lumber and kindred 
products, a number of our shipments 
originate in New England and are 
shipped to various destinations in New 
England, New York State, Pennsylvania, 
New Jersey, and so forth. We also han- 
dle lumber on the basis of stopover for 
milling and other transit privileges. 

We recently shipped, from a point in 
Vermont to another point in Vermont 


























































































































































































































































































































































































































on stopover basis, a carload of lumber 
to a destination in Pennsylvania on the 
Pennsylvania Railroad. This destination 
is also served by two other railroads. 
Our instructions to the mill showed the 
destination and the delivering carrier, 
although we did not specify routing. 
When the planing mill loaded the car 
at transit point and made out the bill 
of lading, it did not show any routing on 
the bill of lading and also failed to spec- 
ify the delivering carrier. Therefore, 
the agent at this stopover point took 
the liberty of routing the car, as well 
as specifying the delivering carrier, and 
it so happens that he picked out the 
wrong delivering carrier. 

It is our contention that the agent 
should not have taken the liberty of 
specifying the delivery carrier, in view 
of the fact that this destination was 
served by three railroads. He should 
have contacted the loaders and asked 
them for the delivering carrier. Then, 
he would have been perfectly justified 
in supplying the remainder of the route. 

We filed a claim with the railroad at 
the stopover point, but have been denied 
redress. The claim we presented to the 
railroad was on the basis of a switching 
charge, amounting to $23.51, in order 
to accomplish delivery on the Pennsyl- 
vania Railroad.- We realize, of course, 
that, if we could have caught the car in 
transit and diverted it, we would have 
had only a diversion charge to pay in- 
stead of this large switching charge. It 
was, however, too late for us to divert 
the car by the time the bill of lading 
was received. 


Please let us know if there have been 
any decisions on similar cases, or does 
any particular tariff of rules and regu- 
lations cover a question like this? 

Answer: We are unable to locate re- 
ports of the Commission which are spe- 
cifically in point, but in our opinion the 
principle of the reports in Lynchburg 
Chamber of Commerce vs. Southern Ry. 
Co., 115 I. C. C. 625; Ohio Iron & Metal 
Co. vs. Chicago, M. & St. P. Ry. Co., 28 
I. C. C. 703, and Bookwalter Wheel Co. 
vs. Tennessee C. R. R. Co., 20 I. C. C. 
603, to the effect that it is the duty of 
the shipper to specify the terminal de- 
livery desired, is applicable in the pres- 
ent instance. 


Sales—Passage of Title 


Illinois—Question: When merchandise 
is sold f.o.b. factory, just exactly when 
does the title for this merchandise pass 
to the customer? 

Does it pass immediately when the 
carrier has signed the original bill of 
lading, or does it pass when the invoice 
is made up and the original bill of lading 
has been mailed with it? 
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Who holds title to the merchandise 
if the merchandise is lost in its entirety 
before it arrives at destination and the 
invoice and original bill of lading have 
become lost in the mails? 


Answer: Where the sale is of specific 
identified chattels or articles appropri- 
ated by the seller to the fulfillment of 
the contract, the question as to when 
the title passes is primarily one of the 
intention of the parties, to be derived 
from the terms of the contract and the 
circumstances of the case. 


A general usage or custom of the trade 
or business in question may be control- 
ling to show the intention of the parties 
as to when the title passes and effect 
will be given thereto if the intention of 
the parties is otherwise left indefinite. 

Where the provision is F. O. B. at 
point of shipment, the title will pass, 
as a general rule, when the property 
is placed on the cars for shipment. 


The term f.o.b. is a familiar abbrevi- 
ation for the words “free on board’’ as 
applied to the sale of merchandise des- 
tined for shipment. It is a term used 
to indicate that the goods will be placed 
on the car or vessel free of expense to 
the purchaser or consignee. Harman vs. 
Washington Fuel Co., 228 Ill. 298, 81 
N. E. 1017; Brooks-Scanlon vs. I. C. R. 
Co., 25¢ Fed. 235. 


The term “f.o.b. mill” signifies a de- 
livery to the buyer by placing the goods 
on board some carrier. Berkshire Cot- 
ton Mfg. Co. vs. Cohen, 198 N. Y:. S. 240, 
— on other grounds, 140 N. E. 

If title to the goods. passed to the 
buyer at point of origin and if responsi- 
bility for the loss rests with the carrier, 
the buyer and not the seller is the party 
who must proceed against the carrier 
for recovery of the value of the injured 
goods. 


Liability of Carrier—Car Moving Under 
Shipper’s Seals, but Breaking Bulk at 
Transfer Point 


New York.—Question: With reference 
to your reply to New York on page 672 
of the March 17 issue of the Traffic 
World under the above caption: 


We have had considerable trouble 
with a carrier which refuses to acknowl- 
edge responsibility for shortages in ship- 
ments. It contends that shippers’ seals 
broken by carrier at the first break bulk 
point are not its responsibility. 


We would appreciate your reviewing 
the question, advising what our rights 
are in the matter. 

Answer: A shipper showing a delivery 
of goods to a carrier, and that they were 
not delivered, makes out a prima facie 
case against the carrier entitling him to 
damages for loss, and to avoid such 
damages the burden is on the carrier to 
prove its freedom from liability. 

When a shipper’s load and count nota- 
tion is placed on a bill of lading by the 
carrier, the receipt given by the carrier, 
as evidenced by the issuance of the bill 
of lading, is a qualified one and it be- 
comes a matter of proof, when suit 1s 
brought by the shipper, as to whether 
the amount specified in the bill of lading 
was actually loaded. When it has been 
shown that a lesser amount was deliv- 
ered at destination, the fact that the 
loading: and counting was done by the 
shipper without supervision or check by 
the carrier necessarily places upon the 
shipper the burden of showing that the 
amount stated in the bill of lading was 
in fact loaded into the car. 
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Marine fireworks on bloody Iwo Jima, as pyramids of projectiles rain death on Japanese 
emplacements. Rocket launchers are mounted on International four-wheel-drive trucks. 





—Official U. S. Marine Corps Photo by S/Sgt. Rex M. Robbins. - 


age bounced back hard in this war against 
the Japs, and the boys who led the rebound 
were United States Marines. 

From Guadalcanal to Okinawa the Marines 
have proved that boys from Kokomo, the Ozarks 
and the Bronx—when steeped in Marine Tradi- 
tion, skilled with Marine training—are doggone 
good fighters. On beachhead after beachhead 
—then in jungle after jungle—they were far 
outnumbered by the Japs. But not outfought! 

On they go, those Marines, on land and sea 
and in the air... outsmarting, outshooting, 
outkilling the enemy...till the Japs say 
“Uncle.” 





They have good equipment, sure. Most of the 
thousands of trucks they use, for example, are 
International four and six-wheel-drive military 
type vehicles built especially for the Marine Corps. 

But proud as we are that Harvester has been 
able to make equipment rugged enough to fight 
with the Marines, we know that the real fighting 
machine in this march to Tokyo is the Marine 
himself. What a machine! All speeds forward... 
none reverse. Tough... rugged ...smart. A su- 
perlative fighter. A superb citizen. 

We proudly salute the boys from Kokomo, 
the Ozarks and the Bronx, who are fighting 
up to their glorious motto—Semper Fidelis. 


INTERNATIONAL HARVESTER COMPANY 


180 North Michigan Avenue 


The War Bonds You HOLD Are FIGHTING BONDS ... Support the Mighty Seventh War Loan 


INTERNATIONAL Srucks 


Chicago 1, Illinois 
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Aviation Jurisdiction Bill 


Chairman Lea, of the House committee on interstate and 
foreign commerce, said this week the committee might hold 
hearings soon on H. R. 3383, the bill introduced by him defining 
federal and state jurisdiction over civil aviation regulation. He 
suggested a hearing might be held before Congress took the 
summer recess it was planning to take. 

In a bulletin to members, Frederick G. Hamley, general 
solicitor of the National Association of Railroad and Utilities 
Commissioners, compared provisions of H. R. 3383 with those 
of H. R. 674, the bill amending the civil aeronautics act, relat- 
ing to the jurisdictional question. H. R. 3383 seemed to arrive 
at about the same result as H. R. 674, said he, and “go about 
as far as the previous Lea bill (H. R. 674) in the direction of 
exclusive federal regulation.’”’ He said H. R. 3383 redefined the 
. term “air carrier’ in a manner designed to exclude some local 
air commerce from federal regulation.. Under the definition, 
said he, a carrier operating within a single state would be an 
“air carrier” subject to federal regulation unless it was engaged 
exclusively in the carriage of “local air traffic.” To be engaged 
exclusively in “local air traffic” the carrier would have to carry 
only passengers and property moving between points within a 
single state, said he. That seemed to be another way of saying 
that, to be exempt from federal regulation, a carrier must be 
engaged exclusively in intrastate commerce, said he. 

“Tf this interpretation is correct,” he continued, “then there 
would probably be no local air carrier which could confine its 
operations exclusively to ‘local air traffic,’ even though it 
earnestly desired to do so,” said he. 


Air Board Independence Bill 


Representative Halleck, of Indiana, has proposed severance 
of the Civil Aeronautics Board, the Office of the Administrator 
of Civil Aeronautics and the Civil Aeronautics Authority from 
the Department of Commerce and their reestablishment as an 
independent agency of the government, to be known as the 
Civil Aeronautics Authority, in a bill he has introduced, iden- 
tified as H. R. 3423. 

In an address in the House, soliciting support of House 
members for the bill, Representative Halleck said that the 
Civil Aeronautics Board had been divorced from the Depart- 
ment of Commerce and set up by Congress in the civil aero- 
nautics act of 1938 as an independent agency, but that in 1940 
it had been placed back in the Department of Commerce by 
an executive order of the President. He described the result 
as a “serious defect in the present organization of the execu- 
tive branch.” 

Referring to the executive order of 1940, he said that “that 
executive action was taken against the better judgment of most 
of the friends of aviation and against a majority vote of this 
House.” 

His bill, he said, related to the proposed bill to grant the 
President power to reorganize the executive branch. Therefore, 
he continued, it posed the question whether or not such powers, 
if granted, would be used to improve and perfect, not merely 
to rearrange, the administration of the government. 

“It poses the question of whether the power sought by the 
President, if granted, will be used to subject to political control 
the great independent agencies such as the Interstate Com- 
merce Commission, which is for surface transportation the 
counterpart of the Civil Aeronautics Board,” he said. “It in- 
volves a basic concept of our economic and political life. It 
evokes a principle, the endorsement or rejection of which by 
the President of the United States, will provide a true test of 
the devotion of his administration to our proven and time- 
honored system of the regulation and control of great segments 
of our economy by quasi-judicial, quasi-legislative agencies. It 
thrusts into the debate of the House this question: Whether or 
not the present administration will preserve the independent 
authority of these great agencies and respect the fundamental 
truth that they are embodiments of the legislative principle 
and answerable to Congress. :. . 

“T maintain that the present board’s deliberations, decisions, 
and administration must not be kept subject to partisan control, 
or the experimental theories of men unfamiliar with practical 
aviation problems. The management of its 10,000 employes and 
the establishment of its policies must be integrated, intelligent, 
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and dynamic, not confused and ineffectual through divided ang 
perhaps conflicting responsibility. We must recognize the neeq 
for impartial and expert judgment by men familiar with air 
navigation, transport, and operation. .. .” 

He said it had been erroneously suggested by some that 
“the present Authority” was free from undue influence by the 
Secretary of Commerce, and added: 

“T should like to point out in passing that Mr. Wallace js 
right now taking flying lessons in order to qualify as an 
‘expert’.” 

- Mr. Halleck referred to a preliminary report made in 1936 
by a special Senate committee on safety in the air, in which 
the committee found there was truth in allegations that “per- 
sonal, promotional and political activities, cropping up here and 
there,’ made for inefficiency of what was then known as the 
Bureau of Air Commerce, within the Department of Commerce, 
He also referred to a report made in 1943 by the House inter. 
state commerce committee on a bill to reestablish the Civil 
Aeronautics Authority as an independent agency. This report 
included a statement that supervision of the C. A. B. and the 
C. A. A. by the Secretary of Commerce introduced ‘“complica- 
tions into the performance of this important work without any 
compensating benefits.” 






















Taxation of Air Commerce 


Representative Bulwinkle, of North Carolina, on introduc. 
ing. H. R. 3446, a bill to provide for the avoidance of multiple 
taxation of air commerce, inserted in the Congressional Record 
a statement in which he said that the bill was designed to 
carry into effect recommendations made in a report to Con- 
gress by the Civil Aeronautics Board (see Traffic World, April 
14, p. 985). 

_ He noted that the board had recommended enactment of 
legislation to provide for allocation among the states of state 
and local taxes measured by property, capital stock, net income 
and gross receipts, so as to prevent taxation by one state of 
more than its share of airline operations and property. Repre- 
sentative Bulwinkle said his bill provided the allocation formu- 
lae suggested by the C. A. B. and that it committed the admin- 
istration and interpretation of these formulae to the C. A. B. 
itself, “thus avoiding the necessity of creating a new agency 
for this limited purpose.” 

“This bill,” he continued, “is introduced for the purpose of 
study and criticism by all concerned. It is anticipated that pub- 
lic hearings will be held on the bill shortly after the conclusion 
of the summer recess.’ 

_“I feel that this proposed legislation represents a long 
stride in the solution of the problem of multiple taxation of air 
commerce. I am confident that a federal statute can be written 
and enacted which, while requiring air carriers to pay their fair 
share of state and local taxes, will remove the danger of mul 
tiple taxation which might well cripple the development of the 
national air transport system.” 



































International Air Agreement 


Although, under its terms, acceptances by only 26 nations 
were required to put it in force, the “interim agreement on 
international civil aviation” drawn up at Chicago last Decen- 
ber had now been accepted formally by 30 nations and had 
gone into effect June 6, the Department of State announced 

The department said that the agreement, formulated at 
the Chicago international civil aviation conference, provided 
for, among Other things, the establishment of the Provisional 
International Civil Aviation Organization, embodying an as 
sembly of all nations accepting the agreement and a 21-menm- 
ber council elected by the assembly every two years. It said 
the seat of the P. I. C. A. O. would be at Montreal, Canada, 
= that its first meeting was expected to be held “in the near 
uture.” 

“The P. I. C. A. O.,” continued the department, ‘will have 
advisory and technical functions, but will not be empowered 
to regulate the economic phases of air transport. The Interim 
Council will formulate and recommend the adoption of tech- 
nical standards and procedures, and will study, report and 
recommend on problems relating to air navigation and inter- 
national air transport. The provisional organization will func- 
tion for an interim period not to exceed three years from June 
6, 1945. It is expected to be superseded within that time by 
the permanent International Civil Aviation Organization, which 
will be established after 26 countries have ratified or adhered 
to the convention on international civil aviation, which was 
also concluded at the 1944 Chicago air conference.” 

Of the 30 nations that now had accepted the interim agree 
ment, said the department, the following 20 countries had bee! 
elected at the Chicago conference as members of the first 
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Taking Off 
or lokyo 





HIGHWAY TRANSPORT... VITAL TO VICTORY AND THE AMERICAN WAY OF LIFE 





It’s only about seven hours flying time to Japan for the 
B-29 Super Forts based on Saipan. But, even with clear 
roads and police escort, it’s a three day truck trip 
between Akron and Omaha for bomb-bay sections of 
these big bombers. And motor transport provided the 
only means of moving plane sections of this size. 


In 1940, America’s total production of all types of planes 
for the Armed Forces was only 6,086. In 1944, our 
nation’s plane production reached the Axis-staggering 
total of 96,369 ... the largest the world has ever seen. 


Many of the parts and most of the materials making up 
these thousands of planes traveled by truck at some time 
before the finished product could “take off” for the war 
front. This is equally true in the case of every other 


item of fighting equipment. It is estimated that 75% 
of today’s truck loads are war loads. 





In addition to being one of the largest producers 
of military vehicles, GMC also manufactures 


Oe many commercial trucks for essential users. 


If you are eligible for a new truck, your GMC 
dealer will gladly help you fill out an applica- 
tion. Remember, too, your GMC dealer is head- 


quarters for the original Preventive Maintenance. 


INVEST IN VICTORY...BUY MORE WAR BONDS 


GMC TRUCK & COACH DIVISION 


General Motors Corporation 
Pontiac, Michigan 







HOME OF COMMERCIAL GMC TRUCKS AND GM COACHES. 
VOLUME PRODUCER OF GMC ARMY TRUCKS AND AMPHIBIAN “DUCKS” 

















... The peaks of the Sawtooth mountain 
range overlook a great expanse of forest, 
lakes and singing streams knownas Idaho's 
“primitive area,” one of America’s finest 
fishing and hunting grounds. And, nearby, 
is far famed Sun Valley where, in peacetime, vaca- 
tionists enjoy year-round sports. 





Today, the people of Idaho... infused with the 
pioneering spirit of individual enterprise that devel- 
oped the state’s natural resources ... are producing 
ever-increasing quantities of essential products such 
as the famous Idaho potato, sheep and wool, lumber 
and minerals. 


For more than sixty years, Union Pacific has served 
Idaho. Over the Strategic Middle Route, uniting 
Idaho with the East and the Pacific Coast, it trans- 
ports the state’s products and its citizens. 


It is the hope of Idaho home-front workers that 
America’s fighting sons will soon return to re-dis- 
cover the beauty of the great West ...to find that 
opportunity still exists in the further development 
of its vast resources...and that hard work and 
initiative will always be justly rewarded in this land 
of the free—your America. 
NOTE: Write Union Pacific, Omaha, 

Neb., for information regardin, ed 


dustrialor business sites in Ida 
other western States. 









\ PACIFIC 


Listen to “YOUR AMERICA” 
— Mutual network — every Sun- 
day afternoon, 4 pm, E.W.T. 


UNION PACIFIC RAILROAD 
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Interim Council: Australia, Belgium, Brazil, Canada, Chile, 
China, Colombia, Czechoslovakia, Egypt, El Salvador, France, 
India, Iraq, Mexico, Netherlands, Norway, Peru, Turkey, United 
Kingdom, and United States. 

In addition, the department said, the following ten coun- 
tries had accepted the interim agreement by June 6: Afghanis- 
tan, Ethiopia, Baiti, Iceland, Ireland, Lebanon, Liberia, New 
Zealand, Poland and Portugal. 

The State Department has announced that Vice Chairman 
Edward Warner, of the Civil Aeronautics Board, has been 
selected as the United States delegate on the council of the 
Provisional International Civil Aviation Organization. The de- 
partment said the council was expected to meet soon in 
Montreal, Canada. It stated that Mr. Warner would be tem- 
porarily on leave from the C. A. B. for this assignment. 


INTERNATIONAL AIR ASSOCIATION APPROVED 


The Civil Aeronautics Board, by an order (serial No. 3728), 
has approved “articles of association” of the International Air 
Transport Association, adopted in April at Havana, Cuba, but 
has stipulated in its order that its approval “shall not be con- 
strued to constitute board approval or disapproval of any sub- 
sequent contract entered into, or any specific action taken pur- 
suant to said articles of association.” 

Active members of the association, as designated in the 
board’s order, are: A. B. Aerotransport “and certain other for- 
eign air carriers named therein,” American Airlines, Inc., Amer- 
ican Export Airlines, Inc., Braniff Airways, Inc., Colonial 
Airlines, Inc., Northeast Airlines, Inc., Northwest Airlines, Inc., 
Pan American Airways, Inc., Pan American-Grace Airways, Inc., 
Transcontinental & Western Air, Inc., United Air Lines, Inc., 
and Western Air Lines, Inc. Designated as associate members 
of the association, according to the order, are: Aerovias Para- 
guayas, S. A., “and certain other foreign carriers named there- 
in,” All American Aviation, Inc., Delta Air Corporation, Eastern 
Air Lines, Inc., National Airlines, Inc., and Pennsylvania-Central 
Airlines Corporation. The agreement between these air carriers 
is identified in the board’s order as agreement C. A. B. No. 389. 


Air Certificate Applications 


Air mail pickup and delivery service similar to that per- 
formed in eastern states by All American Aviation, Inc., is pro- 
posed for many points in Texas, Louisiana, Arkansas and Ten- 
nessee by Southwestern Air Freight & Express Airlines, Inc., of 
Wilmington, Del., in two applications filed with the Civil Aero- 
nautics Board and docketed as Nos. 1925 and 1926. 


In No. 1925, the applicant proposes scheduled transporta- 
tion of air mail, first class mail and property over four circle 
routes beginning and ending in Fort Worth and/or Dallas, Tex. 
In No. 1926, the same applicant proposes like service over 
routes between Little Rock, Ark., on the one hand, and, on the 
other, Fort Smith and Texarkana, Ark., Memphis, Tenn., and 
Monroe, La., and between Shreveport, La., and Jackson, be- 
tween Shreveport and Baton Rouge, La., between New Orleans, 
La., and Monroe, and between New Orleans and: Beaumont, 
Tex., serving a total of 179 intermediate points on those routes. 
The applicant says it proposes to use equipment similar to that 
of All American Aviation, Inc., to purchase ground equipment 
from the latter carrier, and to have its pilots “checked out” by 
pilots of All American Aviation and supervised by the latter 
“as long as deemed necessary.” 


Pennsylvania-Central Airlines Corporation, of Washington, 
D. C., in an application docketed as No. 1921, has asked the 
C. A. B. for authority to engage in schedule transportation of 
persons, property and mail between New York City-Newark 
and Cincinnati, O., via Philadelphia, Harrisburg and Pittsburgh, 
Pa., and Columbus, O., or for extension of its route No. 55 from 
Pittsburgh to Cincinnati, for extension of its route No. 14 from 
Pittsburgh to Cincinnati. 


In No. 1923, United Air Lines, Inc., of Chicago, has asked 
the C. A. B. to amend its certificate for route No. 11 (now ex- 
tending from Seattle, Wash., to San Diego, Calif.) so as to 
extend that route from San Diego to Nogales, Ariz. 


AIR EXPRESS RATE REDUCTIONS 


Many reductions in air express rates are assured July 1 
when the first supplement to nation-wide Tariff No. 8 goes 
into effect, the Air Express Division of Railway Express Agency 
announced today. An overall 40 per cent slash from current 
air express charges on magazines, newspapers and other period- 
icals is contained in the announced reductions. Tariff No. 8 
went into effect January 15. 


TRAFFIC WORLD 


Cargo-War-Risk Insurance 


The War Shipping Administration has announced its with- 
drawal from the cargo-war-risk insurance field with the ter- 
mination of all W. S. A. open cargo policies effective July 1. 

“This action brings to a conclusion a broad program of 
insuring cargo war risks inaugurated in 1942 and is an out- 
growth of previous steps taken by the W. S. A. in November, 
1943, and May, 1944, reducing the scope of the program,”’ said 
W. S. A., adding: 


The War Shipping Administration has insured over $3,290,000,00 
worth of cargoes under the government program started in 1942. The 
War Shipping Administration was authorized to provide this coverage 
under a statute that permits writing of such insurance when reasonable 
rates are not obtainable from commercial underwriters or where the 
establishment of nominal or non-compensatory rates is determined to 
be in the interest of the war effort or the domestic economy. During 
the peak of submarine sinkings in 1942 and 1943 a substantial part 
of import cargoes of the United States was insured by W. S. A. With 
the improved wartime conditions and reduced commercial rates W. S. A, 
commenced late in 1943 to withdraw from this activity, and over the 
past 12 months further reductions in private insurance rates have 
reduced W. S. A. insurance to a nominal level. Should future war 
developments necessitate such action, however, W. S. A. is in a 
position to resume underwriting cargo war risks. 


W. S. A. officials said that by utilizing the facilities of com- 
mercial insurance companies for the issuance of policies and 
collection of premiums they had been able to undertake this 
activity without the establishment of a large organization. They 
expressed their appreciation for the cooperation and assistance 
rendered -them by such companies and for the efficient and 
economical manner in which the work was performed. 

“While the W. S. A. attained the objective of stabilization 
of insurance rates and price of goods insured, this program 
was conducted without cost to the Government and at the 
present time shows a favorable balance in excess of $15,000- 
000,” said W. S. A. 


U. S. Merchant Ship Losses 


Loss of 1,554 United States flag merchant ships of 6,277,077 
deadweight tons from war causes and marine casualties largely 
due to war conditions, has been announced by Vice Admiral 
Land, chairman of the Maritime Commission and administrator 
of the War Shipping Administration. The losses occurred in 
the period from September 1, 1939, to May 8, 1945, he said. 

The bulk of the tonnage, he reported, was accounted for by 
570 ships of 5,431,456 deadweight tons lost from “direct war 
causes.” The balance of 984, involving only 845,621 tons, was 
lost in marine casualties resulting from convoy operations, re- 
duced aids to navigation, blackouts, etc. Marine losses include 
those lost in U. S.. inland waters. Only 71 of the 984 vessels 
exceeded 1,000 gross tons each. 

The announcement continued as follows: 


The destruction of ships by the enemy has, of course, been accom: 
panied by heavy loss of life. The latest merchant marine casualty list 
reports merchant seamen 5,579 dead and missing, and 487 prisoners of 
war, a total of 6,066 as of May 1, 1945. 

An overwhelming percentage of the merchant vessels were de 
stroyed by German or Italian submarines, air attacks and mines, with 
68 lost in Japanese areas. The most extensive destruction was in the 
north Atlantic where wolfpacks of U-boats prowled against convoys 
to the British Isles and north Russia until curbed by fast-expanding 
Allied naval and air power, including the use of escort carriers, such 
as the 50 designed and built by the Maritime Commission for the navy. 

The dark days of 1942, before new methods of combating enemy at 
tacks on shipping had been perfected, witnessed the height of the Ger 
man and Italian attempt to halt the transport of troops and munitions 
to the European war theater. In the five months from March through 
July, 204 American merchant ships were sunk, an average of more 
than one a day. In June of 1942, the highest point of losses of the wa! 
was reached, the enemy sending 49 U. S. vessels to the bottom in 30 
days. 

Starting with the sinking of the S. S. City of Rayville, Novembet 
8, 1940, after striking a mine, seven American merchantmen were sunk 
before Pearl Harbor. Before the end of that December, eight mot 
had been sunk. 

In 1942 the toll was 318 ships, a total of 1,829,260 deadweight toms. 
During 1943 losses were cut to 129, of 885,076 deadweight tons. 
year the enemy sank only 59. To the 1944 total should be added a 
war losses, however, the 27 U. S. flag vessels that were over-age or ha 
been knocked out but not sunk in combat. These vessels were scuttled 
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by their own crews to form the artificial harbors that helped make suc- 
cessful the Allied invasion of Normandy. From January 1, 1945, to May 
8, an additional 22 vessels were lost. 

The north Atlantic has naturally proved the most desirable hunting 
ground for Axis submarines. Up to the end of last year, 219 American 
merchant ships were sunk in its broad expanse, 141 in the northwest 
area and 78 in the northeast Atlantic, in addition to the 27 sunk off 
Normandy. Next, the Caribbean Sea was the most thoroughly exploited 
area for enemy submarine operations with 122 of our vessels lost. 

In the Pacific, Axis submarines and air attack account for 44 Amer- 
ican ships; in the south Atlantic, 42; in the Mediterranean and Black 
Sea, 39; in the Gulf of Mexico, 25; in the Red Sea and Indian Ocean, 
27; in the approaches to the Mediterranean, 18, and in undetermined 
areas, 7. 


Not included in this statement are American-owned vessels under 
foreign flag; merchant types operated by the navy and designated by 
the navy as military losses; vessels sold for scrap or scrapped. In- 
cluded are losses of merchant vessels operated by W. S. A. and allo- 
cated to the army and navy as troop trdnsports and base ships. 


Joint Naval Announcement 


The U. S. Navy Department and the British Admiralty, in 
a joint announcement, reported that the total number of mer- 
chant ships lost by the United States, the British Empire, other 
Allied nations, and neutral countries in the period between 
September 3, 1939, and May 8, 1945, was 4,770, and that the 
gross tonnage of these vessels was 21,140,000 tons. The loss 
figure of 4,770 vessels included, according to the announcement, 
1,172 ships of Allies other than Great Britain, the gross tonnage 
of which was 5,030,000 tons, and 490 ships of neutral countries, 
of a gross tonnage of 1,420,000 tons. 

j Of the grand total of vessels lost, according to the report, 
2,770 of a gross tonnage of 14,550,000 tons were sunk by 
U-boats, 520 of a gross tonnage of 1,400,000 tons were sunk by 

mines, 330 ships of 1,570,000 gross tons were sunk by surface 

craft, 750 ships of 2,830,000 gross tons were sunk by aircraft, 
and 400 ships of 790,000 gross tons were lost in enemy action by 
other causes. 

The figures reported, it was stated, included Finnish, Hun- 
garian, Italian and Japanese ships prior to the dates on which 
those countries became enemies of the United States and the 
British Empire, but otherwise ships under enemy control or 
working for the enemy were not included. In the case of Italy, 
losses of Italian ships after that nation became a co-belligerent 
were included. In the case of France, French ships were in- 
cluded except those under control of the Vichy government in 
the period of German occupation. Ships of European countries 
occupied by the enemy, which ships were seized in the ports of 
those countries when they were overrun, were not included. 


‘Ship Conference Agreements 


The Maritime Commission has approved modification of 
agreement 59-32, canceling the provision in the basic agree- 
ment of the River Plate and Brazil Conferences which provides 
for differentials in freight rates between Class A and Class B 
vessels operating in the trade from U. S. Atlantic and Gulf 
ports to ports in Brazil, Argentina, Uruguay and Paraguay. 
Such differentials were predicated up differences in transit 
time between the two classes of vessels. The modification sub- 
stitutes for the cancelled provision a stipulation that uniform 
rates shall apply to all vessels and that no differentials shall 
be established in rates on different classes of vessels except as 
may be unanimously agreed and incorporated in the confer- 
ence tariff. 

The commission has announced that there has been filed 
with it, for its approval, agreement No. 7770, between A. S. J. 
Ludwig Mowinckles Rederi (Cosmopolitan Line), Compagnie 
Generale Transatlantique (French Line), County Line, Ltd. 
(County Line), United States Lines Co. (United States Lines) 
and Waterman Steamship Corporation (Mobile Oceanic Line), 
organizing the North Atlantic French Atlantic Freight Con- 
ference for the establishment and maintenance of agreed rates, 
charges, and practices in the trade from Canadian Atlantic and 
St. Lawrence ports and from U. S. North Atlantic ports in the 
Hampton Roads/Portland, Maine, range to French Atlantic 
ports in the Dunkirk/Bordeaux range. Upon approval, Agree- 
ment No. 7770 will supersede and cancel the present effective 
agreement of the North Atlantic French Atlantic Freight Con- 
ference (No. 185), which was approved on August 24, 1932. 

Awaiting action by the commission is a proposal to cancel 
agreement 7300, between Anchor Line, Limited; Canadian Pa- 
cific Steamships, Ltd.; Cunard White Star Limited, Donaldson 
Atlantic Line Limited, Gdynia America Shipping Lines, Ltd., 
Johnston Warren Lines, Ltd., N. V. Nederlandsch-Ameri- 
kaansche Stoomvaart-Maatschappij “Holland Amerika Lijn” 
(Holland-America Line) and United States Lines Co., which 
lines comprise the membership of the North American Atlantic 
Passenger Conference. 


TRAFFIC WORLD 


The agreement of this conference coordinates action and 
regulates matters, other than the fixing of rates and commis- 
sions, in the United States and Canada in connection with pas- 
senger transportation between U. S. Atlantic and Gulf ports 
and Canadian Atlantic ports, including Newfoundland, and 
Continental European ports situated between Leningrad and 
Cadiz, inclusive, and United Kingdom, Scandinavian and Fin- 
nish ports when such transportation is sold on or via the North 
American Continent. Agreement No. 7300 has been rendered 
obsolete by reason of the fact that the above mentioned lines 
have become members of the Trans-Atlantic Passenger Con- 
ference (No. 120). 


W. S. A. RATE ACTION 


A surcharge of 15 per cent on berth freight rates in the 
trade between Atlantic and Gulf ports of the United States and 
Cuba has been prescribed as maxima by the War Shipping Ad- 
ministration in rate order No. 329, effective July 2. Traffic to 
and from the ports of Havana and Santiago are excepted from 
the order. 

By its rate advice No. 122, the W. S. A. has authorized 
voyage charter rates for the transportation of raw sugar, in 
bags, in vessels operated for its account from the French West 
Indies (Martinique or Guadaloupe) to French Mediterranean 
ports, and has set forth changes and additions with respect to 
its “Warshipsugar (Revised 8/1/43)” form of charter. 


W. S. A. APPOINTMENTS 


The War Shipping Administration has announced the desig- 
nation of Percy Chubb as assistant deputy administrator (fiscal 
and shipping relations) of the W. S. A. The fiscal and shipping 
relations organization would continue substantially the functions 
of the fiscal affairs organization hitherto headed by Mr. Chubb 
and its duties would also include responsibility for coordination 
of the activities of the various W. S. A. divisions relating to the 
United Maritime Executive Board, said the W. S. A. 

At the same time it was announced that the W. S. A. divi- 
sion of fiscal controls and its personnel had been transferred 
from the fiscal organization as the division of operating cost 
analysis to the ship operations organization under the assistant 
deputy administrator for ship operations, G. H. Helmbold. 


SHIP LINE OVERCHARGE COMPLAINT 


The Maritime Commission has announced that oral argu- 
ment on exceptions to the proposed report by Examiner C. O. 
Arthur in No. 637, Rubber Development Corporation vs. Booth 
Steamship Co., Ltd., and Lamport & Holt, Inc. (see Traffic 
World, May 12, p. 1257), will be heard by the commission June 
25, in Washington. The examiner recommended dismissal of 
the complaint, on proposed findings that the rate applicable to 
complainant’s shipments of metal basins to destinations in South 
America was that on “metalware, N. O. S.,” and not the lower 


rate on plumbing supplies, for which the complainant con- 
tended. 


WAIVER OF COASTWISE LAWS 


Secretary Forrestal, of the Navy Department, has dele- 
gated to the commandant of the Coast Guard his authority to 
waive compliance with the navigation and vessel inspection 
laws to such extent, in such manner and on such terms as the 
coast guard commandant shall find to be necessary in the con- 
duct of the war. The instant order amended an order issued 
by the Acting Secretary of the Navy on October 1, 1942, but 
contained the advice that waivers effectuated under the orig- 
inal — prior to the amendment now made would continue 
in effect. 


AUTO USE TAX REPEAL 


Representative Goodwin, of Massachusetts, speaking in the 
House, announced that he had addressed to the House ways 
and means committee a letter urging his bill, H. R. 723, to 
repeal the motor vehicle use tax, be brought out for action so 
that the tax might be repealed before July 1, when it was due 
to be renewed. 

“The tax is unsound in principle because it is discrimina- 
tory and unfair to users of low-priced cars and fails to consider 
ability to pay,” he said. 


CHANGES IN DOCKET 
Hearing in 29299, assigned for June 14, at Washington, D. C., was 
postponed to July 19, at Washington, D. C., before Examiner Weems. 
Hearing in MC 25708, Sub. 10, assigned for June 15, at Columbia, 
S. C., was postponed to a date to be fixed. 
Hearing in MC 105432, Sub. 4, assigned for June 15, at Amarillo, 


Tex., was postponed to June 21, Capitol Hotel, Amarillo, Tex., before 
Jt. Bd. 33. 
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Protecting Our Ships 


Every American merchant ship is required to have 
at least one box kite on board, and all United States 
Maritime Service cadets are instructed how to oper- 
ate them. The standard kite can lift a 15-gauge 
piano wire 2000 feet into the air, providing ideal 
protection from dive bombing and strafing. 


"POPE 2 TALBOT INC. 4 
MCORMICK STEAMSHIP gisian # 


~» PLANNED PROGRESS 
MEANS 


Rock 
SE 











"In the World 
Spotlight" 


We offer for lease or sale, reasonable 
terms, choice manufacturing sites in the 
Industrial Development District of the 


Port of Tacoma—served by belft-line 





railway connections with four trans- 


For complete information, write 
BOARD OF HARBOR COMMISSIONERS 


continental railroads—low-cost electric 
M. G. Rouse .. . Secretary 





_ power and light. 
SERVINGS GREAT PORTS 
' nae Port of Tacoma 
P. O. Box 1612 Cable “Portacoma™ 

















TACOMA WASHINGTON 


wR 


om Me es ee 
GULF MOBILE & OHIO RAILROAD 


Our general cargo facilities are being 


used in the war effort—Commercial 





shipments handled by permit. 






























































HANDLING with 
FEWER HANDS 


You change Materials Handling from 
a slow, costly ‘necessary evil” — 
into a dynamic, useful servant of 
faster, better planned Production 
and Distribution—when you use 


CLARK fork trucks 


GAS AND ELECTRIC POWERED 


To see the wide range of useful- 
ness of Clark Tructractors and 
Fork Trucks, send for handy 72- 
page pocket catalog—describes 
60 husky, well engineered ve- 
hicles, gas and electric powered. 
















erect Giaritlona sy -[eugelr, 


BATTLE CREEK, MICHIGAN, U.S.A. 













Products of CLARK ¢ TRANSMISSIONS ¢ ELECTRIC STEEL CASTINGS 
AXLES FOR TRUCKS AND BUSES e AXLE HOUSINGS e BLIND RIVETS 
INDUSTRIAL TRUCKS AND TRACTORS e HIGH-SPEED DRILLS AND REAMERS 
METAL SPOKE WHEELS e GEARS AND FORGINGS e RAILWAY TRUCKS 


TRAFFIC WORLD 


June 18—Baton Rouge, La.—Heidelberg Hote) 
—Examiner Way: 


W-536—Baton Rouge Coal and Towing Co,, MC-F | 
contract carrier application. i 
June 18—Chicago, III.—Hotel Morrison—ky. + 
aminer McGrath: June <!- 
29296—Armour & Co. vs. A. G. S. et al. = oe 
June 18—Jacksonville, Fla.—Mayflower Hote — MC a 
—Jt. Bd. 205: Jac 
MC 1388, Sub. 4—Overseas Transportation § June. 2 
Co., Inc., Key West, Fla., certificate to Wee! 
extend operations. 1. & : 
June 18—Los Angeles, Calif.—Federal Bldg sout 
Examiner Snider: Fourth 
29246—Mutual Citrus Products Co., Inc., ys, tilize 
A. T. & S. F. et al. Fourtt 
29247—Clyde W. Wood, Inc., vs. Sou. Pag, tilize 
June 18—Phoenix, Ariz.—State Comm.—Exam. § June 22. 
iner Smith: Ba. | 
MC-F 2772—H. Steele et al., control; Con. MC_ 54 
solidated Copperstate Lines, control, Ala. Aller 
bam Freight Lines. June 22- 
June 19—Boston, Mass.—State House—Con- Dav 
missioner Patterson and Examiner Hoy: MC-F 
29286—Petroleum Haulers of New England, chas 
Inc. et al. vs. B. & M. et al. al. ; 
June 19—Jacksonville, Fla.—Mayflower Hotel cont 
—Examiner Cunningham: June 22 
Mc 17778, Sub. 6—B. & E. Transportation Bd. 
Co., Inc., Secaucus, N. J. MC 52! 
June 19—Los Angeles, Calif.—Fed. Bldg.—Ex. Pike 
aminer Snider: tions 
29191—Hamilton Manufacturing Co. vs. C, § June, 22 
B. & Q. et al. Com 
29220—General Water Heater Corp. vs. Unt MC 4 
versal Carloading & Distributing Co.. Inc. Co., 
June 19—Philadelphia, Pa.—U. S. Ct.—Exanm- exte 
iner Harrison: June 22 
MC 105592—B. R. Dorn, Philadelphia, Pa., Jt. 
permit. MC 3 
June 19—Phoenix, Ariz.—State Comm.—Ex- burt 
aminer Smith: oper 
MC-F 2763—O. P. Wells, control; Wells MC 66 
Truckways, Ltd., purchase, Colorado- cy, 
Arizona Express, Inc. exte 
July 19— Washington, D. ©C.— Examiner §— June 22 
Weems: amil 
29299—B. E. Mays vs. Southern Ry. MC 9. 
June 20—Brooklyn, N. Y.—Hotel St. George— field 
Examiner Hanrahan: tion 
“=e ae Sub. 7—C. H. Beaney, Brockport, § June — 
2 ami. 
MC 96536—Max Bell & Sons, Inc., Brooklyn, 29258- 
N. Y., certificate or permit. et a 
June 20—Charleston, W. Va.—State Comm.— § June 22 
Jt. Bd. 118: Exa 





MC 66562, Sub. oes Express Agen- 
cy, Inc., New York, N. Y., certificate to 
extend operations. 

MC 66562, Sub. 629—Railway Express Agen- 
cy, Inc., New York, N. Y., certificate to 
extend operations. 

June 20—Dallas, Tex.—Baker Hotel—Exam- 
iner Way: 

29173—Murray Co. vs. G. T. W. et al. 

June 20—Dover, Del.—Fed. Bldg.—Examiner 
Harrison: 

MC 69052, Sub. 4—Reed Trucking Co., Mil 
ton, Del., certificate to extend operations. 

June 20—Los Angeles, Calif.—Fed. Bldg.—Ex 
aminer Snider: 

29197—-Cadwallader Gibson Co., Inc., E. J. 
Stanton & Son vs. A. T. & S. F. et al. 

June 20—Los Angeles, Calif.—Fed. Bldg.—Ex- 
aminer Smith: 

MC-F 2848—W. Moss, purchase, President 
Tank Lines, Inc. 

MC-F 2858—T. J. Griffin and J. Cummins, 
control, Coast Van Line, Inc. 

June 20—Macon, Ga.—Hotel Lanier—Jt. Bd. 
101: 

MC 67024 Sub. 15—Service Coach Line, Inc., 
Dublin, Ga., certificate. 

June 21—Amarillo, Tex.—Capitol Hotel—Jt. 
Bd. 33: ; 

* MC 105432, Sub. 4—Navajo Truck Lines, Al 
buquerque, N. M., certificate to extend 
operations. 

June 21—Charlotte, N. C.—Charlotte Hotel— 
Jt. Bd. 108: 

MC 2473, Sub. 10—Billings Transfer Corp.. 
Inc., Lexington, N. C.. certificate. 
June 21—Cincinnati, O.—Gibson Hotel—Exam- 
iner Badian: . 

MC 21684, Sub. 6—C. E. Danbury, Williams 
burg, O., permit to extend operations. 
June 21—Hartford, Conn.—Bond Hotel—Jt- 

Bd. 227: 


MC 66562, Sub. 620—Railway Express Age 
cy, Inc., New York, N. Y., certificate 
extend operations. 











wn = fe = = 6) -« 
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june 21—Hartford, Conn.—Bond Hotel—Ex- 
aminer Hanrahan: 

MC 60024, Sub. 4—George E. Dewey & Co., 
Hartford, Conn., certificate to extend op- 
erations. 

june 2i—Los Angeles, Calif.—Fed. Bldg.—Ex- 
aminer Snider: 

99280—B. & R. Distributors, Inc., et al. vs. 
Alton et al. ‘ 

june 21—Los Angeles, Calif.—Fed. Bidg.— 
Examiner Smith: 

MC-F 2727—F. M. Hodge, control; Nevada 
Consolidated Fast Freight, control, Fleet- 
lines, Inc. 

MC-F 2728—F. M. Hodge, control; Nevada 
Consolidated Fast Freight, merger, Fleet- 
lines, Inc. 

MC-F 2729—F. M. Hodge, control; Nevada 
Consolidated Fast Freight, purchase, A. J. 
Huff. 

June 21—Jacksonville, Fla.—Mayflower Hotel 
—Examiner Yardley: 


29291—Watertown Chamber of Commerce vs. 
A. %. ; wv. 2 
June 22—Washington, D. C.—Examiner Al- 


bus: 

* Finance 14922—Appl. of Wisconsin Central 
for authority (1) to acquire control 
through stock ownership jointly with oth- 
er carriers of Belt Ry. of Chicago and 
(2) to acquire operating rights over lines 
of Belt Ry. of Chicago. 

a. : ae Mass.—N. P. O. Blidg.—Jt. 

MC 54352, Sub. 2—Oxford Trucking Corp., 
— Mass., certificate to extend oper- 
ations. 

June 23—Brooklyn, N. Y.—Hotel St. George— 
Examiner Harrison: 

MC 39099, Sub. 6—Old Colony Motor Lines, 
Inc., New York, N. Y., certificate to ex- 
tend operations. 

—_, — O.—Gibson Hotel—Jt. 
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MC 58470, Sub. 1 EX—Luke C. Acord, Sales 
and Service, Safford, Ariz., certificate of 
exemption. 

MC 62077, Sub. 1 EX—Willcox Dray and 
Transfer Co., Willcox, Ariz., certificate of 
exemption. 

MC 105786 EX—Willis Freight Service, Clif- 
ton, Ariz., certificate of exemption. 

June 25—Tulsa, Okla.—Hotel Mayo—Examiner 
McGrath: 

29221 — Corporation Commission, State of 
Oklahoma vs. K. O. & G. et al. 

June 26—Boston, Mass.—N. P. O. Bldg.—Ex- 
aminer Hanrahan: 

MC 59271 and Sub. 4—Boston Truck Co., 
Inc., Cambridge, Mass. 

June 26—Brooklyn, N. Y.—Hotel St. George— 
Examiner Harrison: 

MC 96532 — Fleetwood Sedan Service, New 
York, N. Y. 

June 26—Charlotte, N. C.—Charlotte Hotel— 
Jt. Bds. 2 and 103: 














































al, MC 66562, Sub. 642—Railway Express Agen- MC 61599, Sub. 58 and Sub. 61—Queen City 
Hote} ae Pe C. Motor Lines, Inc., cy. Inc., naw York, N. Y., certificate to Coach Co., a N. C., certificate to 
sas ; ’ ees extend_operations. extend operations. 
rtatio eee ee Se June 23—Thomasville, Ga.—Federal Bldg— June 26—Charlotte, N. C.—Charlotte Hotel— 
5 . 64: Jt. Bd. 103: 
ee ee: REED Rare Se MC 105638—G. & F. Stage Line, Quitman, MC 100469, Sub. 4—Parkway Bus Co., Inc., 
Bldg.— Fourth Section Appl. 21202—Imported fer- G.. certificate. North Wilkesboro, N. C., certificate to 
tilizer Southern ports to south June 25—Boston, Mass.—N. P. O.. Bldg.—%Jt. extend operations. 
1C., V8, ‘ i : Bd, 231 June 26—Lexington, Ky.—City Hall—Jt. Bd. 
ee Fa Gk tee ee ee MC 66562, Subs. 613 and 615—Rallway Ex- 25: 
1. Pac, Se a so a press Agency, Inc., New York, N. Y. MC 15765, Sub. 2—Middlesboro-La Follette 
-Exam- om, -— Pa.—Hotel Traylor—Jt. ‘ certificate to extend Gperetens. Bus Line, Miadlesboro, Ky., certificate to 
F 4 une 25—Brooklyn, N. Y.—Hotel St. George— extend operations. 
1; Con ag Bren Rigg ie — Fuel Express, Examiner Harrison: ° June 26—Lexington, Ky.—City Hall—Jt. Bd. 
a1, Ala- June 22—Chicago, I1.—Hotel Sherman—Chief MC 52818, Sub. 13—Westchester Lines, Inc., 105: 
. Davey, Section of Finance: Mount Vernon, N. Y., certificate to extend MC 77291, Sub. 1—Owenton and Spartz 
—Conm- MC-F 2787— Allied Van Lines, Inc -_ operations. Transfer Co., Sparta, Ky., certificate to 
Hoy: hase. Evanston Fireproof RR eg t June 25—Charlotte, N. C.—Charlotte Hotel— extend operations. 
ngland, qo my pe Fhe tine a L Examiner Cunningham: June 26—Newark, N. J.—State Comm.-—Ex- 
pe Ret gag 5 won =." MC 61484, Sub. 4—Bush Transfer, Inc., Le- aminer Clifford: 
r Hotel San > Meckanets 0. — Gib - Hotel — Jt noir, N. C., certificate to extend operations. * MC-F-2790—I. Joseph and T. Krosnowski, 
Bees snes 62: , UV. son fiotel — Jt. ae “inne Ky.—City Hall—Jt. Bd. control; Garford Lelie or wink omer 
: ; : s tation Co., Inc 
MC 52947, Sub. 9—Pinson Transfer Co., Inc., MC 94060, Sub. 7—E. N. Yeary, Winchester White Motor Transpor : . 
‘ m - 7—E. N. : ; 26—Phoenix, Ariz.—State Comm.—Com- 
g.—Ex. — Ky., certificate to extend opera- Ky., certificate to extend Geasations. 8 ae Bee 
Si i = = June 25—Philadelphia, Pa.—U. S. Ct.—E - MC 53486, Sub. 1 EX—C. Cruz, D. S. Cruz, 
vs. C. og ee Rng _ Tex-—Hotel Plaza —a °° caiasst Administratrix, Casa Grande, Ariz., certi- 
a * MC-F 2799—G. F. Hostetter et al., h ; cate of exemption. 
1S. Uni + “« Po ee ane Etive-[nwaAs ite June 26—Pittsburgh, Pa.—Roosevelt Hotel— 
“hae extend operations j zs June 25—Philadelphia, Pa.—U. S. Ct.—Exam- Jt. Bd. 59: 
wll Fo 22—Springfield, Mass.—Federal Bldg.— iner Clifford: MC 102616, Sub. 281—Coastal Tank Lines, 
a. Pa Jt. Bd. 231: ‘ : , * MC-F-2816—A. L. Buch et al., purchase, Inc., York, Pa., certificate to extend oper- 
"| MC 38516, Sub. 3—J. M. Blassberg, Shel- Metropolitan Transportation Co., Inc. ations. _ 
n.—Ex- burne Falls, Mass., certificate to extend oe” td aFrancieco, Calif.—U. ». F. Oo, io, i, Phy—Reennee Hotel— 
operations. — : : ; 
Wells } MC 66562, Sub. 610— Rallway Express Agen- » spate C. Gibson, purchase, W. J. ° Oe ee SO, SO OR, 
cy, Inc., New York, N. Y., . es : 
a extend operations. eee a cs ao Saute. Mo.—Coronado Hotel— June ee >. S, POO. 
-_ H — ~— ey xaminer rown: an ° g.—Examiner m 4 
ee et ee. ge 1. & S. 5343—Grain, Minneapolis to La. * MGC-F 2868—M. C. Yahne, Inc., purchase, 
MC 94962, Sub. 1—D. Pellergrino, Spring- Fourth Section Appl. 21286— Grain from Dollar Lines. 
eorge— field, Mass., certificate to extend opera- Minneapolis, Minn., to La. June 26— Washington, D. C.— Examiner 
tions. , June 25—Thomasville, Ga.—Fed. Bldg.—Ex- Weems: oe : 
kport, § June 22—sSt. Louis, Mo. rona —Ex- aminer Yardley: 1. & S. 5344—Switching carload express 
“a a a ee ae MC 95540, Sub. 87—Watkins Motor Lines, shipments. 
-ooklyn, see—_Nanson Commission Co. vs. Mo. Pac. a. aaa Ga., certificate to ex- sen, ' —_ — Washington, D. C.— Examiner 
al. : over: 
‘omm.— § June 22—Watertown, S. D.—Lincoln Hotel— June 25—Tucson, Ariz.—Santa Rita Hotel— Fourth Section Appl. 20920—Scrap iron and 
‘ Examiner McGrath: Commissioner Lee: steel to Youngstown, O. 
ss Agen- 
icate to 
ae . 
cate to © * 
pri STATISTIC 1S Newest of the Diesel Locomotives 
—Ex 
a 
al. et When you require statistics on transportation, dis- that Speed War Freight 
a tribution or marketing, write us. We can give you 4 
o accurate information about railway earnings, ton- 
ig.—Ex- nage, mileages, volume of shipments of various 
 <- products from specified areas, exports and imports of 
“- +... given products, statistics of the Treasury Depart- 
8. ment, Bureau of Census, etc. Prompt service—Rea- 
resident sonable rates. Write, phone or wire. 
i Ss, . 
vaabaiis Service Department 
-Jt. Bd. 
al THE TRAFFIC SERVICE CORPORATION 
; It Long Distance Telephone: National 9214 
otel—Wt. 1023 Earle Building Washington 4, D. C. 
ines, Al- 
. extend 
Hotel— 
or Corp.. 
* ate 5,000 MILES IN MISSOURI, ARKANSAS, 
der : M KANSAS, TENNESSEE 
tons || eeepc ate OKLAHOMA, TEXAS, KANSAS, TENNESSEE, 
ss Agen MISSISSIPPI, ALABAMA, FLORIDA. 


ificate to 























1632 TRAFFIC WORLD 


MOTOR TRANSPORT SECTION 


PUBLISHED IN THE THIRD WEEK’S ISSUE EACH MONTH 


Maps and Med >, oe Unique Key fo Maps in This a 


The maps in this section are different from maps 
published in any other medium. They are special 
maps designed by TRAFFIC WORLD’S map depart- 
ment and keyed in accordance with the specifications 
of shippers. Hence, these maps and the allied data 
are unique in that the material is presented in a way 
shippers all over the country told TRAFFIC WORLD 
it would be most helpful to them in ew highway 
carriers and routing freight. 








qummmmme Daily INTER- and INTRAstate service. 
sees Daily INTERstate service (no INTRAstate). 
Daily coordinated rail-motor service. 








Irregular or special service routes 





eueases: Connecting lines. 
eecece ce Ferries. 
@© O Principal points served. B Terminal cities. 


Unless otherwise noted on maps, motor lines offer- 


ing an intrastate service are also interstate oper- 
ators when their routes extend into other states. 





CENTRAL STATES 


ZA 


Ps cama) DECATUR CARTAGE CO., INC., 
oa OF INDIANA 


Decatur Cartage Co. 


20th St. & Wentworth Ave., Chicago 16, Ill. Telephone—Victory 6000 
WALTER MULLADY, President * R. A. BAENSCH, V. P.-Traffic 













COMMON CARRIER—I. C. C. Certfs. 68909-80412; P. S. C. I. No. 418A-1-10; P. S.C. 1. 
ee No. 1597-A-1; P. S. C. M. No. T-3406; P. U. C. O. No. 4856-RX; U. S. Customs Bond. Estab- 
5. ee lished 1926. INSURANCE: Cargo, $50,000-$100,000; Public Liability, $25,000-$50,000; 
oe Property Damage, $50,000. 
e abe Route it “DECATUR” for Cleveland, Cincinnati, Toledo, Terre Haute, Indianapolis, 
NCINNATD St. Louis, Quincy, Peoria and a thousand and one other spots in the great area shown on the 
Re EN a map ... served day and night by our great fleet of modern transports . . . affording a trans- 
index page of TRAFFIC WORLD. portation service whose dependability amply proves that “FOR SHIPMENTS MIDWEST, 


DECATUR IS BEST.” 


ANDERSON MOTOR SERVICE Ge. 


MAIN OFFICE — 1516 NORTH 14TH STREET, LOUIS, MO. 























; tin a “LAKE ERIE Go 
WISCONSIN _ \\ MICHIGAN ft _ PENNSYLVANIA 
——-and Sais \ ! MICHIGAN p) LEVELANDZNEW JERSEY 
7 MINNESOTA \ | on oS =: and 
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ILLINOIS 
66} 


Peoria 24) 
VAN 


VIRGINIA 





= {CINCINNATI 

WEST VIRGINIA 
— and 

VIRGINIA 



















COLORADO } KANSAS === ST. LOU [5 Madison 28 years in business. 
¥ CITY COOH Ht NEast St. Louis Serving the Indus- 
o OMA ARKANSAS LOUISIANA trial Middle West 


and ‘TEXAS OKLAHOMA and TEXAS & TRAFFIC WORLD — CHICAGO 
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Established 1927 §T. LOUIS LOUISVILLE CINCINNATI 
LAWRENCEBURG CENTRALIA ALTON 
GENERAL OFFICES: 1717 N. Broadway, ST. LOUIS 


WSCA € R yp er W.H. Husmann, Pres. —_J. F. Walsh, Traffic Mgr. 


















Tidewater Express Lines, Inc. 


Warner & West Streets, BALTIMORE, MD. 
J.T. Bennett, Traffic Manager Call—SOuth 1551 





BRANCH OFFICES 
Aberdeen, Md. 
(Call 111) 
Frederick, Md. 
300 East St. (Call 557) 


M ‘ York, Pa. 
_— = ae leemanen Cargo $50,000-$ 100, _Charles & Howard Sts. 
Freight Tariff Bureau Q00, P.L. $25,000 and $50,000; Equipment: 47 tractor-trailer units (Call 6122) 


P.D. $5,000. (company owned); 16 refr. units. Washington, D. C. 
2515 H St., N. W. 
(Call Republic 2224) 
Fredericksburg, Va. 
(Call 1199) 
Richmond, Va. 

S. 18th St. (Dial 7-4366) 
Westminster, Md. 
77 John St. (Call 288) 
Elkton, Md. 
(Call 144) 











\\\Grand 
i) Rapid 
$ |] Quese 




























Clemans Truck Line, Inc. 


Established 1929 Incorporated 1934 

~) 815 E. Pennsylvania Ave., South Bend, Ind. 

2 Steg Rien A. C. Clemans, Pres., A. C. Scheetz, T. M. 

Sa oo C. L. Jones, Secy.-Treas. Tel. 39381 
4 


Po 





SY painecla 
+ Kalamazoo Battle 
or I 


pvervlvet 





rsgeererey 


Plymouth COMMON CARRIER: I. C. C. Certificate No. M-2136 —P. S. 
C. I. Nos. 692-A-2-3-4-5-6-7 Intrastate-Indiana—P. S. C. I. Nos. 
693-A-2-3-4 Interstate Indiana—M. P. U. C. No. C-548 Inter- 
state-Michigan. 


TARIFF AGENCIES 


Individual Southern Motor Carrier Rate Conference 
Middle Atlantic States Motor Carriers Conference Eastern-Central Motor Carrier Association 
Rocky Mountain Tariff Bureau 


NC WORLD COHCACO 









INDIANA ft es Dosunighe service egy aint. inGieneaeiin, 
| ft Bee}. Hortese 5| okomo, orte, ansport, Peru, ymouth an ochester, 
fore (Os Aomy Boa Hae Battle Creek, Grand ~ eee ge Three ct | EQUIPMENT 
Indianapolis ichigan an isville, , intermediate points serv - Se H 4 e 
san: adil ee din oak 15 by wy ae 17 poser": 1 ae phere 35 vans (12 refrigerated); open 
Wiicn NUMBER UNITS: Tractors 54; Trailers 60, (39 vans, 20 open, an SaaeS Ge ~ company owne l. 
a 1 flat); 26 Trucks (17 vans, 9 open). All Company owned. INSURANCE 
a INSURANCE: Cargo 50,000 and 100,000 (Marine Office of 
te | America); Public Liability, 25,000 and 100,000; Property Dam- %Cargo, $10,000 (Northern Assur. Co. of London) . . . Public 
Ieltenonnille age, 10,000; Workingmen’s Compensation, (Michigan Mutual Liability, $10,000 & $50,000; Propert Damage, $50,000-$50 


New Albeny 
f 


AE ovis Liability Co.) 








deductible (Fidelity and Casualty Co. of N. Y.). Workingmen’s 
Compensation (Lumberman’s Mutual Casualty). 


Merchants Motor Freight, Inc. 


Established 1928 - - I.C.C. Permit No. MC 76266 
STANLEY L. WASIE, President ¢ WALTER J. HEROLD, 7rf. Mgr. 
Merchants criss-crosses the Middlewest with 5,802 miles of daily service 





SAFE—COURTEOUS—SERVICE 








OFFICES 
St. Paul, Minnesota, 2625 Territorial Road; Omaha, Nebraska, 123 North (2th; 
| Phone- Nestor 2601; Teltp. St. P. 9. Phone Harney 5441; Teltp. Omaha 188. 
Des Moines, lowa, 321 S.W. 6th; Denver, Colorado, 1320 lith; 
Phone 3-4185; Teltp. D. M. 90. ae a —™ 
Chicago, IMlinols, 2424 West Cermak Road; pony meres 
Phone Haymarket 3930; Teltp. Chieago 1794. Phone 5758; Teltp. W'lee 42. 
St. Louis, Missouri, 4th and Spruce: Prone hese Teinad’ 884; Davenport 24042; 
Phone Garfield 5234; Teltp. St. L. 440. mn Tete. &. Y. 900 % 
Kansas City, Missourl, 2560 Warwick Traffieway Cedar Rapids, lowa, 215 Ninth Ave., 8.E.; 
Phone Harrison 6282; Teltp. K. C. 594 Phone 3-0253; Teltp. C. R. 18. 






' 
! 
| Scottsbluff Norfolk‘) 
Q 
| ( Bridgeport NEBRASKA 
@) (9) ’ Columbus }*y 
Kimpoll O fi Sidney North Platte 


ne 2 ae . Grand Island 





Q 

HNeresiey Si Hastings ILLINOIS 
Hflayeland e 6} 

pf Longmén Fort Morgan 

oC yas ee ee eT TNT ee 

Y4/ ' 

= KANSAS 

7 COLORADO | TRAFFIC WORLD — CHICAGO 


TARIFFS: Western Trunk Line Motor Common Carriers Bureau, Inc.; North- 
west Tariff Bureau, Inc.; Central States Motor Freight Bureau, Inc., Midwestern 

otor Freight Tariff Bureau, Inc.; Rocky Mountain Motor Tariff Bureau; South- 
ern Motor Carriers Rate Conference; Eastern-Central Motor Carriers Assn.; 
Centra! and Middlewest Motor Freight Bureau. 


INSURANCE: Cargo—$50,000 per unit—$100,000 per catastrophe. Public Lis- 


=e 100, i ,000. UIPMENT: Includes 70 tractors, 10 trailers, 
-— = | | wieweellieedbinenieentines bes 4 elty trucks. 
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OHIO TERMINALS—Akron, 550 E. South St. (Franklin 5195); Bellevue I 


= 
(Phone 241): Cleveland, 38rd & Hamilton (Prospect 5350): Ciyde, 402 e 
orwa ruc WW Se i Sorine st. Prone 2561) : Defiance (Phone 556); Elyria, 124 Mavic st, 
(Phone 8484) ; Fremont, 109 E. State St. (Main 2825) ; Lorain, 202 lita 
destiisiais aabciacines sac, aac ee a 
atisfy your Customers wi ith ; Napoleon : 
- — 36 Woodlawn Ave. (Phone 266); Sandusky, 30 W. Perkins St. (Phos 
Norwalk Service” 2276); Toledo, 145 8. St. Clair St. (Adams 4291); Vermilion (Phone 
























3363); Warren (United Terminals) (Phone 4886). 




















J. F. Ernsthausen MICHIGAN TERMINALS—Adrian, 405 S. Center St. (Phone 105); Battle 
President COMMON CARRIER Creek, 220 8. Calmy St. (Phone 2-5107); Bay City, foot of First 8, 
-C.C Certificate No. 71096 (Phone 6228); Detroit, 175 8. Campbell St. (Vinewd 2-145); Flint, 
C. W. Hoke 1812 Beach St. (Phone 41659); Grand Rapids, 338 Wealthy Ave. (Phone — 
Vice-President 8-6427) ; Jackson, 336 8S. Otsego Ave. (Phone 7483) ; Kalamazoo. 115 West As 
Bush St. (Phone 22423); Lansing, 904 E. Hazel St. (Phone 40401); ith 
Established 1921 Monroe, 715 8. Telegraph Rd. (Phone 1032); Pontiac, 375 N. Cass Ave, Ww 
Incorporated (Ohio) (Phone 29201) : Saginaw, 142 Davenport St. (Phone 6228). prefel 
INDIANA TERMINALS—Aubum, 3384 W. 9th St. (Phone 618-3); Elk. 
36 Woodlawn Ave. hart, 1401 W. Beardsley Ave. (Phone 466); Ft. Wayne, 1122 Sherman 
Telephone—266 St. (Anthony 4368)- Goshen, 1201 S. 10th St. (Phone 111); Hammond, TI 
1055 Indianapolis Blvd. (Whiting 783); Kendallville, 900 8. Main &t. Indust 
NORWALK. OHIO (Phone 300); La Porte, 902 E. Lincoln Way (Phone 2041): Michigan wishe: 
? City (Phone 687); South Bend, 843 Rush St. (Phone 39321). Addre 
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CENTRAL MICHIGAN TRUCKING INC. 
EASTERN MICHIGAN FREIGHT LINES 
INTER-STATE MOTOR FREIGHT SYSTEM 
INTER-STATE MOTOR FREIGHT SYSTEM, INC., OF INDIANA 
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aA Cincinnati Elmer A. Schier, General Traffic Manager 
134 Grandville Avenue, S. W. ' Grand Rapids, Michigan ; 


Common Carrier Tariff ncies 
Central States Motor Freight Bureau 
Carriers 


Established 1924, a Michigan corporation. Fastern-Central Motor Association. 
1.C.C. Docket Nos. MC35628 and MC48645. Indiana Motor Rate & Tariff Bureau, Inc. 
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CLASSIFIED ADVERTISING 


The only weekly market place in print covering the 
entire field of transportation and distribution for those 


who have services, materials, equipment, etc., to buy 
or sell. (Reader ads—$1.00 a line, minimum 3 lines. 


Classified display—$15 a column inch.) 
Write for 6 time, 13 time, 26 time, and 52 time classified display discount rates. 


Situations Wanted 





As Traffic Manager or assistant. Good rate experience. Can invest 
with services. Now employed, 30 days’ notice required. Industrial 
preferred. Details on request. Box 371, Chicago office Traffic World. 





THOROUGHLY EXPERIENCED TRAFFIC MAN, 40 years of age. 
Industrial, freight forwarder and motor transportation experience, 
wishes to represent transportation company in Baltimore, Md., area. 
Address Box 369, Chicago office Traffic World. 


TRAFFIC MAN—Age 32, 10 years’ diversified experience, desires 
position as assistant to executive. Available now—will locate anywhere. 
Box 370, Chicago office Traffic World. 


Help Wanted 


RATE CLERK thoroughly familiar with motor truck rates through- 
out the Midwest and able to rate transcontinental freight. The position 
will continue after the war and offer a good opportunity for promotion. 
Box 358, Chicago office Traffic World. 


ABLE MAN TO HEAD Traffic Department of State Commission, 
located in Intermountain area, possessing the experience, knowledge 


and ability that such position demands. Box 359, Chicago office Traffic 
World. 


WAREHOUSE MANAGER—Full charge of established fireproof 
warehouse and moving company. Permanent, good future. Write fully 
experience, age, salary requirements. Replies confidential. Box 368, 
Chicago office Traffic World. 





MAN TO HEAD division traffic department, food products distribu- 
tion industry, New York area. Know rail and motor tariffs and serv- 
ices, Trunk Line and New England territories. Experience private 
truck operation desirable. Able to work out and supervise distribution 
methods with sales department. In reply give age, education, nation- 
ality, training, experience, salary. Box 372, Chicago office Traffic World. 


Traffic Services 





THE INDUSTRIAL TRAFFIC ASSOCIATION, P. O. Box 1344, New 
Orleans 10, La., Earl Roy, Manager, desires a few more clients any- 
where in the United States and Canada. Please write for details. 





WANTED 


WANTED—Full or partial set of I. C. C. Reports, particularly 
volumes after No. 100. State price, delivered. W. Y. Wildman, 209 S. 
LaSalle St., Chicago, Ill. 


Educational Courses 


I. C. C. PRACTITIONERS. The only practical, authentic I. C. law 
course available by mail. Restricted to Attorneys, Practitioners or those 
qualified to prepare for practice. Includes Freight Forwarder Act. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, Ill. 





For Sale 


TRUSTEE OFFERS FOR SALE valuable I. C. C. carloading per- 
mits for operations from all Northeast States to Southwest States. 
Address inquiries to Box 363, Traffic World Chicago address. 





FREIGHT CAR PRICES REDUCED! 


Now only half of recent peak prices— 
as low as $500! 


Which of these cars could you use? 


5—Hopper, Twin 50-Ton 

50—Hopper, Side-Discharge, 50-Ton 

10—Refrigerator, 40-Ft., 40-Ton 

10—Box, 40-Ft., 40-Ton 

7—Box, Automobile, Steel, 50-Ft., 50-Ton 

3—Dump, Western, 20-Yd., 50-Ton; steel floors 
2—Dump, Western, Automatic, 30-Yd., 50-Ton; lift doors 
2—Dump, Clark Automatic, 30-Yd., 50-Ton.; drop doors 
4—Dump, K & J Automatic Lift-Door, 37-Yd., 50-Ton 
12—Dump, K & J Automatic Lift-Door, 20-Yd., 50-Ton 
2—Tank, 8000-Gallon, 40- and 50-Ton Trucks 

10—Tank 10,000-Gallon, 50-Ton Trucks 


Perhaps this list also has some other cars you could use to very 
beneficial advantage now? 


All cars are priced fo sell 
IRON & STEEL PRODUCTS, INC. 
40 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
""ANYTHING containing IRON or STEEL" 
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How men in routine traffic work have increased 


Every traffic employee today should real- 


their earning power through expert training. 
l : : ] tion of branches, warehouses, new plaf 
United Autographic Register Co ize that Traffic Management—as prac- 


and additional sources of raw maté 
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the Interstate Commerce Commis 
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A familiar sight in newsreels—American small landing craft 
roaring in to hit a beach at full speed. They can do it again 
and again without damage to their hulls or cargo, because a 


specially designed prow doesn’t take the whole impact in one 


place; the blow is traveled back along the keel, absorbed 
as it goes. 


MOVEMENT CUSHIONS THE SHOCK! 


The same principle, in the Duryea Cushion Underframe, 
gives you SHOCKPROOF SHIPPING. 


The unique Duryea floating center sill travels the 
force of any impact the entire length of the car, 
absorbing it as it goes in big cushion springs—car 
and lading ride over the blow. 


0. Cc. DURYEA CORPORATION 
30 RockefellerPlaza, NewYork 20,N.Y. -135So.LaSalle St., Chicago 3, Ill. 
725 Fifteenth Street, N. W., Washington 5, D. C. 


How the Duryea Cushion 
Underframe Contributes to Victory 


PROTECTS car and lading, prolongs 
car life, cuts damage claims. 
PERMITS higher handling speeds. 
ELIMINATES gear replacements main- 
taining efficiency for life of car. 
SAVES TIME loading and unloading. 
Needs less packing and bracing. 
SAVES MONEY usually spent for 
maintenance on every part of car. 


COMPLEMENTS air brake; Duryea cars 
withstand abrupt stops. 


CUTS SLACK to pre-determined ideal. 


COSTS NO MORE than conventional 
type, for average Duryea gear. 


Here’s what actually happens 


. . . When two stationary freight cars 
receive the same impact, equivalent to 
a 50-ton car, loaded to capacity, coupling 


_at a speed of 4 m.p.h.: CONVENTIONAL 


CAR (A): Draft gear “goes solid,” car 
receives almost entire impact. 
DURYEA CAR (B): Shock absorbed 
by cushion gears, car and lading are 
comparatively undisturbed, 





4 Years 


‘Around here we call it the ‘arsenal 
run’... the 370-mile round-trip haul 
between Detroit and Muskegon,” 
says ‘“Dick’’ Jones, Director of Pur- 
chases of the U. 8. Truck Company. 


“That road has taken a terrific beat- 
ing since the start of the war, and it’s 
tough going. Yet for 4 years our 16 
Dodge trucks, with capacity loads, 
have been hitting it day and night 
hauling gun mounts and shell casings. 


“These trucks have piled up from 
280,000 to 412,000 miles. Service has 
been excellent, and we’ve never been 
held up for lack of parts. Believe me, 
Dodge is a trucker’s truck!”’ 


AMERICA’S TRUCKING INDUSTRY 


on the Arsenal Run-.. 412,000 Miles 


“Service has been excel- 
lent, and we’ve never been 
held up for lack of parts.” 


R. D. JONES 
Director of Purchases, 
U.S. Truck Co. 





Photo of guard at Detroit war plant signing clearance 
papers for one of the trucks used on the “arsenal run.” 


If YOU want this kind of dependable service— 
let your Dodge dealer take care of your trucks! 
He has mechanics who ‘“‘know how”’ . . . modern, 
time-saving equipment...and plenty of factory- 
engineered parts! 

DODGE DIVISION of CHRYSLER CORPORATION 

* * * 

NEW TRUCKS AVAILABLE—Dod¢ge is now building new 4, 
1% and 2-ton trucks for essential use. See YOUR Dodge dealer 
for the right Dodge Job-Rated truck to fit your job. 


YOU'LL ENJOY “‘THE MUSIC OF MORTON GOULD," 
CBS, THURSDAYS, 9 P.M., E.W.T. 


DODGE““TRUCKS 


FIT THE JOB... LAST LONGER 





BUY WAR BONDS 


IS VITAL TO WAR 


PRODUCTION! 
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